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TRAIN NO. 75 — DAILY EXAMPLE 
Lv. St. Lovis......(via Mo. Pac.)..... 1:00 pm Tue 
Lv. Memphis ..... “ “6 cess 9:30 pm Mon 
Lv. Kansas City... “ - eeee+ 1:00 am Wed 
Ar. Pueblo........ = .....10:00 pm Wed 
Lv. Pueblo........(via D. & R. G. W.)..11:00 pm Wed 
Ar. Denver....... “ © -- 4:00 am Thu 
Lv. Pueblo........(via D. & R. G. W.)..12:01 am Thu 
Ar. Salt Lake City.. “ “ -- 4:00 am Fri 
Ar. Oakland......(via W. P.)........ # 

Ar. San Francisco... “ © wcccccce 
#—6th Morning Delivery on Arkansas and Missouri 

(including St. Louis) and Memphis traffic. 

#—7th Morning Delivery on Chicago, Michigan, Ohio, 
and Indiana traffic. 
#—8th Morning Delivery on Buffalo, Pittsburgh, Western 

New York and Western Pennsylvania traffic. 
#—9%h Morning Delivery on Eastern Seaboard traffic. 


Route Your Shipments 
via 
MO. PAC.-D. & R. G. W.-W. P. 


‘a ater For further information about this and all other freight 
1p ) : service, see your local Missouri Pacific representative 
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Gentlemen, we offer you 
THE SHORTEST DISTANCE BETWEEN 
TWO LONG-DISTANCE POINTS 


Place your employe- 
transfer problems with 
Allied Van Lines and 
see them solved easily, 
quickly, safely, and 
economically. Enlist 
the undivided respon- 
sibility of the world’s largest long-distance 
moving company and enjoy new efficiency. 
It’s as simple as A-B-C: 





A. You refer to the classified section of 
your local telephone directory. 


B. You locate a local Agent-Member of 
Allied Van Lines. 
C. You call him. 


The Agent-Member will speak for more than 
550 associate Agent-Members, located 
strategically throughout the nation. He will 


advise you, collaborate with you, help you 
impartially to decide whether to move by 
van, rail, or water. He will place at your 
disposal as many of the more than 900 mod- 
ern vans and 650 storage warehouses as you 
have use for. 


Allied Van Lines operates under the Federal 
Motor Carrier Act, 1935... is regulated 
by the Interstate Commerce Commission... 
is a member of the Household Goods Car- 
riers’ Bureau and a participant in its tariff 
publications . . . carries cargo insurance to 
the full extent required by law .. . and 
offers you real all-risk transit insurance at 
the lowest rate obtainable. 


Calla local Agent-Member now for employe- 
transfer counsel. He will gladly give you 
advice today that will help you solve long- 
distance transportation problems tomorrow. 


ALLIED VAN LINES, sxc 
a 


Published weekly by THE Trarric Service Corp., 
second class matter January 1, 1913. at the postoffice at Chicago, Ill., under the Act of March -, 1879. 
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‘ia may never see one of the hands and heads that go to work for . 
you when you consign a shipment over Chesapeake and Ohio Lines. by th 
Perhaps, to you, our traffic representative is just a courteous voice on the by 3 
telephone. But his hand, in writing your order, is one of hundreds in th 
acting as though directed by one brain to the single task of getting your bet 
shipment through on schedule time. men, 
with 

t 
Those hands perform many diverse tasks ... on the keys of typewriter ry 
and telegraph and adding machine ... at telephones and on the wheel me 
of pick-up-and-delivery trucks...on throttles and air-brakes ...on 
power switches and hand switches . . . checking train orders and bills of = 
lading ... waving hand signals by day and lantern signals by night ... all = 
working for you, though you never see them. But you do see the result ics 

—careful, dependable, on-time freight service. 

To put them all to working efficiently for you, you have merely to call P. 
our nearest traffic representative, or communicate with a 


othe 
G. W. Wood, Gen. Through Freight Agent or x 
Chesapeake and Ohio Lines, Cincinnati, Ohio genc 
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Our Platform 


A revised system of transportation regulation based 
on modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation and treatment of the vari- 
ous agencies of transport and jurisdiction over all of them 
by the same body or coordinated bodies. 

Realization by railroads that they must do something 
by way of group operating economies to help themselves 
in their depressed condition, and cooperation by shippers 
in such economies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





WHAT DO YOU MEAN, EMERGENCY? 


RESIDENT ROOSEVELT, by calling Congress into 

session to act on neutrality legislation, by what he 
has said in connection with that matter, and by many 
other acts and utterances, has, whether intentionally 
or not, pretty well succeeded in creating an “emer- 
gency” atmosphere in this country. But we are at 
present confronted by no emergency. The European 
war is none of our concern. We can stay out of it if 
We wish to do so and act wisely in accordance with that 
Wish. We can get into it only by actual intent or be- 
cause of some wantonly aggressive action against us 
by one or more of the warring nations. Our care 
should be that we do not give occasion or excuse for 
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such action. The only “emergency” we see, therefore, 
is that we are confronted with the necessity for acting 
wisely, and the seriousness of the situation, from our 
point of view, lies in the fear that our national policies 
may not be wise and our administration of them not 
sagacious. 


So far as the railroads are concerned, they seem 
to be inspired by the same idea that affects others with 
respect to other matters—that there is an emergency. 
There is nothing of the sort in transportation. There 
is a great increase in traffic, actual and expected, that 
they will have to move by reason of war conditions 
abroad. But is not an increase in business just the thing 
for which they have been longing? It is merely the 
part of good business to put their plant in order for the 
increased demands on it. There is no occasion for their 
patting themselves on the back on account of their 
patriotic.action, as they seem to be doing in their state- 
ment issued in Washington this week wherein they an- 
nounce their attention to spend money they “have not 
earned, in order that they may meet a public need, on 
the faith that there will be hereafter a square deal in 
public transportation policies.’”’ Of course, they are en- 
titled to a square deal, but now no more than always, 
and, to be sure, they are rehabilitating their unused 
equipment and buying new, but not because of the 
public need. They are merely putting themselves in 
condition to handle the increased business they need 
and are expecting as they would be doing if the need 
arose from some entirely different cause. If the situa- 
tion has any bearing at all on the question of a square 
deal for them, it rather makes the necessity for such a 
deal less instead of more pressing—because revenue is 
what they need above all else. 


We do not, however, mean to discount their ef- 
forts. They seem to be moving as efficiently and rapidly 
as they should and can to put their plant in condition. 
Their figures show that, with their present equipment 
in its present condition, they can handle from twenty- 
five to thirty per cent more freight traffic than they are 
handling. They are endeavoring, by rehabilitation and 
buying, to equip themselves to handle something like 
fifty per cent more than at present. Their estimates 
and plans are a matter of business judgment—of what 
is best for them—not of patriotism and love of the pub- 
lic, however, and they need not be ashamed of that or 
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try to conceal it. All that is expected of them is that, 
as good business men, they take advantage of the 
opportunity to increase their earnings, and they cannot 
do that to the full unless they increase their capacity. 

We assume that, in their calculations as to how 
much more traffic they can handle with so much more 
equipment, they are taking into consideration the fact 
that an enlarged equipment will not necessarily trans- 
late itself into an equal amount of increased efficiency. 
One of the reasons they have been able in recent years 
to make such a remarkable showing as to efficiency in 
handling freight is that they have not been crowded 
in handling it. With longer trains, heavier loads, con- 
gested yards and terminals, the very fact that they have 
this additional equipment tends to slow up movement. 
We do not, of course, have to tell them that. Our con- 
cern is that the public may not get a wrong impression 
in failing to realize that there is an offset against in- 
creased efficiency from an increased amount of equip- 
ment. 

Another thing to be kept in mind in considering the 
ability of our transportation agencies to handle a greatly 
increased traffic is that we now have a large and effi- 
cient fleet of motor trucks, which we did not have at 
the time of World War No. 1, which time is used as the 
basis of calculations as to how great the increase in 
freight traffic will be. 


Taking all things into consideration, therefore— 
the present condition of the railroad plant, the alertness 
of its managers in increasing its efficiency to meet the 
new conditions, and the existence of a great motor 
transport industry, which also may be expected to go 
after its share of the increased freight business—our 
transportation machine would seem to be pretty well 
able to cope with the situation. 


Though, as we have said, the matter is, from the rail- 
road point of view, one of handling increased business, 
there is an angle that ought to be especially considered 
by both railroads and their patrons, as well as the gen- 
eral public—and the appeal here is also to selfishness 
rather than to patriotism. If the railroads fail to cope 
successfully with the freight traffic situation caused by 
the war in Europe, or there is the slightest appearance of 
failure, there will at once be a vociferous demand that 
the government take them over, especially if we our- 
selves become involved in the war. This demand might 
even originate with those who would have to do the 
taking over, but, in any event, it would fall on sym- 
pathetic ears so far as they were concerned. That is an 
additional reason for the railroads doing their utmost 
and for their patrons, the shippers, to help them in 
every way possible, even to the point of refraining from 
complaining publicly when there is a failure of service. 
The railroads must have every opportunity to continue 
in private operation without being hampered by short- 
sightedly selfish critics. 


Incidentally, here is a splendid opportunity for the 
railroads to permit their “‘public relations” men to earn 
their salt. Their job just now should be to convince 
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the public—and not just that part of the public vitally 
and intensively interested in transportation—that the 
railroads are equipped to handle whatever may offer 
in the way of freight traffic and that for the govern. 
ment to interfere would be to substitute a bad job for 
a good one. 


RAIL PENSION DATA 
The Traffic World Washington Bureay, 


A total of 134,133 annuitants and pensioners were receiving 
monthly payments under the railroad retirement act at the end 
of August and the total monthly amount payable to them was 
$8,426,898, according to the Railroad Retirement Board. Employe 
annuities constituted 69.1 per cent of the total payments; pen- 
sions 28.9 per cent, survivor annuities 1.4 per cent and death 
benefit annuities .5 per cent. 

Employers under the act, according to the board, reported 
1,006 deaths of employes in active service in the month of August. 
This, it said, brought to 21,121 the number of such death notices 
received by it since January, 1938. 

The board said that in August it certified 1,215 lump sum 
death benefit payments amounting to $163,100, an average of 
$134.04 a certification. From the beginning of payments through 
the end of August, the board said it had certified 18,089 payments 
amounting to $1,626,938.68. 

The Railroad Retirement Board has ruled that the Hewn Tie 
and Piling Department, an operating unit of the Kirby Lumber 
Co. and its successor, the Kirby Lumber Corporation, is an em- 
ployer within the meaning of the railroad retirement act. The 
The board’s decision was based on an opinion of its general coun- 
sel that the department could be considered an employer under 
the act since it was directly controlled by the Atchison, Topeka 
& Santa Fe and was solely engaged in performing regular and 
substantial services for the railroad, other than trucking, in 
connection with transportation by railroads. The board said it 
had ordered that the service with the Newn Tie and Piling 
Department at any period of its existence was creditable toward 
an annuity under the act. 

In the week ended September 8, the board said a total of 
31,776 unemployment insurance claims were received in its 
regional offices. In the same week, it added, a total of 16,718 cer- 
tifications for benefit payments were made, amounting to $254,- 
543, or an average of $15.23 a certification. From the beginning 
of operation through September 8, it said, a total of about 
266,000 unemployment insurance claims were received in the 
regional offices. About 106,600 certifications for benefit pay- 
ments were made through September 8. 


PASSENGER TRAFFIC STATISTICS 


Class I steam railways in the United States, exclusive of 
switching and terminal companies, in June this year had pas- 
senger revenue in coaches of $18,843,723, and in parlor and 
sleeping cars of $16,309,353, as compared with $16,360,203 and 
$15,388,063, respectively, in the same month last year, accord- 
ing to a Commission compilation (statement M-250) of pas- 
senger traffic statistics, other than commutation. For the six 
months ended with June this year these carriers had pas- 
senger revenue in coaches of $88,857,878 and in parlor and 
sleeping cars of $88,769,057, as compared with $88,284,598 and 
$88,450,213, respectively, in the corresponding period last year. 

The railroads carried in coaches 91,207,931 revenue pas- 
sengers and in parlor and sleeping cars, 10,005,072 revenue 
passengers in the six months ended with June this year, as 
compared with 96,369,014 and 10,069,638, respectively, in the 
corresponding period last year. In June they carried 18,562,138 
revenue passengers in coaches and 1,755,886 in parlor and sleep- 
ing cars, as compared with 16,622,473 and 1,640,769, respec- 
tively, in June last year. 

The number of revenue passengers carried one mile in 
June this year amounted to 1,054,409,228 in coaches and 
697,230,211 in parlor and sleeping cars, as compared with 
912,523,357 and 655,624,322, respectively, in the same month 
last year. For the six months ended with June they carried 
4,727,936,134 revenue passengers one mile in coaches an 
3,719,466,933 in parlor and sleeping cars, as compared with 
4,846,172,405 and 3,698,943,470, respectively, in the correspond- 
ing period last year. 

The Commission said that to obtain comparability, pas 
senger traffic statistics of the Southern Pacific Company’s elec 
tric lines at San Francisco were omitted from the 1938 figures 
because in 1939 the operation of the electric lines was trans- 
ferred to the Interurban Electric Railway Co., which did not 
report in this monthly series. Statements for months prio 
to April, 1939, included the 1938 electric line statistics. 
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Current Topics in 
Washington 





When an_ over-wrought headline 
writer produces a banner for the first 
page announcing that ‘2,000,000 Rus- 
sians Penetrate Poland Forty Miles” (in 
twelve hours), there is warrant for 
relaxation of set face muscles by the 
man who knows something (not necessarily much) about trans- 
portation. 

And another relief from tautness is not out of order when 
the broadcast man tells a mouth-agape world that Alfred M. 
Landon and Frank Knox the “tie-tular” heads of the Republican 
party have accepted an invitation to the White House to talk 
about changes in the neutrality law. Regardless of the views 
of the man whose jaws are set he may not be unneutral if he 
grins when he learns of the new way to pronounce titular. 
The rule also may operate when he learns from the exuberant 
announcer, that it is the “Sky-kill” River that empties into the 
Delaware near Philadelphia. 


Times Not So 
Grim One May 
Not Smile 





Before President Roosevelt’s 
extraordinary session of Congress 
got started there was an impression 
among feelers of pulses that the 
discussion of the administration’s 
arms embargo repeal would be 
prolix and acrimonious, notwithstanding the President’s motion 
to adjourn politics. 

A Roosevelt succeeding in having politics adjourned, to 
many, seemed illusory. No Roosevelt, especially among those 
remembering the older, was regarded by many as able to avoid 
making himself politically irritable. The older and the younger 
have appeared to delight in impugning the motives of men of 
large affairs—that is, as some might phrase it, of being dema- 
gogic. Yet Theodore was and Franklin is generally an agree- 
able person—up to a certain point. 

Theodore, it was recalled, turned on Taft before the latter 
had served half his term. Franklin, who, some think, owes 
his first nomination to Vice-President Garner almost as much 
as to any other man, is not on good terms—political, of course 
—with the Texan. The latter, it is easily recalled, is one of 
the most patient of men. Therefore, the rift between them 
is not attributed to him. 

Franklin Roosevelt, thus far, has not been noted as a 
healer of wounds. The cleft in his party that began appearing 
soon after the Supreme Court reorganization proposal, instead 
of narrowing after the personnel of the high bench had been 
changed to the President’s satisfaction by the lapse of time 
that gave him opportunities to appoint men seeing eye to eye 
with him, has grown wider. 

On the eve of the special session, it was thought that the 
President would have his way unless the reaction from the 
country scared some of those inclined to go along with him 
for repeal. That is to say, at the beginning of the fight the 
situation looked good for him. Yet those who remembered 
how often he had angered men of his own political faith were 
wondering whether he would be able to change his ways to 
such an extent as to make it certain that he would not drive 
from him some of the support that appeared to be his without 
h's having put forth any particular effort since the adjourn- 
ment of the regular session. 

Some who remembered the bitterness that prevailed at 
adjournment wondered whether it was certain he would win, 
after long and bitter debate in the Senate, without again 
Stirring up opposition among his own followers, many of whom 
he had unsuccessfully attempted to purge from public life. 


Debate on Neutrality 
Expected to Be Bit- 
ter and Perhaps Long 


Many persons, _ recalling 
what they learned in their early 
ventures in the study of Latin, 
remember that in time of war 
the Romans named a dictator. 
Few may realize that, so far 
as the United States is concerned, there has been little change. 

That thought is the product of a columnist’s declaration that 
“he (the President) may certify the existence of an emergency 


In Time of War or 
Threatened War President 
ls Really a Dictator 
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to the Interstate Commerce Commission, thus obtaining broad 
powers over the nation’s transport; besides putting the rail- 
roads in his hands, these powers permit him to do such things 
as arrange for the construction of additional transport equip- 
ment.” 

Were the matter in as mild a state as shown in the quoted 
language, the President would not be much of a dictator in 
transport. Such understatement is really amazing. 

“The President, in time of war or threatened war, is em- 
powered, through the Secretary of War, to take possession 
and assume control of any system or systems of transporta- 
tion,” says the law on the subject. (See Traffic World, Sep- 
tember 2, p. 485.) There is nothing in it about certifying to 
the Commission or anybody else that an emergency exists, as 
a condition precedent. 

“Thus obtaining broad powers over the nation’s transport; 
besides putting the railroads in his hands, these powers permit 
him to do such things as arrange for the construction of addi- 
tional transport equipment,” is about as great an understate- 
ment as could be made up, when the statute says he may “take 
possession and assume control of any system or systems of 
transportation.” 

A catalogue of powers the President has is attributed to 
the Department of Justice. No one, so far as known, has ever 
accused Attorney General Murphy or any of his assistants of 
being such a mentally weak sister as to write such stuff to 
indicate the breadth and depth of the President’s power, not 
only over the railroads but “any system or systems of trans- 
portation.” 

The language of the statute is simplicity itself, and, as 
all other simple things, as strong as imaginable. 

“In time of war or threatened war,” as a phrase, sets limits 
about as narrow as space. It may be inferred that the war 
spoken of is a war in which the United States is a participant, 
but there is no such limitation. ‘Threat of war,” it might be 
suggested, was intended to be a threat of war in which the 
United States would be a participant. No court, however, 
read as many words into a statute as would be needed to set a 
limit of that sort. 

The President is the only judge of what is a “time of war 
or threat of war.” All he needs do, to take over all means of 
transport, is to say to himself that there is a war or a threat 
of war, call in his Secretary of War, dictate a ten-word order, 
“Take over all systems of transport in the United States,” and 
the thing is done, all the armed forces of the country being 
under his control. 

When Congress dealt with the subject it foresaw the possi- 
bility of the President not desiring ‘in time of war or threat of 
war,” to take possession of and assume control of any system 
or systems. Therefore, it wrote into section 6, of the interstate 
commerce act, a requirement that, in time of war or threat- 
ened war, the railroads should give preference and precedence, 
on demand of the President, to transportation of troops and 
materials of war. 

What the President could do with and to the banks was 
shown in 1933 when he closed all of them. 

Of course, these and other grants of absolute power are 
remnants of the power granted President Wilson in the time of 
the first world war. A diligent search of the statutes, some 
of which are duplicates, because Congress is a slovenly body, 
might reveal grants of dictatorial power coming down from 
the Civil War period, or even earlier, passed in time of war 
hysteria and just left on the books, because, when the fighting 
is over, practically everybody forgets history and acts as if 
the millennium had come and the world had been made safe 
for democracy or whatever it was that had been fought for. 
Speaking of things for which wars wre fought, there might be 
a bit of profit for someone were he to gather together the 
things for which other wars were fought and publish them in 
handy form. Perhaps, on the other hand, the writers of other 
days did not deem it necessary to make note, in precise form, 
of the things for which the wars were fought. So the compiler 
might not get his work done in time to turn to profit the 
restatement of the dreams of other years as to the glorious 
things intended to have been achieved by resort to arms. Such 
a compilation, it might be believed, would sell well only while 
the fever lasted. 


In the heat of the exchange of 
amenities in a local newspaper, the fol- 
lowing was written by one of the an- 
tagonists: 


We certainly did not make the world 
safe for democracy the last time we fought, 
but I have always suspected that Mr. Haines’ isolationist fellow- 
travelers, who did not permit the United States to honor its signature 
to the treaty of Versailles, may have had something to do with that. 


Dishonor of the 
Signature of 
the United States? 
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There is nothing wrong with that declaration, except that 
the signature of the United States was never attached to the 
treaty. The signature of its delegates or plenipotentiaries to 
the peace conference were attached. But they did not consti- 
tute the signature of the United States, though some of those 
who have an almost idolatrous admiration of Woodrow Wilson, 
one of the delegates, often speak as if they thought that, when 
he wrote his name to a document, that act constituted the 
signature of the United States. 

The United States made a separate treaty with each of 
the central European powers, after i¢ had been shown that 
the Senate would not give its assent to the treaty of Versailles. 

The man who wrote about the United States not being 
permitted to honor its signature has had a good deal to do 
with members of the diplomatic corps both here and abroad. 
Diplomacy has been defined as the art of double double-cross- 
ing. The men who are experts therein, it often seems, have 
never believed the time never was when the President of the 
United States had the power of an old-time king—of making 
treaties in his own name without consulting such a thing as 
a parliament or senate and humbly asking it to assent to what 
he had done. 

At times, it seemed that Woodrow Wilson was never fully 
alive to that important fact. But, of course, there was never 
any doubt about his intellectual awareness of the limitations 
on the President of the United States, who, nevertheless, comes 
much nearer being an officer of real power than any king of 
this day.—A. E. H. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended September 16 
totaled 805,733 cars, according to the Association of American 
Railroads. This was an increase of 138,324 cars or 20.7 per cent 
above the preceding week, which included Labor Day holiday; 
an increase of 145,570 cars or 22.1 per cent above the corre- 
sponding week in 1938; and a decrease of 17,062 cars or 2.1 
per cent below the same week in 1937. 

All districts reported increases compared with the corre- 
sponding week in 1938. All districts reported decreases com- 
pared with the corresponding week in 1937, except the Eastern 
and Pocahontas. 


1939 1938 1937 

4 weeks in JANUATY ......ccvccccess 2,302,464 2,256,717 2,714,449 
& weeks th FPORTUAry ...0cccccccccs 2,297,388 2,155,536 2,763,457 
SB err rs 2,390,412 2,222,939 2,986,166 
ee eS errr 2,832,248 2,649,960 3,712,906 
RET i vcnusn cess e00snens 2,371,893 2,185,822 3,098,632 
CD. os. ow chneddsoeebned 2,483,189 2,170,778 2,962,219 
OE 3,214,554 2,861,821 3,794,249 
A eo ois been enw be 2,689,161 2,392,071 3,100,590 
Week ended September 2 .......... 721,748 648,029 801,539 
Week ended September 9 .......... 667,409 568,707 708,202 
Week ended September 16 .......... 805,733 660,163 822,795 

OO” Se ere 22,776,199 20,772,543 27,465,204 


Revenue freight loading by districts the week ended Sep- 
tember 16 and for the corresponding period last year was re- 
ported as follows: 


Eastern district: Grain and grain products, 9,460 and 6,332; live 
stock, 1,142 and 1,204; coal, 32,300 and 24,151; coke, 2,139 and 1,755; 
forest products, 1,468 and 1,345; ore, 6,525 and 3,249; merchandise, L. 
Cc. L., 41,570 and 40,090; miscellaneous, 71,742 and 55,354; total, 1939, 
166,346; 1938, 133,480; 1937, 158,467. 

Allegheny district: Grain and grain products, 5,243 and 3,783; live 
stock, 893 and 1,150; coal, 36,783 and 27,543; coke, 3,555 and 1,879; 
forest products, 1,128 and 1,023; ore, 9,623 and 4,734; merchandise, L. 
C. L., 27,854 and 26,966; miscellaneous, 69,832 and 51,838; total, 1939, 
154,911; 1938, 118,916; 1937, 162,643. 

Pocahontas district: Grain and grain products, 303 and 286; live 
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stock, 317 and 300; coal, 44,222 and 36,027; coke, 702 and 651; forest 
products, 535 and 459; ore, 707 and 303; merchandise, L. C. L., 6,137 
and 5,826; miscellaneous, 7,520 and 6,219; total, 1939, 60,443; 193g 
50,071; 1937, 56,154. 

Southern district: Grain and grain products, 3,754 and 2,352; live 
stock, 1,155 and 1,234; coal, 21,672 and 16,347; coke, 510 and 285; forest 
products, 11,415 and 9,738; ore, 1,031 and 834; merchandise, L. C. L,, 
28,930 and 28,134; miscellaneous, 45,621 and 41,352; total, 1939, 114,088. 
1938, 100,276; 1937, 114,249. 

Northwestern district: Grain and grain products, 13,744 and 10,905; 
live stock, 4,033 and 3,847; coal, 6,647 and 5,121; coke, 1,539 and 931; 
forest products, 9,041 and 8,010; ore, 34,402 and 14,889; merchandise, 


L. C. L., 19,641 and 19,407; miscellaneous, 36,524 and 31,191; total, 
1939, 125,571; 1938, 94,301; 1937, 139,466. 
Central Western district: Grain and grain products, 12,731 and 


8,595; live stock, 9,308 and 7,202; coal, 9,088 and 8,841; coke, 218 and 
172; forest products, 7,342 and 6,991; ore, 3,804 and 3,213; merchandise, 
L. C. L., 27,539 and 25,048; miscellaneous, 55,260 and 49,390; total, 
1939, 125,290; 1938, 109,452; 1937, 126,357. 

Southwestern district: Grain and grain products, 4,877 and 3,643: 
live stock, 2,536 and 1,791; coal, 4,013 and 3,381; coke, 91 and 67; forest 
products, 4,208 and 3,420; ore, 362 and 224; merchandise, L. C. L., 
11,185 and 11,337; miscellaneous, 31,812 and 29,804; total, 1939, 59,084; 
1938, 53,667; 1937, 65,459. 


CAR SURPLUS REPORT 


Class I railroads in the period August 15-31, inclusive, had 
an average daily surplus of 130,796 cars, as compared with 
156,598 cars in the preceding period, according to the car serv- 
ice division of the Association of American Railroads. It was 
made up as follows: Plain box, 54,218; auto box, 15,493; total 
box, 69,711; flat, 4,931; gondola, 17,971; hopper, 15,929; total 
coal, 33,900; coke, 355; S. D. stock, 13,490; D. D. stock, 2,152; 
refrigerator, 4,952; tank, 293 and miscellaneous, 1,012. Canadian 
roads reported a total of 8,320 cars, as compared with 10,963 
cars in the preceding period, made up of 6,750 plain box, 550 
auto box, 200 flat, 100 gondola, 300 S. D. stock, 275 refrigerator 
and 145 miscellaneous cars. 


WASTE IN TRANSPORTATION 


Railway Age (September 16) 


As a matter of fact, hundreds of millions of dollars an- 
nually can be saved for the American people by mitigation of 
the present competitive waste in transportation—hundreds of 
millions which the people could conveniently use right now 
and which they would imperatively require if this country 
should be involved in war. 

There are many trains being operated today which cost 
more to operate than they bring in and which ought to be 
pulled out of service and their traffic transferred to trucks. 
There are thousands of long-distance trucks plying the high- 
ways which, under any fair system of truck taxation and 
any reasonable system of rates based on total costs would 
have to retire, leaving their traffic to the railroads to handle. 
The War Department ought to be spending the taxpayers’ 
money and using its own brains to prepare for national de- 
fense instead of, as it actually is, wasting its personnel and 
hundreds of millions of the people’s money in attempts to 
transfer more and more of the nation’s traffic from economical 
railways to fantastically wasteful inland waterways. 


LOCOMOTIVE FUEL AND POWER 


The cost of fuel and power charged to yard and train 
service of Class I steam railways in the United States, includ- 
ing switching and terminal companies, amounted to $19,388,677 
for July this year as compared with $18,587,135 for the same 
month last year, according to a Commission compilation 
(statement M-230). For the seven months ended with July 
the cost was $143,793,807 as compared with $139,438,901 in the 
corresponding period last year. 





Revenue Freight Car Loading—Week Ended Saturday, September 16 





Grain and Live 
grain prod. stock Coal 

1939 50,112 19,384 154,725 
nn NN Occ baceinne ee 1938 35,896 16,728 121,411 

1937 35,953 17,964 145,789 
Preceding week September 9..... 1939 36,297 16,650 124,600 
Per cent increase Over............ 1938 39.6 15.9 - 27.4 
Per cent decrease under.......... 1938 
Per cent increase over........... 1937 39.4 7.9 6.1 
Per cent decrease under........... 1937 

1939 1,364,056 439,749 3,989,037 
Cumulative 37 weeks to Sept. 16 1938 1,407,571 448,811 3,573,181 

1937 1,248,899 464,701 4,854,089 
Per cent increase over............ 1938 11.6 
Per cent decrease under.......... 1938 3.1 2.0 
Per cent increase over........... 1937 9.2 
Per cent decrease under........... 1937 5.4 17.8 


Per cent to 15 year average, 91.5. 


Forest Mdse. 

Coke products Ore L.C.L. Miscellaneous Total 
8,754 35,137 56,454 162,856 318,311 805,733 
5,740 30,986 27,446 156,808 265,148 660,163 

10,542 39,555 69,065 172,506 331,421 822,795 
7,792 30,003 49,478 135,770 226,819 667,409 

52.5 13.4 105.7 3.9 20.1 22.1 
17.0 11.2 18.3 5.6 4.0 2.1 
240,803 1,061,780 1,005,294 5,533,371 9,141,109 22,776,199 
176,774 985,903 568,473 5,428,202 8,183,628 20,772,543 
394,464 1,384,620 1,799,634 6,126,797 11,192,000 27,465,204 
36.2 7.7 77.0 1.9 11.7 9.6 
39.0 23.3 44.1 9.7 18.3 5 | 
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Decisions of Interstate Commerce Commission 





DUAL MOTOR OPERATIONS 


LTHOUGH Class I rail carriers and certain motor carriers 

opposed grant of the applications, the Commission, by 
division 5, in MC 48704, Columbia Terminals Co., contract car- 
rier application, embracing also MC 84791, Same, common 
carrier application, has authorized dual operation by Columbia 
Terminals Co., as a contract and common carrier by motor 
vehicle. 

The Commission has authorized the company to continue 
operations as a common carrier of general commodities, in the 
performance of pick-up and delivery service for line haul car- 
riers by motor vehicle, between points and places in the St. 
Louis, Mo.-East St. Louis, Il., commercial zone, over irregular 
routes, and baggage between St. Louis and Elsah, IIl., over a 
specified route. It has also authorized continuance of operation 
as a contract carrier of general commodities, limited to a serv- 
ice in which applicant leases trucks with drivers to shippers for 
the transportation of such shippers’ property, between points in 
the St. Louis, Mo.-East St. Louis, Ill., commercial zone, on the 
one hand, and points in Illinois within 150 miles of St. Louis, 
Mo., and points in St. Charles, St. Louis, and Jefferson counties, 
Mo., on the other, over irregular routes. 

The report pointed out that in 1902 the Columbia Transfer 
Co., a Missouri corporation and a predecessor of applicant, 
commenced operations transferring freight between rail ter- 
minals in East St. Louis and St. Louis and between such rail 
points and shippers and receivers of freight in St. Louis. This, 
it said, continued until 1920 when the corporate name was 
changed to Columbia Terminals Co. In 1924, it said, the busi- 
ness was reorganized and the assets transferred to applicant, a 
Delaware corporation. In 1934, it added, it was registered under 
a code of fair competition for the trucking industry as a con- 
tract carrier in Missouri and Illinois. On July 1, 1935, the 
report said, applicant’s activities were divided and carried on 
under four separate departments, denominated, freight depart- 
ment, drayage department, motor truck department, and bag- 
gage department. Operations conducted by the first three 
departments were covered by the application filed in the title 
proceeding and those by the baggage department by the ap- 
plication in MC 84791. 

Concurring in part, Commissioner Lee said he agreed with 
the findings with two exceptions. He said he thought that the 
pick-up and delivery service performed for the line-haul motor 
carriers was contract carrier service, and cited the Commis- 
sion’s decision in Dick’s Transfer & Truck Terminal Contract 
Carrier Application, 10 M. C. C. 74. He said there was a serious 
question in his mind whether applicant’s so-called ‘contract 
service,” in which he leased a truck to a shipper and furnished 
the driver, was subject to regulation under the motor carrier 
act. The question, he added, was before the Commission for 
decision in another case. 


CEMENT TO SOUTH CAROLINA 


With southern railroads objecting to the establishment of 
reduced rates on cement from Savannah, Ga., to points in South 
Carolina, for distances in excess of 120 miles, the Commission, 
by division 3, in I. and S. M-538, cement from Savannah, Ga., to 
South Carolina points, has found lawful proposed rates for dis- 
tances of 121 to 180 miles, and unlawful proposed rates for dis- 
tances of 181 to 360 miles. The Commission has ordered cancela- 
tion of the unlawful rates on or before October 20, and has dis- 
continued the proceeding. 


The proposed rates, based on a minimum of 20,000 pounds, 
were made on behalf of the O. Alex. Hicklin Motor Truck Line 
applicable to points within 360 miles of Savannah. They became 
effective May 14, 1939, on refusal of respondent voluntarily to 
postpone the effective date of the schedules which were suspended 
on protest of the southern rail carriers. The rates published, to 
apply only on cement shipped in the vehicles of respondent, 
were 14 cents for distances of 121 to 160 miles, 15 cents for 161 
to 200 miles, 16 cents for 201 to 220 miles, 17 cents for 221 to 
260 miles, 18 cents for 261 to 300 miles, 19 cents for 301 to 340 
miles, and 20 cents for 341 to 360 miles. 


Prior to the hearing, the report said, special authority was 
Sought on behalf of respondent to cancel the proposed com- 
modity rates for distances in excess of 180 miles and to apply the 
15-cent rate for distances of 161 to 180 miles. The request for 


such authority was denied. Respondent, it said, submitted no 
evidence in defense of the proposed reduced rates for distances 
of 180 miles and over. However, the report said, these rates 
were unduly low and were not justified by the facts of record. 

The Commission said there remained for its consideration 
the lawfulness of the proposed commodity rates of 14 and 15 
cents for the respective distances of 121 to 160 miles and 161 to 
180 miles. It said that although lower commodity rates were 
published by the rail lines on cement from Savannah to various 
points in South Carolina, the considered rates were on the same 
basis as the distance rail rates applicable where specific rates 
were not provided. However, it said the distance rail rates were 
subject to a minimum of 50,000 pounds. The rail rates, it said, 
were on the basis prescribed in Southern Cement Rates, 132 
A — 427, as modified by the increases authorized in Ex Parte 

Oo. , 

The report pointed out that the rail carriers serving 
Savannah did not have available any cars of less than 50,000 
pounds capacity. It said that they contended that with the same 
rate and a minimum of 20,000 pounds, respondent would have an 
undue advantage over them in competing for cement traffic from 
Savannah to South Carolina points; that although 20,000 pounds 
of cement conveniently could be loaded on one of respondent’s 
motor transport units, 50,000 pounds could be transported in 
three or more of his units; and that there was no demand or 
necessity for a minimum of 20,000 pounds. 

The Commission said that the proposed rates were not 
unreasonably low, and “would appear to yield revenues some- 
what in excess of the cost of operation.” 


COMMISSION MOTOR REPORTS 


In MC 89151, S. I. Yoder, common carrier application, the 
Commission, by division 5, has denied applicant authority to 
operate as a common carrier of passengers, in special or char- 
ter service, from points in Mifflin County, Pa., to points in New 
York, New Jersey, Maryland, and the District of Columbia, and 
return, over irregular routes. 

In MC 95098, James A. Smith, common carrier applica- 
tion, the Commission, by division 5, on reconsideration, has 
modified the prior report in this proceeding, the order in which 
became effective May 4, 1939, so as to authorize operation as 
a common carrier of passengers and their baggage, in special 
service, from points in a defined area in New Jersey to New 
York, N. Y., the District of Columbia, Mt. Vernon, Va., and 
points in defined areas in New York and Pennsylvania, and 
return, over irregular routes. The original order which cov- 
ered charter service was modified to authorize special service. 

In MC 83502, Luther Jones, common carrier application, 
the Commission, by division 5, has denied applicant, successor 
in interest to H. E. Osminer, authority, under the grandfather 
clause, to transport as a common carrier oil field equipment 
between points in Texas, Oklahoma, Arkansas, Kansas, New 
Mexico and Louisiana, over irregular routes. 

In MC F-363, Black Hills Stages, Inc., purchase, Black 
Hills Transportation Co., embracing also MC F-364, Burlington 
Transportation Co., control, Black Hills Stages, Inc., the Com- 
mission by division 4, has deferred for 20 days, to afford op- 
portunity for interested parties to make representations, entry 
of an order approving and authorizing acquisition by Burling- 
ton Transportation Co. of control of Black Hills Stages, Inc., 
through purchase of additional stock. The Burlington Trans- 
portation Co., is a wholly owned subsidiary of the Chicago, Bur- 
lington & Quincy Railroad Co., and the authorization is subject 
to such limitations or restrictions as the Commission may here- 
after find it necessary to impose so as to insure that the serv- 
ice shall not unduly restrain competition. 

In MC F-920, Yellow Cab Transit Co. (Oklahoma), merger, 
Bryan Motor Freight Lines, Inc., and Yellow Cab Transit Co. 
(Missouri), the Commission, by division 4, has authorized mer- 
ger of operating rights and property of Yellow Cab Transit Co. 
(Missouri), and Bryan Motor Freight Lines, Inc., into Yellow 
Cab Transit Co. (Oklahoma). The Comm’ssion said the mer- 
ger proposed avas in line with its policy to encourage corporate 
simplification, and would bring to an end the undesirable op- 
erating situation discussed in Yellow Cab Transit Co., Purchase, 
ee 6) Oe oe , and simplify regulation under the 
motor carrier act. Economies would be effected through elimi- 
nation of separate tariffs, solicitation, advertising, accounting, 
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and annual reports; tracing of shipments would be simplified; 
and service to the shipping public generally would be improved 
through rearrangement of schedules and elimination of present 
interchange. 

In MC 81459, Sub. No. 1, Merrill M. Pregler, extension of 
operations, the Commission, by division 5, has denied applicant 
authority to operate as a contract carrier of dairy products, 
eggs and dressed poultry from Iowa points to Dubuque, Ia., 
over irregular routes. Dissenting, Commissioner Lee said that 
in his opinion the territory was too large to reserve to the two 
or three protesting carriers of these important commodities. 
He said he was unable to see anything inconsistent with the 
public interest in extending to the applicant a right to operate 
in the additional territoy. 


PETITIONS FOR REHEARING, ETC. 

MC-F 998, Consolidated Shippers, Inc., purchase, L. R. Martin; 
L. R. Martin, control, Consolidated Shippers, Inc. Applicants ask dis- 
missal of application together with petition for temporary authority. 

Ex Parte MC 21, motor carrier rates in central territory. Central 
and Southern Motor Freight: Tariff Association, Inc., asks modification 
of orders. 

No. 25721, Brunswick-Balke-Collender Co. vs. B. & O. et al.; and 
No. 25724, Liquid Carbonic Corporation vs. D. L. & W. et al. Com- 
plainants ask reopenening, admission of new evidence, reargument and 
reconsideration by entire Commission of report dated June 14, 1934 
(201 I. C. C. 506). Complainants also ask reopening, reargument and 
reconsideration by entire Commission of decisions in Brunswick- 
Balke-Collender Co. vs. D. L. & W. et al., Dockets 23347 and subs. 1 
and 2 (179 I. C. C. 763), and cases decided therewith; also, Sunderland 
Brothers Co. vs. Alton et al. (198 I. C. C. 125), and Docket 23186 decided 
therewith. 

MC-F 751, Tidewater Express Lines, Inc., purchase, R. F. & P. 
Transportation Co. Baltimore Transfer Co., Bristow Brothers, Brooks 
Transportation Co., Inc., Cochrane Transportation Co. and East Coast 
Freight Lines. Inc., protestants, ask reopening for reconsideration by 
entire Commission on record as made. 

1. & S. No. 4701, cotton linters, Arkansas to New Orleans, La. 
Respondents ask Commission to vacate its order of suspension, per- 
mitting proposed rates to become effective immediately, and then de- 
termine whether or not the rates should be made permanent after the 
investigation has been completed. 

No. 27684, Wisconsin Distributing Co. et al. vs. C. & N. W. et al. 
Respondents ask Commission to vacate and set aside continuing pro- 
vision of order entered herein October 29, 1938. 

1. & s.No. 4595, excursion fares for C. C. C. camp enrollees in the 
west. Respondents ask for postponement until December 1 of effective 
date of order of June 16, as modified by order of July 19. 

No. 13535 et al., Consolidated Southwestern Cases. Southwestern 
lines, defendants, ask approval under finding 27 of publication of rate 
of 14 cents a 100 pounds, minimum carload weight 100,000 pounds on 
one second-hand steam shovel, Harrisonville, Mo., to Iola, Kan., with 
routing via Missouri-Kansas-Texas direct or Missouri Pacific direct. 

MC-F 704, Greyhound Corporation, control, Eastern Michigan 
Motorbuses; and MC-F 705, Greyhound Corporation, issuance of stock. 
Greyhound Corporation, applicant, asks Commission for reconsideration 
and argument, and on same, to reverse and vacate report and order 
of division 5 denying applications, and to grant relief as originally 
prayed in applications. 


MC-F 866, United Transports, Inc. (Delaware), consolidation, United 
Transports, Inc. (Missouri) and Hugh Breeding Transport, Inc.; Roy 
G. Woods and Waldo E. Stewart, control, Auto Convoy Co. United 
Transports, Inc. (Missouri), Hugh Breeding Transports, Inc., Auto 
Convoy Co., United Transports, Inc. (Delaware), and Roy G. Woods 
ask modification of order of August 16 so as to reflect consolidation 
involved on terms different than those first presented; and withdrawal 
of proposal for common control of Auto Convoy Co. by Roy G. Woods. 

Ex Parte MC 21, motor carrier rates in central territory. Illinois 
Baking Corporation asks that order be modified without further hear- 
ing to permit carriers to apply a rating of first class on ice cream cones 
from Chicago, Ill., to all points covered by order herein. 


COMMISSION ORDERS 


MC 22268, Philadelphia-Detroit Lines, Inc., common carrier applica- 
tion. Effective date of order of June 10, which by its terms denies 
the application herein, modified to extent that said denial is to become 
effective October 12. 

No. 27639, Union Drawn Steel Co. vs. Alton & Southern et al. 
Complaint dismissed on request of complainant. 

No. 27974, Rickert Rice Mills, Inc., vs. Missouri Pacific et al. 
Order of August 14 vacated and set aside. 

No. 28120, W. O. Anderson Commission Co. et al. vs. Alton et al. 
Complaint dismissed on request of complainants. 

No. 28263, County of Hudson, State of New Jersey vs. B. & O. 
et al. Complaint dismissed on request of complainant. 

No. 28270, Association of American Wood Pulp Importers et al. 
vs. B. & O. et al., and a subnumber, Gottesman & Co., Inc., vs. Same. 
Complaints dismissed on request of complainants. 

MC 71222, Sub. No. 3, William Emmor Fuoss, extension of opera- 
tions. Matter reopened for further hearing at time and place to be 
hereafter fixed by Commission. 

1. & S. M-247, proportional rates between Chicago and Wisconsin 
points. Order entered July 29, effective October 10, on not less than 
one day’s notice, amended so as to postpone said effective date to 
November 10, on not less than one day’s notice. 

No. 28265, Cudahy Packing Co. et al. vs. C. B. & Q. et al. Denver 
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Live Stock Exchange and Denver Union Stock Yard Co. permitted to 
intervene. 

MC-F 674, Hemingway Brothers Interstate Trucking Co., purchase, 
Finkel Motor Transport, Inc. Petition of August 7 filed by applicant to 
dismiss petition of May 8 filed by it asking modification of order of 
February 13, granted, and petition of May 8 dismissed. 

Finance No. 12306, application of Louisiana, Arkansas & Texas for 
certificate permitting abandonment of its line extending from a point 
near Farmersville to McKinney, Tex. Louisiana & Arkansas substituted 
for Louisiana, Arkansas & Texas as applicant herein. 

Finance No. 12460, application of Colorado & Southern for authority 
to lease properties owned and operated by Fort Worth & Denver City 
and Wichita Valley and for authority to assume obligation and liability 
in respect of a note of the Fort Worth & Denver City. Brotherhood 
of Railway and Steamship Clerks, Freight Handlers, Express and Sta- 
tion Employes permitted to intervene. 

MC 18343, Sub. No. 1, Nicholas Martella, dba Martella Motor 
Freight, extension of operations. Petition for further hearing filed by 
applicant, denied. 

MC 21160, Sub. No. 1, Morris Kravetz, common carrier application, 
Petitions for further hearing filed by rail carriers in New England 
territory and by M. & M. Transportation Co., denied. 

MC 23293, Leaman Transportation Co., Inc., contract carrier ap- 
plication. Effective date of order of May 27, which by its terms was to 
become effective July 19, and which was modified to become effective 
September 19, further modified to become effective October 19. 

MC 44183, L. B. Smoot, common carrier application. Matter re- 
opened for further hearing at time and place to be hereafter fixed. 

MC 44332, Coast Transit, Inc., common carrier application. Peti- 
tion of applicant for vacation of order or for extension of time within 
which to file exceptions to recommended order, denied. 

MC 45192, James E. Merriman and Joseph H. Hunter, common 
carrier application. Motor Express, Inc., permitted to intervene. 

MC 50495, Paul Schwerling, common carrier application. Matter re- 
opened for further hearing at time and place to be hereafter fixed. 

MC 59919, L. C. Chastain, dba Chastain Transfer Line, common 
carrier application; and MC 62823, L. C. Chastain, dba Southern Trad- 
ing & Supply Co., contract carrier application. Matters reopened for 
further hearing at time and place to be hereafter fixed. 

MC 66657, Sub. No. 1, Joe Duffey, dba Joe Duffey Trucking Co., 
extension of operations. Harry Ratner permitted to intervene. In all 
other respects petition for leave to intervene and for extension of time 
within which to file exceptions to report and recommend order, filed 
by Harry Ratner, denied. 

MC 89917, James Huey Deason, dba Missala Stages, common car- 
rier application. Applicant’s petition for further hearing, denied. 

MC 89923, C. J. Stinson, dba Red Ball Storage & Transit Co., com- 
mon carrier application. Matter reopened for further hearing at time 
and place to be hereafter fixed. 

MC 94386, A. H. Struble and Son, common carrier application. Ap- 
plicant’s petition for further hearing, denied. 

MC 95379, Edward C. Flemings, common carrier application. Order 
dated August 14 vacated and set aside. Matter reopened for further 
hearing at time and place to be hereafter fixed. 

MC 59880, Fine Motor Freight Lines, Inc., common carrier applica- 
tion. Effective date of order of June 3, which by its terms denied a 
portion of the application effective July 29, and which by order of 
July 19 was modified to become effective September 20, further modi- 
fied to become effective October 12. 

No. 28289, Eastern Meat Packers Association et al. vs. A. & R. 
et al. Railroad and Public Utilities Commission of the State of Ten- 
nessee permitted to intervene. 


UNCONTESTED FINANCE CASES 

Report and certificate in F. D. No. 12495, Missouri Pacific Railroad 
Co. trustee acquisition and operation, authorizing the trustee of the 
Missouri Pacific Railroad Co. to acquire and operate a portion of a 
line of railroad formerly owned by the Fort Smith & Western Railway 
Co. in Sebastian county, Ark., approved as of September 16, 1939. 

Report and certificate in F. D. 12310, Seaboard Air Line Railway 
Co. receivers’ abandonment, permitting abandonment by the Seaboard 
Air Line Railway Co. and its receivers of a branch line of railroad in 
Marlboro county, S. C., approved. 

Report and order in F. D. No. 12525, Kansas City Southern Rail- 
way Co. notes, authorizing issuance of not exceeding $2,565,000, prin- 
cipal amount, of 3 per cent secured serial notes, such notes and a cash 
payment of $150,000, or so much thereof as may be necessary, to be 
used to purchase not exceeding 60,000 shares of Louisiana & Arkansas 
Railway Co. 6 per cent cumulative prior-preferred stock at the rates 
of $45.25 a share, approved. 

Report and order in F. D. No. 12535, Union Freight Railroad Co. 
notes, authorizing issuance of a promissory note or notes for not ex- 
ceeding $192,000, to be delivered at par to the trustees of the estate 
of the New York, New Haven & Hartford Railroad Co. to evidence a 
loan for like amount, the proceeds to be applied to track renewals, 
approved. 

Order in F. D. No. 11975, Chicago & North Western Railway Co. 
trustee abandonment, modifying certificate dated February 20, 1939, 
so as to eliminate therefrom the portion of the line of railroad in- 
volved extending from Bassette, Wis., to Hebron, IIll., approved. 


REPARATION ORDERS 


Reparation orders have been issued in No. 17304 (supple- 
mental), International Oil Co..et al. vs. Abilene & Southern 
et al.; No. 27284 (supplemental), Board of Trade of the City 
of Chicago et al. vs. Same; No. 27905, G. R. Kirk Co. vs. A. T. 
& S. F. et al.; No. 27974, Rickert Rice Mills, Inc., vs. Missour! 
Pacific et al. 
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Proposed Reports in I. C. C. Cases 





CENTRAL TERRITORY FERTILIZER 


N a proposed report in I. and S. 4522, fertilizer in Central 
| territory, embracing also No. 28063, National Fertilizer As- 
sociation, Inc., vs. A. C. and Y. et al., Examiner Worthington 
recommends that the Commission find not justified proposed 
increases in rates on fertilizer and fertilizer materials between 
points in Central territory. His further recommendation is that 
the present rates be found unreasonable to the extent that they 
exceed or may exceed those in effect December 19, 1937, in- 
creased 10 per cent. 

In proposing that increases in the rates on fertilizers and 
fertilizer materials be limited to 10 per cent on the rates in 
effect December 19, 1937, Examiner Worthington had regard 
for the Commission’s admonition to the railroads in the Fifteen 
Per Cent Case, 1937-1938, 226 I. C. C. 41 against double in- 
creases. The Commission, he pointed out, in that case said that 
the increase authorized therein should not reflect a higher per- 
centage increase than 10 per cent over the rates in effect prior 
to the increases resulting from the decision in General Com- 
modity Increases, 1937, 223 I. C. C. 657. In that case, Exam- 
iner Worthington said the Commission declared that to apply 
double increases in the rates on any commodity would subject 
it to an undue proportion of the total transportation burden 
and subject those particular descriptions of traffic to undue 
and unreasonable prejudice and disadvantage, as compared 
with all other commodities. 

Limitation of increases as proposed by the examiner would 
result in reduction of present rates in a considerable number 
of instances, if not in all. The admonition to prevent doubt 
increases meant that there should be but one increase over 
the rates in effect December 19, 1937. The level of rates on 
fertilizers and fertilizer materials in central territory was es- 
tablished, said the examiner, by the Commission in Ohio Farm 
Bureau Federation vs. Ahnapee & Western, 146 I. C. C. 419, 
July 11, 1928, in which a scale was prescribed. Examiner 
Worthington referred to that as the Central case. 

Prior to December 20, 1937, rates were about 19.6 per 
cent of first class. On that day, notwithstanding protests, they 
were increased, according to the examiner, to 22% per cent 
of first class, the increase in rates being about 16 per cent. 
Although the Commission declined to suspend the tariffs raising 
the rating from about 19.6 to 22% per cent of first class, 
Examiner Worthington said the Commission gave notice that 
its declination to suspend was not an approval of the increased 
wy and that they would be subject to complaint appropriately 
filed. 

By schedules dated to become effective September 1, 1938, 
the carriers proposed, said the examiner, the 22% per cent 
of first class rates increased by ten per cent, placing them on 
the level of rates in eastern trunk line territory, established 
March 28, 1938, the latter representing a 10 per cent increase. 

Examiner Worthington said the average increase in cen- 
tral territory rates to be effective September 1, 1938, would 
= 26 per cent over the average rate in effect December 19, 

37. 

On protest of the National Fertilizer Association, Inc., and 

various manufacturers of fertilizers and fertilier materials the 
proposal was suspended. The national association also filed the 
formal complaint which is also covered by the proposed report. 
In it the rates were alleged to be unreasonable. The proceed- 
ing was heard jointly with the Michigan commission. Petitions 
of intervention in behalf of the complaint were filed by the 
Indiana State Chamber of Commerce, Farm Bureau Service, 
Inc. E. Rauh and Sons Fertilizer Co. and the Smith Agricul- 
tural Co. They asked reparation on shipments moving in the 
Statutory period. 
_ The railroads, in support of their proposal, said the exam- 
iner, urged their need of additional revenue and said the rates 
should be on a parity with those in eastern trunk line terri- 
tory, reciting that at the time the rates were established on 
the Central Case level, they were in a fairly prosperous condi- 
tion while at the present time they were in an admittedly 
deplorable financial condition. 

In a general discussion of the matter, preceding his pro- 
Posed finding and an award of reparation to the Rauh and 
Smith complainants, Examiner Worthington said: 

As heretofore stated the rates in central territory were prescribed 
in the Central case as reasonable maximum rates after a thorough 


investigation. Numerous petitions for reopening that proceeding 
have been denied and in various subsequent proceedings this scale 
has been adhered to. Respondents urge as they have in other previous 
proceedings that the rates prescribed in the Central case were not 
reasonable maximum rates having been established with the principles 
of the Hoch-Smith resolution in mind and an erroneous conception 
of that resolution. In the Commission’s report on reconsideration in 
Wilson and Toomer Fertilizer Co. vs. Chesapeake & O. Ry. Co., 215 
I. C. C. 222, decided April 6, 1936, it adhered to the scale prescribed 
in the Central case and stated that in arriving at the conclusion in the 
Central case there was no misconstruction of the Hoch-Smith resolu- 
tion. 

Protestants direct attention to the fact that in deciding the Fifteen 
Per Cent Case, 1937-1938, supra, The Commission emphasized that in 
authorizing further increases it was giving consideration to the in- 
creases authorized in or resulting from its decision in General Com- 
modity Rate Increases, 1937, supra. Special emphasis is directed to 
the fact that the increases approved in the latter proceeding were 
upon the application of the carriers to incorporate in their permanent 
rate structure the emergency charges that expired on December 31, 
1936, and that no emergency charge was authorized or ever applied 
on fertilizer or materials. In other words, the carriers there sought 
to recoup the reductions in freight revenues hesulting from the ex- 
piration of the emergency charges on December 31, 1936. In proposing 
in that proceeding to increase the rates on fertilizer and materials 
the carriers departed from their primary object of obtaining an ex- 
tension of the emergency charges and sought a basis of rates different 
from and higher than that which had been previously prescribed by 
the Commission as a maximum reasonable basis, which object they had 
been unsuccessful in obtaining notwithstanding their numerous petitions 
previously filed with the Commission for that purpose. When stating 
that the increase authorized in Fifteen Per Cent Case, 1937-1938, supra, 
should not reflect a higher percentage increase than 10 per cent over the 
rates in effect prior to the increases resulting from the decision in 
General Commodity Increases, 1937, supra, it was specifically stated 
at page 138 that to apply double increases in the rates on any com- 
modity would subject such commodity: 

“To an undue proportion of the total transportation burden and 
subject those particular descriptions of traffic to undue and unreason- 
able prejudice and disadvantage, as compared with all other com- 
modities.’’ 

At page 139 of the decision in that proceeding in discussing the 
impropriety of applying double increases in rates the Commission 
after referring to the increases effected under authority of the decision 
in General Commodity Rate Increases, 1937, supra, said: 

‘‘But in making such increases all effective increases accomplished 
under the authority of the decision just cited, * * * shall be taken 
into account and considered as part of the increases here authorized, 
so that the above-mentioned percentage increases shall not be made 
cumulative thereon.’’ 

The principal reasons advanced by respondents for increasing the 
rates in central territory have been urged in previous proceedings were, 
as above stated, the scale approved in the Central case has been adhered 
to. There is no condition at this time which would justify any change 
in the latter scale other than applying a 10 per cent increase thereto. 


EXPORT TOBACCO RATES 


Examiner O. L. Mohundro, in I. and S. No. 4573, tobacco, 
Kentucky and Tennessee to New Orleans and Mobile, has 
recommended that the Commission find justified proposed in- 
creases in all-rail and rail-barge export commodity rates on 
unmanufactured tobacco, any-quantity, from producing points 
in Kentucky and Tennessee to New Orleans, La., and Mobile, 
Ala. The increases were proposed by carriers parties to Miller’s 
I. C. C. 332 and Chaffee’s I. C. C. No. A-370. 

The proposal was to increase the all-rail rate from 44 to 47 
cents and the rail-barge rate from 39 to 41 and 42 cents. 
Schedules were suspended on protest of the commissions of 
Kentucky and Tennessee, the Kentucky Farm Bureau Federa- 
tion, Western Dark Fired Tobacco Growers’ Association, Inc., 
and the Eastern Dark Fired Tobacco Growers’ Cooperative 
Association. 

According to the report the rates which were proposed 
to be increased were established to meet barge and truck-barge 
competition. Attention was drawn, according to the report, to 
the disparity in the level of rates from the tobacco fields of 
Kentucky and Tennessee to the Gulf and Atlantic ports. 
Respondents, said the report, emphasized this fact as one of the 
principal reasons why they desired to discontinue this low com- 
petitive level and place the rates on what they believed to be, 
in the circumstances, a more nearly normal basis. 


TWIN CITIES-FARGO RATES TOO LOW 


A proposal that the Commission clap a minimum rate 
order on both common and contract motor carriers between 
Twin Cities, Minn., on the one hand, and Fargo, N. D., and 
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Moorehead, Minn., on the other, has been made by joint board 
No. 24 in a recommended report in MC C101, Northwest Tariff 
Bureau vs. Adams Transfer & Storage Co. et al., served Sep- 
tember 19. Twin Cities as used in the report means points in 
Minnesota around St. Paul and Minneapolis claimed to be in 
the metropolitan area of those cities, and in addition Still- 
water and Bayport. Fargo and Moorhead, as used in the 
report, mean Fargo, N. D., and points around it and Moorhead, 
Minn., and communities around it. 

Broadly speaking, the minimum rates proposed by the 
board are ten per cent higher than the present class rates, 
although lower than the class rates prescribed by the Com- 
mission in Fargo Commercial Club vs. A. & W., 98 I. C. C. 
691, decided June 2, 1925. In that case the Commission found 
the rail class rates from the Twin Cities area to Fargo un- 
justly discriminatory against Fargo, unjustly discriminatory 
against interstate commerce and unduly preferential of Moor- 
head; and the class rates from Fargo to points in Minnesota 
150 miles and less from Fargo unduly preferential of Moor- 
head and other Minnesota points. It provided a scale for the 
curing of the situation. The maximum reasonable first class 
rate for 240 miles, the distance between Twin Cities and Fargo 
prescribed in that case was 103 cents. Under the decision in 
the Western Trunk Line Class Rate case, plus the increase 
under the Fifteen Per Cent case, the first class rate between 
the Twin Cities and Fargo would be 119 cents and between 
Twin Cities and Grand Forks it would be 139 cents, according 
to the report. But the railroads, the report said, did not 
maintain those rates, meeting motor competition with rates of 
95 and 110 cents. 

The board recommended that the Commission cure the 
class and column rate situation by saying the rates maintained 
by the defendant truck lines were unreasonable to the extent 
they were less than the present less-than-truckload class and 
column rates in Hosking’s MF I. C. C. No. 117, as governed by 
the National Motor Freight Classification No. 3 (west), Jack- 
son’s MF C No. 5, with volume rates not less than 80 per 
cent of the minimum first, second, third and fourth class rates. 
The details of the findings are shown hereinafter. 

This complaint was filed against thirty-eight motor car- 
riers by the tariff bureau in behalf of members maintaining 
its rates. It was laid against contract as well as common 
carriers, the bureau contending, said the report, that it would 
be futile for the Commission to fix minimum common carrier 
rates without at the same time placing the contract rates on 
the same level. The complaining bureau, said the report, 
took the position that most of the so-called contract carriers 
were in fact common carriers operating in disguise for the 
sole purpose of greater freedom in rate cutting and that 
legitimate contract carriers could not operate any cheaper than 
common carriers. 

The only witnesses presented by the complainant, the 
report said, were Lou Hosking, its tariff publishing agent, and 
L. R. Bitney statistician for the Minnesota commission. Cost 
studies were presented by Robert V. Hartl, accountant and 
statistician for the North Dakota commission, by Mr. Bitney 
and Mr. Hosking. The board, however, pointed out infirmities 
in the studies and indicated lack of qualifications of the wit- 
nesses. 

The board said this was not a general revenue case, point- 
ing out that it concerned only the movement between one com- 
mercial community—Twin Cities on the one hand and two 
commercial communities in North Dakota, Fargo and Grand 
Forks in North Dakota and Moorhead, Minn., on the other. 
It pointed out that the principal object was to attain uniformity 
and stability in the rates of all the motor carriers. 

The railroads serving the communities affected, the Fargo 
Chamber of Commerce, the Minneapolis Traffic Association, the 
St. Paul Association of Commerce, Greater Grand Forks Traffic 
Association and Minnesota commission intervened. 

According to the report, the intervening railroads, in gen- 
eral supported the complaint and were in complete accord with 
the effort to obtain uniformity. They urged, said the board, 
that the Commission enter an order that would bring about 
that result. They pointed out that the proposed rates were 
lower than the reasonable maximum rates prescribed for the 
railroads, plus the authorized 10 per cent increase. 

The railroads testified that if the proposed class rates were 
prescribed as reasonable minimum rates, they would meet them. 
They pointed out, said the report, that they had published the 
proposed class basis March 28, 1938, and maintained it until 
competitive conditions compelled them to withdraw the increase 
authorized by the Commission. So long as the Minnesota first, 
second, third and fourth class rates, minimum 6,000 pounds, 
remained in effect, said the report, and the rail carriers main- 
tained less-carload exception ratings, the motor carriers should 
be permitted to meet them. 
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Rail carriers, the report said, disapproved some of the 
volume commodity rates for application mostly on eastbound 
traffic from Fargo, West Fargo, Moorhead, Grand Forks and 
East Grand Forks to the Twin Cities, on the ground they were 
below the cost of performing the service. The motor carriers 
said they were made on account of empty truck movement to 
the east. The intrastate rates from Moorhead and East Grand 
Forks, the report said, were much higher than the proposed 
interstate rates and were the result of a consistent policy over 
a period of years. The railroads, the report said, the Commis. 
sion should consider the effect of that fact on the intrastate 
rate structure. It said that to apply the lower rates from Moor- 
head and East Grand Forks, shipments would have to be moved 
into North Dakota and then back into Minnesota to avoid the 
assessment of the higher Minnesota intrastate rates, ‘which 
would seem to be subterfuge.” 

In disposing of the matter, the board said: 


The board finds that the assailed class and column rates are, and 
for the future will be, unreasonable to the extent that they are less 
than the present less-than-truckload class and column rates named in 
Agent Hosking’s MF I. C. C. No. 117, as governed by the National 
Motor Freight Classification No. 3 (West), Agent C. F. Jackson’s MF 
I. C. C. No. 5, supplements thereto and reissues thereof; that the as- 
sailed volume rates are, and for the future will be, unreasonable to the 
extent they are less than 80 per cent of the minimum first, second, third 
and fourth class rates applicable on first, second, third and fourth class 
freight, respectively, in straight or mixed lots as provided in Item 52 
of Agent Hosking’s MF I. C. C. No. 117, supplements thereto and re 
issues thereof, subject to a minimum weight of 6,000 pounds; that the 
assailed exceptions to classification ratings and commodity rates are, 
and for the future will be, unreasonable to the extent they are less 
than the exceptions to classification ratings and commodity rates pro- 
posed by complainant in Appendix D hereto (not herein reproduced), 
except the ratings or rates named in items 318, 325, 333, 380, 1030, 1050, 
1095, 1130, 1150, 1175, 1200, 1215, 1240, 1255, 1260, 1265, 1275, 1285, 1295, 
and 1500, including the provisions of items 75, 85, 112, 121 and 124, of 
said appendix, and except that items 1008, 1015, 1020, 1025 and 1105 will 
be subject to minimum weights no higher than 20,000 pounds, and ex- 
cept that to or from West Fargo, the minimum rates and ratings herein 
— will be the same as those hereinbefore prescribed to or from 

argo. 

The board further finds that complainant and defendant motor 
carriers may establish as minima between the points here considered 
any class, column, volume or commodity rates or exceptions to classi- 
fication ratings which have been or may be established by rail carriers, 
or which have been or may be established by motor carriers on intra- 
state traffic between the Minnesota points here considered on a lower 
basis than the minimum rates, ratings and exception ratings herein pre- 
scribed. This will enable the motor carriers to meet but not establish 
or maintain lower rates, ratings or exception ratings than are main- 
tained or may be established by rail carriers or by motor carriers on 
Minnesota intrastate traffic. 

Complainant member motor carriers are expected to establish on 
the effective date of this order, rates, ratings, exception ratings and 
rules herein found reasonable. 

In view of the insufficiency of the record no finding is made with 
respect to the reasonableness of the assailed exception ratings on the 
commodities named in the proposed items 318, 325, 333 and 380 of Ap- 
pendix D, or with respect to the assailed rates on the commodities 
named in items 1030, 1050, 1095, 1130, 1150, 1175, 1200, 1215, 1240, 
1255, 1260, 1265, 1275, 1285, 1295 and 1500 and provisions in items 75, 
85, 112, 121 and 124. 

The board further finds that in computing rates fixed by percentage 
relation to other rates, fractions of less than one-half cent shall be 
dropped and other fractions shall be converted to 1 cent. 

The board further finds that the rates assailed have not been shown 
to be unjustly discriminatory or unduly prejudicial. 

While we have used complainant's tariff MF I. C. C. 117 and Ap- 
pendix D as means of specifying the rates herein prescribed, nothing 
said in this respect shall be taken to mean that any defendant shall 
necessarily participate in complainant’s tariff or tariffs, or join com- 
plainant or any other motor-carrier association. 


RAIL-OWNED MOTOR OPERATION 


“Considering the record as a whole, it appears that the ap- 
plication has been prematurely filed,” said joint board 52 in 
a proposed report in MC 29130, Sub. No. 5, Rock Island Motor 
Transit Co. extension—Hutchinson, served September 20, 
when it recommended denial of authority to operate as a com- 
mon carrier of general commodities between Wichita and 
Hutchinson, Kan., over U. S. highway 81 and 50-S. The jo‘nt 
board said that if the operations of the Arkansas Valley Inter- 
urban Railway Co., which are between the same points which 
applicant proposes to serve, are abandoned at some future time, 
applicant might renew its application for a certificate. 

Applicant is a wholly owned subsidiary of the Chicago, 
Rock Island & Pacific, and operates motor trucks between 
points served by the railroad in Illinois, Iowa, Missouri and 
ane. Motor and rail carriers opposed grant of the appli- 
cation. 

According to the report, the Rock Island Railroad, for sev- 
eral years has interchanged, with the Interurban, interstate 
less carload shipments originating at, or destined to, points 
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south of Wichita and west of Hutchinson. It was stated, the 
report said, that such interchange arrangements eliminated 
transportation of traffic by the Rock Island to its junction at 
Herrington at which point the traffic was transferred to its 
other line of railroad, involving delays of 24 to 48 hours. The 
distance from Wichita to Hutchinson over the Rock Island, 
through Herrington, it said, was approximately 147 miles, while 
the distance between the points over the proposed route was 61 
miles. The report said the present interchange arrangements 
were said to be entirely satisfactory. 

It was testified, said the report, that the trustee of the 
properties of the Interurban, R. B. Campbell, had been author- 
ized by the court to sell the property and that in case he was 
unable to consummate a sale it should be dismantled and op- 
erations discontinued. It pointed out that the trustee had an 
application pending with the Commission in which he sought 
authority to suspend and abandon operations. 

The report pointed out that the instant application was 
contingent on the application of the Interurban to abandon 
service. It said that in case the properties were sold as a go- 
ing company and the service was continued, or conditions would 
change which warranted a continuance of service by the pres- 
ent trustee, the instant application would be dismissed. 

Applicant contended, the report said, that should he Inter- 
urban suspend its operations it was important that the com- 
munities on the line of the Rock Island be permitted to have 
schedules at least as good as the schedules now maintained by 
the Interurban. Applicant further contended, it said, that the 
application was not filed on the theory that it was a new op- 
eration, but on the theory that it was an offer to continue or 
perpetuate an existing channel of transportation. 

The joint board said that the record indicated that there 
was a possibility that the property might be sold and operations 
continued. Many carriers by motor vehicle transport general 
commodities between the points sought. No study, the joint 
board said, had been made by applicant or the Rock Island of 
the schedules of existing motor carriers to determine whether 
shipments might be handled as conveniently and expeditiously 
as by the Interurban. 

“The entire matter does not appear to have been adequately 
studied,” says the joint board. “The evidence submitted is 
insufficient to warrant the issuance of a certificate of public 
convenience and necessity at this time.” 


MOTOR PROPOSED REPORTS 


(Recommended orders in proposed motor reports, at expiration of 
2% days from date of service of reports (unless otherwise stated), be 
come effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed o* postponed by the Commission. State in 
which applicant has home oxuice is shown in ‘“‘black face’’ type.) 


New York—MC 89859, Samuel C. Termini, dba Standard 
Sales Service, common carrier application. Joint board 325. 
Served September 15. Dismissal of application proposed at re- 
quest of applicant. General commodities between Buffalo, 
N. Y., and Baltimore, Md., over a regular route, with service 
to intermediate points. 

_ Washington—MC 100406, Ward Rugh, contract carrier ap- 
plication. Joint board 80. Served September 15. Permit 
recommended. Canned vegetables from Ellensburg to Seattle, 
Wash., over U. S. highways 97 and 10. Exceptions, if any, 
must be filed within twenty-five days from date of service. 

Wyoming—MC 86186, Sub. No. 2, James V. Rains, dba 
Rains Transportation Co., extension of operations—Victor- 
Moran. Joint board 29. Served September 15. Certificate 
recommended. Passengers and their baggage between Victor, 
Ida. and Moran, Wyo., over a specified route, serving inter- 
mediate and off-route points. Exceptions, if any, must be 
filed within twenty-five days from date of service. 

Colorado—MC 35661, J. R. Marks and Ralph T. Stevenson, 
dba J. R. Marks Truck Line, common carrier application. Joint 
board 126. Served September 15. Certificate proposed. Con- 
nuance of operation, general commodities, with exceptions, 

etween Denver, Trinidad and Lamar, Colo., and all interme- 
diate points, over specified routes. 

Texas—MC 6739, B. H. Willis, common carrier application. 

xaminer M. T. Corcoran. Served September 15. Certificate 
Proposed. Continuance of operation, oilfield equipment, sup- 
plies, machinery and materials incident to or used in the con- 
struction, development, operation and maintenance of facilities 
for the discovery, development and production of natural gas 
and petroleum and pipe, machinery, equipment, supplies and 
Materials used in the construction and maintenance of pipe 
lines and pumping stations between points in Texas and 
Louisiana, over irregular routes. 

Pennsylvania—MC 77874, Alvin D. Frey, contract carrier 
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application. Examiner C. F. Price. Served September 15. 
Denial of application, under the grandfather clause, proposed. 
Specified commodities, between Hanover, Pa., on the one hand, 
and Philadelphia, Pa., and Camden, N. J., on the other. The 
examiner has also recommended denial of a permit on finding 
applicant’s operations as a contract carrier between Hanover 
and points in Delaware, Maryland, New Jersey, New York and 
Pennsylvania and the District of Columbia, not consistent with 
the public interest and the policy declared in section 202(a) 
of the motor carrier act. The examiner has recommended 
that applicant be ordered to cease and desist his operations 
from and to Philadelphia and Camden. 

Ilinois—MC 63967, Broderick Teaming Co., contract car- 
rier application. Joint board 21. Served September 15. De- 
nial of certificate or permit proposed on finding applicant’s 
operations not subject to regulation under the motor carrier 
act under authority of Scott Brothers, Inc., Collection and 
Delivery, 4 M. C. C. 551. Applicant sought authority to trans- 
port general commodities between points in Illinois and Indi- 
ana within a radius of 100 miles of Chicago, Ill., over irregular 
routes, but, at the hearing, according to the report, applicant 
confined its proof of operations to operations within the Chi- 
cago commercial zone as defined by the Commission in Chicago, 
Ill., Commercial Zone, I M. C. C. 673. 

New York—MC 45485, Union Van Corporation, common 
carrier application. Examiner C. I. Kephart. Served Septem- 
ber 15. Denial of application proposed Household goods be- 
tween points in Illinois, Wisconsin, Minnesota, Michigan, Mis- 
souri, Indiana, Ohio, Pennsylvania, New York, New Jersey 
and Massachusetts. With respect to applicant’s status the 
examiner said it appeared that applicant was a broker or 
shipper and not a common carrier. However, he said, no 
determination of the question would be made here s:nce the 
application did not seek a broker’s license and the evidence 
was not directed toward the establishment of justification 
therefor under the motor act; also in view of the pending ap- 
plication for such a license by the affiliated organization, Union 
Van Lines, Inc., in docket MC 68624. 

Texas—MC F-914, J. H. Robinson Truck Lines, Inc., pur- 
chase, H. H. Lawler, embracing also MC F-915, Alamo Freight 
Lines, Inc., purchase, H. H. Lawler. Joint board 77. Served 
September 16. Recommends denial of application of J. H. 
Robinson Truck Lines, Inc., of Corpus Christi, Tex., to pur- 
chase certain operating rights and property of H. H. Lawler, 
dba Alamo Freight Lines, of San Antonio, Tex. The joint 
board also recommends denial of the application of Alamo 
Freight Lines, Inc., to purchase certain operating rights and 
property of H. H. Lawler, dba Alamo Freight Lines. 

California—MC F-760, Rose Doudell, purchase, Nami 
Yasunaga. Examiner C. R. Engelhart. Served September 16. 
Recommends dismissal of application of Rose Doudell, of San 
Jose, Calif., for authority to purchase operating rights and 
property of Nami Yasunaga, also of San Jose, dba Produce 
Transfer Co. The examiner said that following the decision 
in Pioneer Express Co., Purchase, Henard, 15 M. C. C. 659, 
660, applicant, as alleged successor to vendor, had no lawful 
right to operate in interstate or foreign commerce under the 
second proviso of section 206(a), and all unlawful operations 
should promptly cease. Exceptions, if any, must be filed within 
twenty-five days from date of service. 

Idaho—MC 100484, John W. Inman, common carrier appli- 
cation. Joint board 49. Served September 19. Certificate pro- 
posed. General commodities, except those requiring special 
equipment, between Yellow Pine, Ida., on the one hand, and 
Big Creek, Ida., and points within 20 miles thereof, on the 
other, over irregular routes. Modified procedure. Hearing on 
request. Exceptions, if any, must be filed within 30 days from 
date of service. 

Oregon—MC 100412, V. C. Coulter, common carrier appli- 
cation. Joint board 45. Served September 19. Certificate 
recommended. Lumber and planking from points in Wash- 
ington county, Ore., to Vancouver, Wash., over irregular routes. 
Exceptions, if any, must be filed within 25 days from date of 
service. 

Nebraska—MC 100230, Lloyd M. Ashcraft, dba Ashcraft 
Poultry Co., common carrier application. Joint board 184. 
Served September 19. Denial of certificate proposed. Gen- 
eral commodities between Norfolk, Neb., and Winner, S. D. 

lowa—MC 100184, Paul Hessel, common carrier applica- 
tion. Joint board 138. Served September 19. Denial of*cer- 
tificate proposed. General commodities and live stock, except 
commodities requiring special equipment, between Neola, Ia., 
and points within a radius of 15 miles thereof, on the one hand, 
and Omaha, Neb., and points within a radius of 25 miles thereof, 
on the other, over irregular routes. 

Montana—MC 95845, L. W. Dunham, common carrier ap- 
plication. Joint board 82. Served September 19. Certificate 
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recommended. Petroleum (including crude oil) in bulk, petro- 
leum products in bulk and in containers, and caustic soda and 
other chemicals used by petroleum refineries, in containers, 
between points in Montana within 50 miles of Oilmont, Mont., 
over irregular routes. Exceptions, if any, must be filed within 
25 days from date of service. 

Nebraska—MC 95289, Farmers’ Union Elevator Associa- 
tion, common carrier application. Joint board 19. Served 
September 19. Certificate recommended. Specified commodi- 
ties between points in a defined area surrounding Hardy, Neb., 
in Nebraska and Kansas. 

Washington—MC 93482, Sub. No. 1, Arthur A. Carr, dba 
Carr Transfer Co., contract carrier extension—Oregon. Joint 
board 45. Served September 19. Permit proposed. Canning 
machinery between Olympia, Wash., on the one hand, and all 
points in Oregon west of the Cascade Mountains, and including 
Hood River, Ore., except such points as applicant may be au- 
thorized to serve by permit granted under MC 93482, on the 
other. Exceptions, if any, must be filed within 25 days from 
date of service. 

Nebraska—MC 93252, Charles F. Gore, dba Gore Transfer 
Co., common carrier application. Joint board 93. Served 
September 19. Denial of certificate proposed. General com- 
modities, except live stock, between Liberty and Lincoln, Neb., 
over a regular route. 

Pennsylvania—MC 89765, Gerald C. Phelps, Loren Phelps, 
and Ray W. Phelps, dba Phelps Coal Co., contract carrier ap- 
plication. Joint board 27. Served September 19. Permit rec- 
ommended. Fertilizer, from Sandusky, O., to Erie, Pa., over 
a regular route, in the season extending generally from March 
1 to November 1 of each year. 

Washington—MC 61748, Sup. No. 2, A. D. Paddison, com- 
mon carrier extension—The Dalles. Joint board 45. Served 
September 19. Certificate proposed. General commodities, 
except household goods when transported in connection with 
“household movings,”’ between The Dalles, Ore., on the one 
hand, and points in Kittitas, Yakima, Benton and Klickitat 
counties, Wash., on the other, over irregular routes. Excep- 
tions, if any, must be filed within 25 days from date of service. 

California—MC 33834, Sub. No. 1, L. R. Martin, dba Cop- 
per State Transportation Co., extension of operations—Texas. 
Examiner W. T. Croft. Served September 19. Dismissal of 
application proposed at the request of applicant. General com- 
modities between various points in California, Arizona, New 
Mexico and Texas, over described routes. Exceptions, if any, 
must be filed within 25 days from date of service. 

Missouri—MC 13880, Sub. No. 1, C. F. Reddish, dba Red- 
dish Truck Service, extension of operations. Joint board 179. 
Served September 19. Denial of certificate proposed. General 
commodities between Gainsville and Doniphan, Mo., via West 
Point and Alton; between junction Missouri highway 80 and 
Road M and Bakersfield, Mo.; between Licking and Salem, Mo., 
over specified routes. 

lowa—MC 4994, Sub. No. 1, Thornton E. Johnson, dba Tom 
Johnson, extension—Iowa. Joint board 138. Served September 
19. Permit recommended. Mineral feeds from Omaha, Neb., 
to a specified territory in Iowa, over irregular routes. 

Nebraska—MC 3361, Sub. No. 1, Tyson-Long Co., exten- 
sion—petroleum and petroleum products. Joint board 19. 
Served September 19. Certificate proposed. Petroleum and 
petroleum products in bulk, in tank trucks, from refining and 
distributing points in Kansas to specified destinations in Ne- 
braska, over irregular routes. 

California—MC 1511, Sub. No. 23, Pacific Greyhound Lines, 
North Standard Junction—Pinecrest—Strawberry, Calif., ex- 
tension. Joint board 75. Served September 19. Certificate 
proposed. Passengers and their baggage, and express, mail, 
and newspapers in the same vehicle with passengers, between 
North Standard Junction and Strawberry, Calif., and between 
Pinecrest Junction and Pinecrest, Calif., over specified routes, 
serving all intermediate points. Modified procedure. Hearing 
on request. Exceptions, if any, must be filed within 30 days 
from date of service. 


Texas—MC 1510, Sub. No. 13, Southwestern Greyhound 
Lines, Inc., dba Greyhound Lines, extension—intermediate 
points. Joint board 52. Served September 19. Certificate pro- 
posed. Passengers and their baggage, and express, mail, and 
newspapers in the same vehicle with passengers, to all inter- 
mediate points on Kansas highways 32 and 7, between Kansas 
City, Kan., and the junction of Kansas highway 7 with U. S. 
highway 40 near Victory Junction, Kan. Modified procedure. 
Hearing on request. Exceptions, if any, must be filed within 
30 days from rate of service. 

Louisiana—MC 1507, Sub. No. 4, Teche Lines, Inc., dba 
Teche Greyhound Lines, extension—Columbus to Junction U. S. 
highways 29 and 80. Joint board 157. Served September 19. 
Certificate proposed. Passengers and their baggage, and ex- 
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press, mail, and newspapers in the same vehicle with passengers 
between Columbus, Ga., and the junction of U. S. highways 
29 and 80, over U. S. highway 80, with service to all interme. 
diate points. Modified procedure. Hearing on request. Ex. 
ceptions, if any, must be filed within 30 days from date of 
service. 

Wisconsin—MC 100501, Hugh Miller, dba J. P. Milk Haul. 
ers, contract carrier application. Joint board 13. Served Sep. 
tember 20. Permit recommended. Specified commodities, over 
irregular routes, between described Wisconsin points and points 
in Illinois. Modified procedure. Hearing on request. Excep. 
tions, if any, must be filed within thirty days from date of 
service. 

Wisconsin—MC 100495, R. A. Wachendorf, contract car. 
rier application. Joint board 13. Served September 20, 
Permit proposed. Specified commodities, between described 
points in Wisconsin and Chicago, Ill., over irregular routes, 
Modified procedure. Hearing on request. Exceptions, if any, 
must be filed within thirty days from date of service. 
iNlinois—MC 95949, Warren Sloan, common carrier appli- 
cation. Joint board 54. Served September 20. Certificate 
proposed. Specified commodities between points in Rock Is. 
land and Mercer counties, Ill., and points in Iowa, over irreg- 
ular routes. Modified procedure. Hearing on request. Ex- 
ceptions, if any, must be filed within thirty days from date of 
service. 

IMinois—MC 95944, Donald Brentner, dba Brentner Truck- 
ing Co., contract-carrier application. Joint board 13. Served 
September 20. Permit recommended. Specified commodities, 
over irregular routes, from Rockford, Ill., to points in that 
part of Wisconsin on the south of U. S. highway 18, with no 
transportation for compensation on return. Modified procedure, 
Hearing on request. Exceptions, if any, must be filed within 
thirty days from date of service. 

Pennsylvania—MC 95813, E. B. Neff, common carrier ap- 
plication. Examiner F. W. Denniston, Jr. Served September 
20. Certificate recommended. Blotting, filter, fibre, and ab- 
sorbent papers, in rolls, scrap paper and rags, and iron castings, 
in truckload lots, between specified points in Pennsylvania, 
Delaware, New Jersey and New York, over irregular routes. 

lowa—MC 93753, William A. Boeding, common carrier 
application. Joint board 54. Served September 20. Certifi- 
cate proposed. Specified commodities, between points in Iowa 
and Illinois, over regular and irregular routes. Modified pro- 
cedure. Hearing on request. Exceptions, if any, must be filed 
within thirty days from date of service. 


Iidaho—MC 86782, Sub. No. 1, G. A. MacKenzie, extension 
of operations—Mountain City-Rio Tinto. Joint board 128. 
Served September 20. Certificate recommended. General 
commodities, with exceptions, over a specified route, between 
Mountain City, Nev., and Rio Tinto, Nev. Modified procedure. 
Hearing on request. Exceptions, if any, must be filed within 
thirty days from date of service. 


North Carolina—MC 70535, Sub. No. 4, Transportation, 
Inc., extension of operations—alternate route over U. S. high- 
way 23. Joint board 101. Served September 20. Certificate 
proposed. General commodities, with exceptions, between At- 
lanta, Ga., and the junction of U. S. highway 23 with Georgia 
highway 20, over U. S. highway 23, and serving no intermediate 
or off-route point. Modified procedure. Hearing on request. 
Exceptions, if any, must be filed within thirty days from date 
of service. 


Washington—MC 29521, Sub. No. 7, Washington Motor 
Coach Co., Inc., extension, Smithville—The Dalles. Joint board 
45. Served September 20. Certificate proposed. Passengers 
and their baggage and express, mail and newspapers in the 
same vehicle with passengers, between Smithville, Wash., and 
The Dalles, Ore., over unnumbered county highway and ferry 
across the Columbia River. Modified proced: Hearing on 
request. Exceptions, if any, must be filed in thirty days 
from date of service. 

Texas—MC 14331, Texas Package Car Co., Inc., broker 
application. Joint board 77. Served September 20. Denial 
of application proposed on finding applicant’s operations t0 
be those of a freight forwarding company and not subject to 
the provisions of the motor carrier act. Applicant sought 4 
broker’s license to arrange for the transportation of general 
commodities in interstate or foreign commerce. The _ joitt 
board said that the operations involved were similar to those 
considered by the Commission in Acme Fast Freight, Inc, 
Common Carrier Application, 8 M. C. C. 211, wherein it was 
found that such operations were those of a forwarding com 
pany and not subject to the jurisdiction of the Commission. 

North Carolina—MC 5712, Lillie Margaret Bondurant, 
common carrier application, embracing also MC 29624, Textile 
Truckers, Inc., common carrier application. Examiner W. W: 
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McCaslin. Served September 20. Certificate in MC 29624 no way limited the carriers to the proposal of revised rates 


proposed. Continuance of operation, rayon from specified 

ints in Pennsylvania, Maryland, Tennessee, Virginia and 
West Virginia, to specified poinfs in North Carolina, and empty 
containers for rayon from specified points in North Carolina 
to specified points in West Virginia, Maryland and Pennsyl- 
yania, over irregular routes. The examiner has recommended 
denial of a certificate in MC 5712, authorizing transportation 
of general commodities, with exceptions, between points in 
North Carolina, South Carolina, Georgia, Tennessee, Kentucky, 
Virginia, Maryland, Pennsylvania, Delaware, New Jersey, New 
York, Ohio, West Virginia, Indiana, Illinois and the District of 
Columbia, over regular and irregular routes, under the grand- 
father clause. 

Wisconsin—MC 80430, Sub. No. 3, Gateway City Transfer 
Co., Inc., alternate route extension—U. S. highway 41 and Wis- 
consin highway 100. Joint board 13. Served September 20. 
Certificate proposed. General commodities, with exceptions, 
over U. S. highway 41 between Milwaukee, Wis., and Chicago, 
Ill., and over Wisconsin highway 100 between its junction with 
U. S. highway 41 and its junction with Wisconsin highway 42, 
with no service to intermediate points. Modified procedure. 
Hearing on request. Exceptions, if any, must be filed within 
thirty days from date of service. 

Massachusetts—MC 95985, Charles Frederick DeWolfe, 
common carrier application. Examiner H. W. Angle. Served 
September 20. Certificate proposed. Household goods be- 
tween Northboro, Mass., and points within twenty-five miles 
thereof, on the one hand, and points in Rhode Island, New 
Hampshire, Connecticut, and New York, on the other, over 
irregular routes. Modified procedure. Hearing on request. 
Exceptions, if any, must be filed within thirty days from date 
of service. 


CITRUS FRUIT WEIGHTS AND RATES 


An effort by railroads serving the California, Arizona and 
Texas fruit industry to substitute rates stated by the package for 
rates in cents by the hundred pounds based on estimated weights 
was checked by Examiner Paul G. Carter at the hearing, Septem- 
ber 18, in I. and S. 4511, estimated weights on citrus fruits. 
Examiner Carter, sustained arresting objections made by Wil- 
bur LaRoe, Jr., and Luther M. Walter, representing manufactur- 
ers of bags and other light weight containers. 


The hearing was scheduled to afford the railroads an oppor- 
tunity to justify the rates proposed by them based on estimated 
weights, a burden Examiner Carter said would be on them when 
he made his proposed report (see Traffic World, April 29, p. 952). 
The proceeding was reopened for further hearing and the receipt 
of evidence relating to the reasonableness of the charges which 
would result from the suspended estimated weights were they 
to become effective; the reasonableness of charges the railroads 
might propose and the test weights made by the railroads in 
the 1938-39 season of fruit loaded in 1 3/5 bushel containers. 


Sustaining of the objection resulted in the testimony pro- 
posed by W. H. Dana, in behalf of the standing rate committee 
of the transcontinental lines becoming extremely bob-tailed, the 
objecting interests contending that justification of the proposed 
charges alone was in order. Without admitting that the pro- 
posed charges on the estimated weights would be too high, the 
proposing railroads wished to substitute the by the package plan 
of stating the rates. There was disagreement in the amounts of 
the rates due to the difference in the treatment of fractions in 
making their calculations between the proposing carriers and the 
eastern railroads the differences being a cent or two in the by 
the package charges. 

But the light package manufacturing interests could not 
see merit in a proposal to make a uniform charge by the package 
that would not, as they saw the matter, recognize the advantage 
of their lighter containers. 7 

While the transcontinental and southwestern railroads were 
the ones proposing, in the reopened hearing, to go ahead with 
their testimony the proposal to change from the by the hundred 
Weight basis of stating rates to the by the package basis, the 
Southern railroads had also submitted a proposal suggesting 
their present rates on some revised estimated weights. 

The so-called light container interests filed a formal motion, 
before the hearing, for a ruling by the Commission to the effect 
that evidence as to new weight proposals would not be enter- 
tained at the September 18 hearing. They also asked, that, to 
expedite the matter the Commission make a ruling to the effect 
that there would be no proposed report and that the proceeding 
Would be submitted on the filing of the briefs specified in the 
order of the Commission dated June 28 in which the scope of the 
evidence to be submitted September 18 was described. 

Answering the motion of the light container interest the 
California Citrus League contended the Commission’s notice in 


stated in cents by the hundred pounds. The league said the 
notice invited proposal of revised charges. That, it said, was 
exactly what each of the three carrier groups had done. Each, it 
added, had proposed new charges on citrus fruit. The fact, that 
the proposed charges were on a package basis, it said, made them 
no less responsive to the invitation of the Commission’s order. 
The proposals submitted by the carriers from the several 
origin groups, the league said, were reasonably uniform and 
consistent in all important particulars. Each proposal, it said, 
included cancellation of all estimated weights on citrus fruit; 
the substitution of package charges on the most important pack- 
ages now used; the determination of new package charges by 
multiplying the present estimated weights by the present rates 
by the hundred pounds; and the continuation of rates in cents 
by the hundred pounds for application to all packages other 
than those on which package charges were named, such other 
packages to be carried at actual weights. 

In conclusion the league said that in view of the proposals 
now pending, the Commission could make no order other than 
one permitting the withdrawal of the schedules under suspen- 
sion or requiring their cancelation. Any consideration that 
might be given in this proceeding to the proposed package 
charges could only result in an advisory recommendation in 
the Commission’s decision. But, it added, since the Commission 
had before it a complete record it would seem to be in the 
interest of expedition to consider such questions as were raised 
by the proposed package charges. Their consideration, it said, 
would require relatively little additional evidence. If the pend- 
ing proposals were not considered, it observed, the only result 
could be a cancellation of the suspended schedules without any | 
intimation of the Commission’s position on the package charge 
proposal. It would then be necessary, the league said, to start 
over with the filing of new schedules establishing package charges 
which might or might not be suspended. 

Testimony within the scope of the ruling made by the ex- 
aminer was given by Byron Hicks, supervisor for the Western 
Railway & Inspection Bureau, at Chicago; C. L. Butler, for the 
Texas lines, G. W. Waterman, for the Southern Pacific lines 
in Texas. : 

The hearing in I. and S. 4511 was completed September 21. 
Examiner Carter said that briefs would be due October 21, 
replies November 7, and that on the last mentioned day the 
case would stand submitted. Neither argument nor a proposed 
report were provided for because argument on the general sub- 
ject was had before the entire Commission some time ago and 
this hearing was merely to complete data which had there- 
tofore been placed in the record. 

Testimony was given by witnesses in addition to those 
heretofore mentioned by C. L. Butler, assistant general freight 
agent of the Missouri Pacific, speaking for southwestern lines; 
C. W. Waterman, for the Southern Pacific; J. J. Prendergast 
and R. J. Doss, for southern carriers; F. L. Tourtellet, for the 
Dr. P. Phillips Co., Orlando, Fla.; J. R. Crenshaw, for the 
Florida Shippers and Growers League, and Mr. Neill, for Cali- 
fornia citrus interests. 





PAPER TO THE SOUTH 


Expressing the opinion that division 4 had made errors in 
I. and S. No. 4413, paper, official-Illinois territories to south, 
and cases joined with it, southern railroads have asked the 
Commission for reargument and reconsideration. The other 
cases are No. 28082, Alton Boxboard & Paper Co. et al. vs. 
Southern et al., and No. 28139, Detroit Sulphite Pulp & Paper 
Co. et al. vs. Baltimore & Ohio et al. 


In the report disposing of these proceedings, division 4, 
the petition said, ordered the full classification basis under 
suspension canceled without prejudice to the filing of tariffs 
covering interterritorial southbound rates not in excess of the 
then existing interterritorial northbound level. That finding, 
the petitioners submitted, was erroneous, unsupported by sub- 
stantial evidence and made in the face of evidence demanding 
a contrary finding. Such ultimate conclusion, the southern 
lines said, was not supported by the primary findings in the 
report so that on the whole the ultimate conclusion was un- 
reasonable, arbitrary, and contrary to law. The result was 
rates on southern paper 110 per cent of the rates in the oppo- 
site direction. 

How could the southern producers fairly compete with a 
10 per cent higher rate level and a greater distance going north 
in the face of their northern competitors shipping south on a 
substantially lower rate level despite the southern producers’ 
shorter mileage to southern markets, asked the southern car- 
riers. 

“In the face of such a situation,” they continued, “how 
can the level of the present adjustment within southern terri- 
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tory be maintained? It must come down to the level of the 
southbound rates which are prescribed on the basis of 110 
per cent of the northern level in order to remove the handicap 
of the southern producers in southern markets. The southern 
lines can certainly ill afford to lose the revenue resulting from 
such reductions. They cannot be expected to continue to give 
the service to which the south is entitled in the face of such 
inroads on their gross revenues. On the other hand, to main- 
tain the present southern level risks curtailing the movement 
within the south or driving it to other methods of transpor- 
tation, and that would mean a loss of the entire revenue. 

“We look with apprehension on this situation not only 
because of what is involved in paper and paper articles here, 
but because of the principle embodied in division 4’s report. 
If it stands, how can we prevent its application in respect of 
rate adjustments covering many other commodities? The far- 
reaching consequences are appalling.” 


OUTSTANDING ORDERS VACATION 


Because no returns were filed to its “show cause” orders as 
to why a number of proceedings, decided several years ago 
and still outstanding, should not be vacated and set aside so 
far as they required the continued observance and mainte- 
nance by defendant carriers of the rates, ratings, charges, rules, 
regulations, or practices separately prescribed in the outstand- 
ing orders, the Commission has vacated and set aside the fol- 
lowing cases: 


Nos. 14781, Oklahoma Traffic Association et al. vs. A. G. 
S. et al.; 14781, Sub. 1, Same vs. Same; 14781, Sub. 2, Hale- 
Halsell Co. vs. Same; 14781, Sub. 3, Merchants & Manufac- 
turers Traffic Bureau et al. vs. Same; 15338, Gugenheim-Gold- 
smith Co. et al. vs. G. H. & S. A. et al.; 14507, Alabama- 
Georgia Syrup Co. vs. A. C. L. et al.; 15564, Hanford Pro- 
duce Co. vs. Am. Ry. Express Co. et al.; 16084, Iliff-Bruff 
Chemical Co. et al. vs. C. & E. I. et al.; 16108, Consolidated 
Cut Stone Co. et al. vs. A. T. & S. F. et al.; 16295, Fertilizers 
and Fertilizer Materials Between Southern Points; 16323, Scott 
County Milling Co. et al. vs. Butler County Railroad Co. et 
al.; 16323, Sub. 1, Same vs. C. C. C. & St. L.; 16323, Sub. 2, 
Dexter Ice, Fuel & Power Co. vs. C. & E. I. et al.; 16323, Sub. 3, 
R. B. Bowman vs. C. & E. I. et al.; 16327, Texas Portland 
Cement Co. vs. A. W. et al.; 16419, Federated Metal Corpora- 
tion vs. Central of New Jersey et al.; 16480, John S. Robinson, 
dba Norfolk Hide and Metal Co. vs. A. T. & S. F. et al.; 16687, 
Hansen-Peterson Co. vs. A. T. & S. F. et al.; 16769, Keokuk 
Shippers’ Association et al. vs. Belt Railway Co. of Chicago et 
al.; 16839, T. S. DeForest Co. vs. A. T. & S. F. et al.; 16849, 
New England Paper & Pulp Traffic Association et al. vs. Maine 
Central et al.; 16930, Dillman Egg Case Co. et al. vs. A. T. & 
S. F. et al.; 17012, H. B. Wilgus et al. vs. Pennsylvania et al.; 
17038, Booth & Flynn, Ltd., vs. Pennsylvania; 17038, Sub. 1, 
City of Pittsburgh vs. B. & O. et al.; 17214, Stott Briquet Co. 
vs. Pennsylvania et al., and 17292, Nuckolls Packing Co. vs. A. 
T. &S. F. et al. 

Nos. 15545, Turner-Oklahoma Co. et al. vs. A. C. L. et al.; 
16166, Cumberland Cedar Works et al. vs. N. C. & St. L. et al.; 


16756, I. Gross vs. A. T. & S. F. et al.; 16792, American Lead 
Pencil Co. vs. Erie et al.; 


16845, Iowa Cement Mills Traffic 
Association et al. vs. Alabama & Vicksburg et al.; 16845, Sub. 1, 
Lehigh Portland Cement Co. vs. A. & W. et al.; 16845, Sub. 2, 
Lehigh Portland Cement Co. vs. A. & V. et al.; 16845, Sub. 3, 
Gulf States Portland Cement Co. vs. A. G. S. et al.; 16845, Sub. 
4, Atlas Portland Cement Co. vs. A. & L. M. et al.; 16845, Sub. 
5, Atlas Portland Cement Co. (of Kansas) vs. A. & L. M. et 
al.; 16845, Sub. 6, Atlas Portland Cement Co. vs. A. & V. et al.; 
16845, Sub. 7, Texas Portland Cement Co. vs. A. & V. et al.; 
16905, F. and O. Cedar Works, Ltd., vs. Pennsylvania et al.; 
16939, Railroad Commissioners of the State of Florida vs. A. & 
R. et al.; 16988, Oklahoma Portland Cement Co. vs. A. & V. 
et al.; 17020, American Fruit Growers, Inc., of California, et al. 
vs. A. & R. et al.; 17082, California Farm Bureau Federation 
et al. vs. S. P. et al.; 17361, Ryan Fruit Co. et al. vs. S. P. et al.; 
17606, Cynthiana Construction Co. vs. L. & N. et al.; 17742, 
Palmolive Co. vs. A. T. & S. F. et al.; 17742, Sub. 1, Swift & 
Co. vs. A. T. & S. F. et al.; 17839, Alamo Packing Co. et al. vs. 
A. & R. et al.; 17857, Gadsden County Truck Growers’ Asso- 
ciation vs. A. & R. et al.; 17902, Caruso, Rinella, Bataglia Co., 
Inc., vs. S. P. et al.; 18018, C. G. Justice Co. et al. vs. A. B. & A. 
et al.; 18018, Sub. 1, A. Carcelmo et al. vs. S. A. L. et al.; 18158 
Iowa Soap Co. vs. C. B. & Q. et al.; 18207, Clicquot Club et al. 
vs. A. C. L. et al.; 18361, Muscle Shoals Traffic Bureau et al. vs. I. 
C. e tal.; 18420, Standard Battery Manufacturing Co. vs. K. C. S. 
et al.; 18420, Sub. 1, Standard Battery Manufacturing Co. vs. 
K. C. S. et al.; 18724, Summers Fertilizer Co., Inc., vs. Canton 
et al.; 18785, John Wroe et al. vs. L. & N. et al.; 18805, Per- 
mutit Co. vs. C, of N J. et al.; 18826, Federal Compress & Ware- 
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house Co. et al. vs. A. G. S. et al.; 18969, National Minera] 
Water & Beverage Association vs. B. & O. et al.; 19191, Birch 
Valley Lumber Co. vs. Strouds Creek & Muddlety et al.; 19225, 
Federated Metals Corporation vs. Pennsylvania; 19243, Halls. 
boro Manufacturing Co. vs. Southern et al.; 19383, Ashtabula 
Hide & Leather Co. et al. vs. B. & O. et al.; 19508, Galesburg 
Horse & Mule Co., Inc., et al. vs. A. T. & S. F. et al.; 19793, 
Gulf Red Cedar Co. vs. N. C. & St. L. et al.; 19932, A. . Ran- 
dall Co. vs. A. B. & C. et al.; 20017, American Lead Pencil Co, 
et al. vs. A. C. L. et al., and 20319, A. A. Mills et al. vs. A. T. 
& S. F. et al. 

Nos. 14953, A. B. A. Independent Oil & Gas Co. et al. vs, 
A. T. & S. F. et al.; 15777, Derby Oil Co. et al. vs. A. T. & S, 
F. et al.; 15928, Lobman, Moog & Co. et al. vs. C. M. & St. P. 
et al.; 16148, Sinclair Wyoming Oil Co. vs. C. & N. W. et al. 
16148, Sub. 1, Mammoth Oil Co. vs. N. W. et al.; 16258, Grand 
Island Chamber of Commerce of Grand Island, Neb., et al. vs, 
C. B. & Q. et al.; 16696, Sinclair Crude Oil Purchasing Co. ys, 
C. & A. et al.; 16696, Sub. 1, Same vs. C. B. & Q. et al.; 16696, 
Sub. 2, Same vs. C. B. & Q. et al.; 16770, Bashford-Burmeister 
Co. vs. A. T. & S. F. et al.; 16770, Sub. 1, Central Commercial 
Co. vs. A. T. & S. F. et al.; 16770, Sub. 2, Wheeler Perry Co. 
vs. Santa Maria Valley et al.; 16770, Sub. 3, T. F. Miller Co. 
vs. A. T. & S. F. et al.; 16770, Sub. 4, E. F. Sanguinetti vs. S. 
P. et al.; 16770, Sub. 5, Arizona Grocery Co. vs. A. T. & S. F. 
et al.; 16770, Sub. 6, Arizona Wholesale Grocery Co. vs. Arizona 
Eastern et al.; 16770, Sub. 7, C. N. Cotton Co. vs. A. T. & S. 
F. et al.; 16770, Sub. 8, Babbitt Brothers Trading Co. et al. 
vs. A. T. & S. F. et al.; 16770, Sub. 9, Wm. H. Dagg Mercantile 
Co. vs. A. T. & S. F. et al.; 17329, American Distilling Co. vs. 
A. C. & Y. et al.; 17427, American Sugar Refining Co. vs. A. C. 
L. et al.; 17436, Long Bell Lumber Co. A. & S. et al.; 17466, 
United Verde Extension Mining Co. vs. A. T. & S. F. et al. 
17485, Eagle Cotton Oil Co. vs. Southern et al.; 17549, Phelps 
Dodge Mercantile Co. vs. A. T. & S. F. et al.; 17549, Sub. 1, 
Baffert & Leon vs. A. T. & S. F. et al.; 17613, Harlan-Elzey- 
Randall Co., Inc., et al. vs. A. T. & S. F. et al.; 17781, Simpson- 
Ashby Co. vs. S. P.; 17824, Lumberton Broom and Mop Handle 
Factory et al. vs. A. C. & Y. et al.; 17879, White Wood Products 
Co. vs. A. & S. et al.; 17985, Express Publishing Co. vs. G. H. & 
S. A.; 18272, Transcontinental Oil Co. vs. B. & O. et al.; 18294, 
B. C. Jarrell & Co. vs. L. & N.; 18307, Marvil Package Co. vs. 
Norfolk Southern et al.; 18358, Bear Brand Hosiery Co. vs. A. 
B. & A. et al.; 18562, Illinois Electric Porcelain Co. vs. C. B. 
& Q. et al.; 18569, Vineland Basket Co. et al. vs. Pennsylvania 
et al.; 18675, Bismarck Association of Commerce of Bismarck, 
N. D., et al. vs. C. & N. W. et al.; 18734, Brennan & Corrigan, 
Inc., vs. Erie et al.; 18810, Peninsula Produce Exchange vs. 
Pennsylvania; 19021, J. M. Card Lumber Co. vs. N. C. & St. L.; 
19052, Zion Institutions and Industries etal. vs. N. Y. C. et al. 
19065, Certified Dry Mat Corporation vs. B. & M. et al.; 19137, 
Pennsylvania Oil Co. of Evanston vs. A. T. & S. F. et al.; 19183, 
Jonesboro Freight Bureau et al. vs. M-K-T et al.; 19244, Buck- 
eye Cotton Oil Co. vs. B. & O. et al.; 


19267, Worcester Lawn 
Mower Co. vs. Ann Arbor et al.; 19415, Globe Malleable Iron 
and Steel Co. vs. B. & O. et al.; 


19446, International Vegetable 
Oil Co. vs. Eastern Steamship Lines, Inc., et al.; 19456, Gilliland 
Oil Co. of New Mexico vs. A. T. & S. F. et al.; 19506, American 
Bakeries Co. vs. N. & W. et al.; 19542, Barrett Co. vs. B. & 0. 
et al., and 19648, Worumbo Manufacturing Co. vs. B. & M. et al. 


LAKE CARGO COAL TO CHICAGO 


On the theory that lake cargo coal rates from western 
Kentucky, southern Illinois and Indiana to Chicago as pro- 
posed by the Illinois Central and other railroads would result 
in lower prices for bituminous coal consumers in the Great 
Lakes region, the Consumer’s Counsel Division, office of the 
solicitor, Department of the Interior, has filed a brief in I. and 
S. No. 4584, lake cargo coal, Illinois, Indiana and Kentucky 
to Chicago, asking the Commission to permit the suspended 
rates to be made effective. The division took the position that 
the level of the proposed rates bore no relation to the present 
lake cargo coal rates from the east. The fact that protestants 
have stipulated as to their compensatory nature argues If 
favor of their reasonableness, says the government agency's 
brief. 

The division is the successor so far as duties are concerned 
of John Carson, Consumers’ Counsel of the National Bituminous 
Coal Commission, the functions of which have been transferred 
to the solicitor for the Department of the Interior. 

The division said it believed the advantage of the cheap 
lake transportation should be accorded the coals produced in 
Illinois, Indiana, and western Kentucky thereby giving con- 
sumers in the territory, the Great Lakes region, the oppol- 
tunity to use those coals as well as the coals now offered them 
from eastern producing fields, and whatever price concessions 
they might be able to obtain from the additional competition 
for their patronage, 
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September 23, 1939 


SUSPENDED TARIFFS 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many schedules 
not reproduced here. Details of such orders are published in The 
Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-827, the Commission has suspended from 
September 22 until December 21, the operation of certain 
schedules as published in Supplement 1 to Tariff MF-I. C. C. 3 
of Lester Eggleston, dba Eggleston Transportation, Corinth, 
N. Y. The suspended schedules propose to establish a new 
reduced truckload commodity rate of 15 cents a 100 pounds, 
minimum 10,000 pounds, on sugar from Edgewater and Ho- 
boken, N. J., and Brooklyn, Long Island City and New York, 
N. Y., to Watervliet, N. Y., and to reduce from 16,000 to 10,000 
pounds the truckload minimum weight on sugar from_ those 
same points to thirty-seven destinations in northern and east- 
ern New York with no change in the present rates except those 
applying to Albany, Green Island, Schenectady and Troy, which 
are being reduced two cents per 100 pounds. Also to establish 
a new reduced truckload commodity rate of 25 cents a 100 
pounds, minimum 16,000 pounds, on lead (red or white), oils 
(linseed, chinawood, hempseed, or paint), and paint, stains or 
varnishes, between New York, N. Y., and Corinth, N. Y. 

In I. and S. M-826, the Commission has suspended from 
September 20 until December 19 the operation of certain sched- 
ules as published in supplement 11 to tariff MF-I. C. C. 4 of 
B. I. Fitzmorris, dba Pioneer Freight Lines, Denver, Colo. The 
suspended schedules propose to establish a new any-quantity 
commodity rate of 62 cents a 100 pounds on cheese from 
Scottsbluff, Neb., to Colorado Springs and Pueblo, Colo. This 
carrier has no present rates on this traffic; however, effective 
September 20, it established class rates between these points. 

In I. and S. M-825, the Commission has suspended from 
September 18 until December 17 the operation of certain sched- 
ules as published in supplement 3 to tariff MF-I. C. C. 5 of O. 
A. Miller, dba Miller’s Motor Freight Service, York, Pa. The 
suspended schedules propose to establish new and reduced 
volume commodity rates on cocoa beans from New York, N. Y., 
to Harrisburg, Lancaster, Lititz, Reading and York, Pa., and on 
roofing materials from York, Pa., to Glen Burnie, Md.; in lieu 
of present higher class or commodity rates. The following is 
illustrative: 


From New York, N. Y., to York, Pa., present rate, minimum 20,000 
pounds, 28; proposed rate, minimum 20,000 pounds, 20; minimum 18,000 
pounds, 22; minimum 14,000 pounds, 23; minimum 12,000 pounds, 24; 
minimum 10,000 pounds, 25. 


CHICAGO SAND AND GRAVEL RATES 


The Santa Fe and other railroads serving the Chicago dis- 
trict have asked the Commission in No. 19610, switching rates 
in Chicago switching district, No. 17817, Chicago Gravel Co. 
et al. vs. Atchison, Topeka & Santa Fe et al., and a sub-number, 
Neal Gravel Co. et al. vs. Same, have asked the Commission 
to extend the expiration date of its various orders in those 
cases authorizing reduced rates on sand, gravel, crushed stone 
and slag within the Chicago switching district and from Joliet 
in the district, from September 30, 1939, to September 30, 1940. 
The carriers told the Commission the reduced rates authorized 
in the cases mentioned had enabled them to continue to handle 
traffic into and within the district which, under the previously 
existing higher rates they were unable to obtain. They told 
the federal body that simultaneously with the filing of this 
petition they had presented a similar one to the Illinois Com- 
merce Commission. 





CHICAGO DISTRICT SWITCHING RATES 


Asserting that, through inadvertance, it was not included 
among the carriers authorized to establish the switching rates 
Which became effective August 15, the Chicago and Erie has 
asked the Commission to reopen and reconsider its report and 
orders in No. 19610, switching rates in Chicago switching dis- 
trict, and No. 24950, Acme Steel Co. et al. vs. Atchison, Topeka 
& Santa Fe et al., so as to permit it to establish a single line 
tate of 24% cents a hundred pounds and join other carriers in 
the operation of a two-line rate of 3 cents between points within 
the Chicago switching district on gasoline, etc. It asked that 
it be allowed to publish the rates, to meet motor competition, 
and to expire August 14, 1940, the same as other carriers. 

The railroad said that on petition of other carriers, dated 
November 7, 1938, as amended, December 14, 1938, the rates 
in question were authorized for one year on gasoline, naphtha, 
petroleum refined oil (kerosene) and fuel oil distillate not 
Suitable for illuminating purposes, in tank carloads only, mini- 
mum weight full shell gallonage capacity of the car at estimated 
Weight of 6.6 pounds a gallon, but not less than 60,000 pounds, 
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interstate and intrastate within the Chicago switching district; 
also rates of 3 cents for two-line hauls and 3% cents for three 
or more line hauls from points within the Chicago switching 
district to Chicago Heights, Ill. 


CELOTEX TERMINAL CASE 


Asserting that, by rearrangement of tracks and other 
changes at its plant at Marrero, La., the switching at that 
point had become simple switching, for which there should be 
no extra change, the Celotex Corporation has asked the Com- 
mission to reopen and reconsider its twenty-third supplemental 
report and order in Ex Parte No. 104, part 2, terminal services, 
and change its order so as to relieve it of the payment of 
switching charges for delivery and dispatch of cars at its plant. 
The order required the railroads to cease and desist from 
paying the Celotex Corporation $1 a car for the switching 
service that was being performed by the industry’s power. 

Instead of an allowance to the Celotex Corporation, the 
Texas Pacific-Missouri Pacific Terminal of New Orleans has 
been imposing a switching charge of $3.47 a car and the Texas 
& New Orleans has been imposing a charge of $3.96 on cars 
delivered to or received from the petitioning corporation for 
switching beyond the interchange track which the petitioner 
claims is no more than simple switching such as is given others 
without extra change. The corporation claims the exaction of 
such charges is in violation section 6. 


RATES ON NEW AUTOMOBILES 


The Commission has added to the large mass of data 
respecting transportation of new automobiles by issuing seven 
additional compilations made by its Bureau of Statistics, for 
use in No. 28190, transportation of new automobiles. The 
additional compilations are a summary of returns to carriers’ 
questionnaires for schedules B and C, 1938, being statistics for 
traffic moving to New Orleans, La., to Cincinnati, O., San 
Francisco, Calif., Kansas City, Mo., and New York, N. Y. 

Another compilation shows the names and addresses of 
railway carriers which submitted returns to the questionnaire 
in this docket; also names of those specific cities listed in the 
appendix to the questionnaire as well as “all other” points in 
each state at which those carriers terminated new automobile 
traffic in 1938. Another compilation shows first class carload 
rates by the hundred pounds as of September 1, 1939, between 
points where there were rail movements of automiles in car- 
load lots in 1938. 


INTERTERRITORIAL CLASS RATES 


The Commission has further amended the last ten lines in 
the second ordering paragraph of its order of December 9, 1935, 
in No. 21373, Commonwealth of Kentucky et al. vs. Ahnapee & 
Western et al., embracing also Sub. No. 1, Frankfort Chamber 
vs. Same, to read as follows: 


Provided, however, that the rates determined as above provided 
may be subject to the application of the minimum rates authorized in 
connection with the present interterritorial class rates to and from 
points in Kentucky; provided, further, that reasonable groups may be 
employed in Kentucky and official classification territory in publishing 
rates prescribed herein; provided, further, that short or weak line ar- 
bitraries may be added to the rates herein prescribed to and from 
points on short or weak lines for which such arbitraries are included 
in the present interritorial rate; provided, further, that the first-class 
rates herein prescribed to and from points in zone C in Michigan and 
zone B in New England may include the arbitraries authorized in con- 
nection with rates for said zones in official territory, the rates on other 
classes to be determined as hereinbefore specified; and provided, fur- 
ther, that grain, grain products, and articles taking the same rates 
may be excepted from the application of the rates hereinbefore pre- 
scribed. 





FREIGHT FORWARDING HEARINGS 


The Cmmission has revised its program of hearings in No. 
27365, freight forwarding investigation, before Examiners 
Trezise and Haden, announced August 5, to the extent indicated 
in a revised notice of hearings, as follows: 


Hearing at Chicago, Ill., October 30, Hotel Morrison. 

At Chicago evidence will be received concerning the practices of 
rail lines operating in Central Freight Association and western trunk- 
line territories, including particularly the following lines: 

Pere Marquette; New York, Chicago & St. Louis; Chicago & East- 
ern Illinois; Chicago, Burlington & Quincy; Chicago & North Western; 
Chicago, St. Paul, Minneapolis & Omaha; Wabash; Minneapolis, St. 
Paul & Sault Ste. Marie; Minneapolis & St. Louis; Illinois Central; 
Chicago, Milwaukee, St. Paul & Pacific; Chicago, Rock Island & Pacific; 
Atchison, Topeka & Santa Fe (Kansas City, Mo., and East); Chesa- 
peake & Ohio. 

And also the practices of common carriers by motor vehicle oper- 
ating in Central Freight Association and Northwestern territories, 
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San Francisco, Calif.—Hearing assigned at San Francisco Novem- 
ber 16, 1939, is postponed to November 20, Hotel Empire. 

At San Francisco evidence will be received concerning the practices 
of the following rail lines: 

Atchison, Topeka & Santa Fe (West of Kansas City, Mo., except 
Texas Lines); Southern Pacific (El Paso, Tex., and West); Western 
Pacific; Spokane, Portland & Seattle; Great Northern; Northern Pa- 
cific. 

And also the practices of common carriers by motor vehicle oper- 
ating in the Pacific-southwest and Pacific-northwest territories. 

Dallas, Tex.—Hearing assigned at Dallas, November 23, is post- 
poned to November 29, 1939, Baker Hotel. 

Atlanta, Ga.—Hearing assigned at Atlanta, November 28, is post- 
poned to December 4, 1939, Atlanta-Biltmore Hotel. 

In all other respects evidence will be received at the times and 
places indicated in the Notice of Hearings dated August 5, 1939. It is 
the intention to observe this program specifically so far as it is prac- 
ticable with respect to the operations of respondent rail and motor 
carriers. Other interested parties may introduce evidence as to these 
operations at any of the named points most convenient to them. 





FINANCE APPLICATIONS 

Finance No. 12551. Southern Indiana Railway, Inc., asks authority 
to acquire and operate a line of electric interurban railroad extending 
from Speed to Watson, Ind., approximately 7.41 miles, now owned by 
the Public Service Co. of Indiana, and operated by Bowman Elder, 
receiver of the Indiana Railroad. 

Finance No. 12552. Evansville & Ohio Valley Railway Co., Inc., 
asks authority to purchase the entire railway properties of the Evans- 
ville & Ohio Valley’ Railway Co., William A. Carson, receiver, in Indi- 
ana and Kentucky. The consideration to be paid by applicant is $83,000 
(face value) of first mortgage bonds, secured by a deed of trust, and 
$83,000 (par value) of common stock of applicant. 

MC F-1016. Valley Express Co., Fresno, Calif., asks authority to 
acquire control of Valley Motor Lines, Inc., by the transfer to appli- 
cant of 600 shares of stock in that company in exchange for cancela- 
tion of indebtedness. 

Finance No. 12557. Chesapeake & Ohio asks authority to issue, 
and assume obligation and liability therefor, $4,200,000 par amount of 
2% per cent equipment trust certificates of 1939, to be dated October 
1, 1939, and to mature October 1, 1949, to finance the purchase of new 
equipment estimated to cost $5,680,500. The equipment is to consist 
of 2,000 fifty-ton steel hopper cars, 400 fifty-ton low-side drop-end steel 
gondola cars, with steel floors, and 100 fifty-ton low-side drop-end 
steel gondola cars, with wood floors. So as to provide for not to 
exceed 75 per cent of the cost of the equipment applicant proposes 
an equipment trust, to be known as ‘“‘Chesapeake & Ohio Equipment 
Trust of 1939.’’ 

Finance No. 12547. Virginia Blue Ridge Railway Co., asks au- 
thority to abandon approximately 3.6 miles of its line in Amherst and 
Nelson counties, Va. Lack of traffic is the reason for the proposed 
abandonment. 

MC F-1014. Otto L. Hankison, Toledo, O., asks authority to pur- 
chase part of the operating rights of Commercial Freight Lines, Inc. 

Finance No. 12548. Yazoo & Mississippi Valley asks authority 
to abandon its line extending from a point slightly more than 2 miles 
south of the depot at Greenville, Miss., to the junction of its main 
line at Riverside Junction, Miss., about 35.83 miles; also its Glen Allen 
branch extending from Hampton, Miss., to Glen Allen, Miss., about 
2.03 miles. According to the application, traffic on the lines proposed 
to be abandoned has decreased so that their operation has resulted in 
a heavy loss to the applicant for a number of years. It was estimated 
that the savings in maintenance, operation and taxes which would 
result from abandonment of the lines, would amount to about $15,000 
a year. 

MC F-1015. Interstate Transit Lines, of Omaha, Neb., and Union 
Pacific Stages of California, of Omaha, Neb., jointly ask authority 
to merge their properties in Interstate Transit Lines. 


ILLINOIS CENTRAL FINANCING 


The Commission, by division 4, in reports on nine finance 
applications, has authorized the Illinois Central to meet its 
obligation to reduce by one per cent annually its debt of 
$35,170,000 to the RFC, due May 31, 1948, by making cash 
payments or by buying in its own bonds and depositing them 
as additional collateral security with the RFC. The largest 
amount of bonds as to which a report is made is covered by 
the decision in Finance No. 1161, Illinois Central bonds, the 
amount being $20,234,000 of refunding mortgage gold bonds. 

The nine reports of the Commission are practically iden- 
tical, the variations being due to the different amounts and 
descriptions of the bonds under consideration. The reasons 
for asking modification of prior reports and orders are the 
same in each case, the general purpose being to give the Illinois 
Central the option of paying its annual installment either in 
cash or in deposits of bonds purchased by it in the open mar- 
ket as additional collateral security for the loans received by 
the company in response to various applications. 

Technically speaking, the orders of various dates are 
modified so as to authorize the pledge and repledge of bonds 
from time to time to and including May 31, 1944, as additional 
security for the loans totaling $35,170,000 from the Reconstruc- 
tion Finance Corporation. The Commission said that no ob- 
jection to the proposals of the Illinois Central had been offered. 
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After the Illinois Central had given its note for $35,170,000 
due May 31, 1944, the RFC indicated to the company, said the 
reports, that it would be acceptable if the Commission’s certifi- 
cates approving the extension of the loans, instead of providing 
for the reduction of the note by $351,700 annually, provide, 
that the applicant might each year either (a) use the $351,700 
in reduction of the note, (b) with the $351,700 purchase at 
the market price the applicant’s bonds or bonds of its subsidi- 
aries, or both, such bonds when bought to be delivered forthwith 
and accepted by the RFC at the cost to the applicant without 
regard to the market price at the time of delivery, and to be 
held by that corporation as additional security, (c) use a por- 
tion of the $351,700 in reduction of the note and with the 
remainder purchase the applicant’s bonds or bonds of its 
subsidiaries, or both, and deposit the bonds so purchased with 
the RFC as it might deem best. 

The Commission said the bonds of the applicant and its 
subsidiaries were selling below par and that it would be to 
the benefit of both the applicant and the RFC that they be pur- 
chased for the purpose mentioned if they could be acquired at 
attractive prices. The Commission said the applicant stated 
that to obtain such benefit the right to acquire the bonds for 
that purpose should be elective and not compulsory; and also 
it should be allowed either to make payment on the note or 
purchase and deposit the bonds with the RFC. 

The finance applications, other than No. 1161, which might 
be regarded as the title case, are Nos. 1160, 6269, 1518, 2229 
2830, 2842, 4852 and 3455. 

The Commission, by division 4, in Finance No. 9450, Illinois 
Central Railroad reconstruction loan, embracing also Finance 
Nos. 10276, 10666, 11153 and 11417, has modified a requirement 
in former reports that the Illinois Central each year shall re- 
duce its debt to the Reconstruction Finance Corporation, 
amounting to $35,170,000 by a one per cent payment thereon, 
so that the company may purchase bonds of itself or subsidiaries 
and deposit them with the RFC as additional collateral for 
the loan, instead of making a cash payment of $351,700. The 
company, in its application to theeCommission, said the bonds 
of itself and its subsidiaries were selling below par and that 
it would be to the benefit of itself and of the RFC that they 
be purchased for the debt reduction if they could be acquired 
at attractive prices. 


SIGNAL SYSTEMS 


The Union Railroad Co.; Illinois Central; and Chicago 
Rock Island & Pacific have filed applications with the Commis- 
sion for approval of proposed modification of signal systems or 
devices under paragraph (b) section 26 of the interstate com- 
merce act. Any interested party desiring hearing should advise 
the Commission in writing within fifteen days from September 
20. 

The Pennsylvania; and Chesapeake & Ohio have filed appli- 
cations with the Commission for approval of proposed modifi- 
cation of signal systems or devices under paragraph (b) sec- 
tion 26 of the interstate commerce act. Any interested party 
desiring hearing should advise the Commission in writing within 
15 days from September 15. 


The Chicago Great Western; and Chicago, Milwaukee, St. 
Paul & Pacific have filed applications with the Commission for 
approval of proposed modification of signal systems or devices 
under paragraph (b) section 26 of the interstate commerce act. 
Any interested party desiring hearing should advise the Com- 
mission in writing within 15 days from September 16. 

The New York Central has filed an application with the 
Commission for approval of proposed modification of signal 
systems or devices under paragraph (b) section 26 of the 
interstate commerce act. Any interested party desiring hear- 
ing should advise the Commission in writing within fifteen days 
from September 18. 


The Pennsylvania; and Baltimore & Ohio have filed appli- 
cations with the Commission for approval of proposed modifica- 
tion of signal systems or devices under paragraph (b) section 
26 of the interstate commerce act. Any interested party desiI- 
ing hearing should advise the Commission in writing within 1 
days from September 19. 


— 


INCREASE C. R. |. & P. DEPOSITORY BOND 


Judge J. P. Barnes in the federal district court, Chicago, 
September 21, approved an order for the trustees of the Chi- 
cago, Rock Island and Pacific to increase the depository bond 
of the Iowa-Des Moines National Bank and Trust Company, Des 
Moines, from $100,000 to $150,000. 

The court entered an order’ February 13, 1939, designating 
certain banking institutions for trustees’ funds and approving 
depository bonds of such institutions, 
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Loss and Damage Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1939, by West Publishing Co.) 
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LOSS OF OR INJURY TO GOODS 


(Municipal Court of City of New York, Borough of Man- 
hattan, First District.) A letter alleged to have been written, 
addressed and mailed to addressee would be admissible, although 
addressee denied receipt thereof. (Bond Stores vs. Overland 
Package Freight Service, 13 N. Y. S. 2d 928.) 

ln consignee’s action against carrier for goods claimed not 
to have been received, federal law was binding on question of 
essential elements to a “c.aim” within provisions of uniform bill 
of lading prescribed and approved by Interstate Commerce 
Commission where an interstate shipment of goods was in- 
volved.—Ibid. 

In order to constitute a “claim” against a carried within 
provisions of uniform bill of lading prescribed and approved by 
Interstate Commerce Commission, the carrier should be ad- 
vised by consignor or consignee that a loss has occurred, nature 
of loss, nature of shipment involved, approximate date of ship- 
ment and its point of origin and destination, and that parties 
to shipment expect restitution or reimbursement; there being 
no requirement that any precise language be followed or that 
detailed specifications be filed. 

‘}here is no requirement that supporting documents be filed 
within the nine months’ time limit for filing claims as estab- 
lished by the un‘form bill of lading prescribed and approved by 
Interstate Commerce Commission in order to perfect a “claim” 
against a carrier for goods not received by a consignee.—lIbid. 

In order to establish a “claim” against a carrier under the 
provisions of uniform bill of lading prescribed and approved by 
interstate Commerce Commission, a consignee is not required, 
within the nine months’ limitation for filing claims as prescribed 
in bill of lading, to set forth the kind of merchandise claimed 
not to have been received, the quantity thereof, or the value 
attributed to such merchandise.—Ibid. 


A consignee’s failure to comply with a carrier’s request for 
supporting documents in connection with consignee’s claim for 
goods claimed not to have been delivered to consignee did not 
vitiate consignee’s claim against carrier for such goods. 

Letters written by a consignee to a carrier setting forth the 
approximate date of a shipment, its points of origin and destina- 
tion, invoice number, and stating, ‘We are this day filing claim 
for same,” constituted a “claim” by consignee against carrier 
sufficient in scope to comply with requirements of uniform bill 
of lading prescribed and approved by Interstate Commerce Com- 
m.ssion, notwithstanding that kind of merchandise, quantity or 
value thereof was not mentioned, especially where such letters 
were answered by carrier’s claim agent; and hence consignee 
could recover value of goods from carrier where the letters had 
been written within nine months from date of shipment.—Ibid. 


Oe 





Ooo Oer Bo Ooo Ge~ 





Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1939, by West Publishing Co.) 
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REGULATION OF COMMON CARRIERS 


_ (Superior Court of Pennsylvania.) As respects jurisdic- 
ton of Public Service Commission over trucker hauling milk, 
the public or private character of a carrier’s enterprise does 
not depend on the number of persons by whom it is used, but 
on whether it is open to the use and service of all members of 
the public who may require it, to the extent of its capacity. 
aad vs. Pennsylvania Utility Commission, 7 Atl. Rep. 
31.) 

_ A dairy which purchased milk from farmers and hauled 
milk from them to its own plant, charging back to the farmers 
for the service a sum intended to be the actual cost of hauling, 
80 that final cost of milk to dairy was in conformity with price 


set by Milk Control Board’s regulations, but which hauled 
only milk purchased, was neither a “contract carrier’ nor a 
“common carrer,” within meaning of the Public Utility Law, 
and hence was not chargeable with operating as a “common 
carrier” without having a certificate of public convenience. 
66 P. S., Sec. 1 et seq. and Sec. 1101 et seq.—Ibid. 





(Court of Civil Appeals of Texas, Austin.) Unusual drought 
conditions affecting a large area constitute such an “emer- 
gency” as to authorize temporary reduction in freight rates. 
Rev. St. 1925, arts. 6458, 6459. (Abilene & So. Ry. Co. vs. 
Terrell, 131 S. W. Rep. 2d 37.) 

The order of Railroad Commission extending from Jan- 
uary 1, 1938, to March 1, 1939, emergency drought relief freight 
rates on shipments of live stock feed stuffs moving intrastate to 
destination points in some thirty Texas counties was not in- 
valid on ground that emergency conditions had terminated due 
to protracted duration of the drought. Rev. St. 1925, arts. 
6458, 6459.—Ibid. 

The issue as to the termination of the emergency conditions 
requiring extension from January 1, 1938, to March 1, 1938, 
of emergency drought freight rates on shipments of live stock 
feed stuffs moving intrastate to destination points in some 
thirty Texas counties, was a matter resting in the discretion of 
the Railroad Commission, not reviewable by the courts in suit 
to set aside order where there was substantial factual basis for 
the Commission’s finding. Rev. St. 1925, arts. 6458, 6459.—Ibid. 

In determining whether “emergency conditions’ existed 
necessitating extension from January 1, 1938, to March 1, 1938, 
of emergency drought freight rates on shipments of live stock 
feed stuffs moving intrastate to destination points in 30 Texas 
counties, lack of elements of suddenness and unforeseeableness 
was not determinative since “drought” in its very essence is not — 
sudden in the ordinary meaning of that term. Rev. St. 1925, 
arts 6458, 6459.—Ibid. 

Under the statutes relating to railroad rates, only unjust 
discrimination is denounced, the statutes declaring in negative 
form what the common law affirmed on the subject, that is, at 
common law a carrier was permitted to discriminate, provided 
the circumstances were not such as to make discrimination un- 
reasonable and unjust. Rev. St. 1925, arts. 6458, 6459.—Ibid. 

The order of the Railroad Commission extending emer- 
gency drought freight rates on shipments of live stock feed 
stuffs was not invalid as creating unjust preferences, discrimina- 
tions and rebates among consumers, rail carriers and localities 
in that reduced rates were made available only to consumers, 
graziers or feeders of live stock who use commodities only for 
feeding live stock owned or controlled by them and also be- 
cause order applied only to designated class of consumers in 
certain localities where discriminations, preferences and in- 
equalities were not unjust or unreasonable or arbitrary. Rev. 
St. 1925, arts, 6458, 6459.—Ibid. 


The order of the Railroad Commission extending emergency 
drought freight rates on shipments of live stock feed stuffs 
moving intrastate to destination points in some 30 Texas coun- 
ties was not confiscatory, where prosperity of the areas affected 
was of mutual concern both to the carrier and public alike and 
rate applied only to a portion of the feed stuffs which consti- 
tuted one of the principal articles of transportation. Rev. St. 
1925, arts. 6458, 6459.—Ibid. 


The public is entitled to demand that no more shall be 
extracted from it than the service rendered by carrier are 
reasonably worth, and this right takes precedence even over the 
right of the carrier to a fair return on its investment when the 
two rights cannot stand together.—Ibid. 

If hauling one of the principal articles of transportation 
over a road does not yield revenue sufficient to pay for the cost 
of transporting it, not including interest or investment, taxes 
or other expenses, then rate applied to that article is unreason- 
able and unjust to the railroad.—Ibid. 

Factors and considerations involved in emergency rate- 
making are so varied and complex that the ordinary tests of 
confiscation can hardly be applied in determining their validity. 
Rev. St. 1925, arts. 6458, 6459.—Ibid. 

In suit assailing the validity of order of Railroad Commis- 
sion extending emergency drought freight rates on shipments of 
live stock feed stuffs, question of validity of order did not be- 
come moot on expiration of order, since if order was invalid for 
any reason, carriers would have right to litigate claims for 
recoupment, which issue could not be determined in suit assail- 
ing the order. Revised St. 1925, arts. 6458, 6459.—Ibid. 

In suit attacking validity of order of Railroad Commission 
extending from January 1, 1938,- to March 1, 1938, emergency 
drought freight rates on shipments of live stock feed stuffs, 
question of validity of order did not become moot on expiration 
of order on March 1, 1938, where questions presented were pub- 
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lic in their nature and the public and railroads and Railroad 
Commission had vital interest in securing their determination. 
Rev. St. 1925, arts. 6458, 6459.—Ibid. 


B. & O. ADJUSTMENT PLAN 


With a view to helping the Baltimore & Ohio effectuate 
its plan for the readjustment of its obligations, the Commission, 
by division 4, in Finance No. 9268, Baltimore & Ohio reconstruc- 
tion loan and other finance cases, has authorized the company 
to extend the dates of maturity of various obligations to the 
Reconstruction Finance Corporation. That agency signified its 
approval of the readjustment plan last December. The approval 
was given in two supplemental reports. 

In the report covering the larger amount of obligations, 
Finance No. 9268, the Commission stated its conclusion that the 
Baltimore & Ohio was not in need of financial reorganization 
in the public interest at this time provided the plan of read- 
justment approved by it November 1, 1938, was approved and 
confirmed by the court having jurisdiction and became effective. 
That conclusion was stated two days before the railroad com- 
pany was to appear in the federal court at Baltimore asking 
the court to approve the plan in accordance with the provi- 
sions of the so-called Chandler act passed at the last session 
of Congress. 

Under the terms of the Chandler act the Commission said, 
in Finance No. 9268, the court could approve and confirm a plan 
of adjustment if it found that it had been accepted by or on 
behalf of creditors holding more than three-fourths of the 
aggregate amount of the claims affected by the plan, including 
at least three-fifths of the aggregate amount of the claims of 
each affected class. In its petition to the court the Balimore & 
Ohio stated, according to the report, that such assents had been 
obtained and that a detailed statement thereof would be pre- 
sented to the court at the hearing September 18. The Com- 
mission said it was stated that as of July 24, 1939, assents had 
been obtained by creditors holding more than 87 per cent of the 
aggregate amount of claims. The plan, the Commission said, 
was described in its report of November 1, 1938, in Baltimore 
& Ohio Finance Readjustment, 230 I. C. C. 243. 

In the aggregate, the company borrowed $95,343,399.59 from 
the RFC. The debt, according to the Commission’s report, has 
been reduced to $69,816,578.44. 

Under the readjustment plan, present annual charges of 
$29,288,683 on the funded debt, excluding funded debt of 
operated subsidiaries, which have not assumed, will be super- 
seded by $18,172,458 of fixed interest and $10,866,222 of con- 
tingent interest, and, including all companies, by $19,644,679 of 
fixed interest, and $11,376,435 of contingent interest. The aver- 
ager annual income available for fixed charges in the period 
1931-37, the report said, was $31,838,943, which approximated 
the available income in 1937. 

The applicant’s cash forecast, according to the report, 
shows $6,002,570 of cash on hand at the end of July, the subse- 
quent monthly balances increasing until the end of the year, 
when a balance of $11,659,113 appears. 

While the applicant’s earnings, like those of most carriers, 
said the report, suffered a set-back in 1938, the indications were 
that the present year would be more profitable. The actual 
results of operation in the first seven months of this year re- 
sulted, according to the report, in $12,097,332 of income avail- 
able for fixed charges as compared with $6,542,095 in the same 
period of 1938. 


The Commission on this supplemental application approved 
an extension of the time of payment of loans by the RFC of 
$42,110,400, which matured August 1, $14,473,178.44, maturing 
April 1, 1942, and $13,233,000, maturing September 1, 1942, for 
a period ending not later than five years from the date the 
plan becomes effective. It also approved extension of $13,490,- 
000 of secured notes held by the RFC, for the five years from 
— 1 with modifications of other terms as provided in the 
plan. 

The approval is subject to the condition that the plan be 
approved by the court having jurisdiction of the application 
made under the Chandler act. The approval covers applica- 
tions or authorizations made in Finance dockets Nos. 9659, 
10554, 10774, 11072, 11750, and 11891, Baltimore & Ohio Re- 
construction Loan, 184 I. C. C. 37, and later reports. 

In another supplemental report pertaining to the same 
matter in Finance No. 10359, Baltimore & Ohio notes, the Com- 
mission authorized extension of the maturity of not exceeding 
$2,955,000 of 4 per cent registered serial collateral notes to a 
date five years after the effectuation of the plan for modifica- 
tion of interest charges and maturities but not later than August 
1, 1944. In that report the Commission also vacated and set 
aside the supplemental order of Aprol 29, 1939, which modified 
the order of April 18, 1934, so as to permit $2,955,000 of 4 per 
cent registered serial collateral notes to be amended by elim- 
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inating therefrom the applicant’s right of redemption. There 
was no objection, said the Commission, to the modifications, 

A specially constituted three-judge federal district cour 
at Baltimore, Md., this week held the first hearing on a rail. 
road adjustment of debts plan under the Chandler act passeq 
at the last session of Congress, to receive testimony in de. 
fense of the plan and in opposition thereto, the one for the 
relief of the Baltimore & Ohio without reorganization under 
section 77 of the bankruptcy act. The court was called together 
to enable Daniel Willard and other officers of the company to 
explain the plan which has already been approved by the 
Commission and to hear objections to it by holders of securities, 
if any desired to be heard, notwithstanding that the holders 
of more than 85 per cent of the securities involved had assented 
to it and the company directors, in accordance with the pro. 
visions of the plan, had declared it “operative,” although not 
“effective.” J. J. Ekin, vice-president and comptroller, ex. 
plained that when, in acordance with the plan it became “opera. 
tive” withdrawal of assents were no longer possible. The 
board of directors, it was explained, could declare the plan 
“effective” when 90 per cent of the securities had been pledged 
to it. 

A number of holders of small amounts of bonds appeared 
in court to voice objections. The court, composed of Circuit 
Judges J. J. Parker and E. A. Dobie and District Judge W. Cal- 
vin Chestnut, announced that it would hear objections from 
such as desired to make them even if they were not attorneys 
and that all parties interested would be heard. 

The presentation on the part of the company was similar 
to that made concerning the plan in the hearing before the 
Commission, documentary evidence being presented by W. D. 
Owens, assistant comptroller, and Mr. Ekin. George M. 
Shriver, senior vice-president and the financial man of the 
company, explained the plan. 

One attorney said he would challenge the constitutionality 
of the Chandler act on the ground that it was “class legislation” 
by reason of its being limited to one year. 





A. V. |. SALE ARRANGED 


Trustees of the Arkansas Valley Interurban, operating be- 
tween Wichita and Hutchinson, Kan., a distance of about 60 
miles, have made arrangements to sell that road to John R. 
Cox, according to information received by the Commission. 
Mr. Cox has not been identified by attorneys at Wichita who 
are acting for him. Application for abandonment of the line 
is pending before the Commission. The road has been in diffi- 
culties since July 13, 1933. Efforts to disposed of it failed and 
in May the trustees filed application for permission to abandon. 
The court having jurisdiction of its affairs some time ago 
ordered its sale at an upset price of $75,000 plus accrued taxes 
amounting to $110,000. It could not be sold for that but the 
tax phase of the matter has been compromised and arrange- 
ments have been made for sale to Mr. Cox, subject to the 
Commission’s approval. 


LOANS TO RAILROADS 

The trustees of the Denver & Rio Grande Western, in 
Finance No. 11947, application of trustees of the D. & R. G. W. 
for a loan by Reconstruction Finance Corporation, have asked 
the Commission to modify conditions in an authorization per- 
mitting the trustees to issue $1,800,000 of certificates of in- 
debtedness series E as security for a loan of that amount from 
the R. F. C. All but $74,266.31 was spent for the purposes for 
which the loan was made. The trustees desire to apply the 
unexpended balance, as of July 31, 1939, to reimburse their 
general fund on account of expenditures they made for new 
rails used on the main line near Thompson, Utah. 


Cc. & N. W. INTEREST PAYMENTS 


Recommendation of Charles M. Thomson, trustee of the 
Chicago and North Western, that overdue interest be paid on 
the DesMoines Valley Railway and the Sioux City and Pacific 
Railroad was approved by Judge J. P. Barnes in the federal 
district court in Chicago September 19. Both lines are units 
of the North Western system. 

Judge Barnes also gave approval for the payment of 
$510,000 in principal payments to the Reconstruction Finance 
Corporation, together with unpaid interest on the RFC loan. 
The total payments to creditors amounted to $1,863,850 and 
could be made without injury to the railroad’s cash position, 
Mr. Thomson said. 


MISSOURI PACIFIC LOANS 
The Commission, by division 4, has modified its certificate 
of January 4, 1933, and all subsequent certificates, in Finance 
No. 9146, Missouri Pacific reconstruction loan, so as to permit 
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Guy A. Thompson, trustee of the railroad, to deliver to the 
Reconstruction Finance Corporation as part collateral security 
for loans heretofore made to the Missouri Pacific by the cor- 
poration pursuant to the approval of the Commission hereto- 
fore entered in this proceeding, $75,000 of first mortgage 5 
per cent bonds of the Prescott & Northwestern Railroad Co. due 
October 1, 1944. The issuance of the bonds by the Prescott 
and Northwestern had been heretofore approved by the Com- 
mission. The bonds are to be delivered to the corporation in 
substitution of the principal amount of first mortgage bonds 
of the same company, due October 1, 1939, now held by the 
RFC as part collateral security for loans made to the Missouri 
Pacific. 


PAN AMERICAN NEUTRALITY 


The Traffic World Washington Bureau 


Pan American Airways has adopted a policy of strict 
neutrality as an international air transport system, according 
io an announcement made by it. The company’s own neutrality 
regulations for the trans-Atlantic service hereafter will affect 
air express, items to be carried in passenger baggage, and types 
of passengers to be accommodated, said the statement. Cer- 
tain of these regulations, it was pointed out, were the same as 
those which had been in effect on Pan American Airways’ trans- 
Pacific clipper route for more than two years since the begin- 
ning of the Sino-Japanese hostilities. 


Specifically, said the statement, the company’s own new 
neutrality regulations for the trans-Atlantic service, the eastern 
terminals of which had already been shifted to neutral Eu- 
ropean countries, include the following: 


Passenger accommodations will not be extended to individuals who 
are connected with the armed forces of any belligerent country. 

As regular air express service has not yet been instituted on the 
transatlantic routes, inauguration of this service will be indefinitely 
deferred. Only air mail will be carried as cargo aboard the clippers. 

To avoid any possibility of contraband being carried, passenger 
baggage will be subject to inspection before departure of the clippers 
from all terminal ports. . 

Inspection by the company of passenger baggage at points of de- 
parture will be similar to that of normal customs inspection now fol- 
lowed at ports of entry and will be done solely to insure that articles 
which would not be acceptable under the existing neutrality regula- 
tions against contraband are not being transported as personal effects. 


WESTERN PACIFIC REORGANIZATION 


The Commission has denied the petition of the Western 
Pacific in Finance No. 10913 for modification of the plan for 
the reorganization of that company as approved October 10, 
1938, and as modified and approved June 21, 1939. 


AIR PASSENGER TRAVEL INCREASES 


Over 860,000 passengers were carried by the air lines of 
the United States in the first half of 1939, as compared 
with 681,003 in the January-June period of 1938, Edgar S. 
Gorrell, president of the Air Transport of America, said in re- 
port issued September 16. 

Seven air lines placed in service during the first half of 
this year, forty-two modern air transport, aircrafts, including six 
of the large clippers flown in trans-oceanic services. The air 
lines, in carrying these passengers during the first six months 
of the year, consumed over 25,000,000 gallons of gasoline as 
compared with 21,606,485 during the first six months of 1938. 

In August, the domestic air lines flew a total of 67,977,118 
revenue passenger miles, an increase of 47.54 per cent over 
August of 1938, when the number of revenue passenger miles 
was 46,073,161. The August, 1939, figure was also 2.97 per 
cent over July, 1939, when the figure was 66,018,295, previous 
all-time high. 


AIR PROGRESS 


__ Pointing to the advancement in air transportation, espe- 
tially since the Civil Aeronautics Authority was organized, 
August 22, 1938, Robert H. Hinckley, chairman of the Au- 
thority, in a statement in connection with the National Air 
Observance program (see Traffic World, Sept. 16, p. 587), said 
that the scheduled air lines in July carried 170,913 revenue 
Passengers, 55 per cent more than in July, 1938. In the first 
‘iX months of 1938, he said, 850 civilian airplanes were manu- 
factured and sold for domestic use. In the first six months 
of 1989, he added, this production totaled 1,627 airplanes. On 
September 1, 1938, he said, there were 10,091 certificated air- 
blanes; this September 1 there were 11,200. Today 26,700 
bilots hold certificates, 6,000 more than a year ago, an increase 
of about 30 per cent. 

“Even more striking should be the progress of the next 
few years,” said Chairman Hinckley. “There is every indica- 


tion that the country’s airlines, now assured a stability of 
regulation, will continue to register increases in traffic until 
the volume of their operations is many times what it is today. 
Within a few weeks the Civil Aeronautics Authority will be 
fully under way with the civilian pilot training program de- 
signed to give flight training during the coming school year 
to at least 11,000 young Americans between the ages of 18 
and 25. The continuance of such a program through the next 
few years, added to the rapid rate of increase already estab- 
lished, should give this country a total of at least 70,000 certi- 
fied civilian pilots by the end of 1941.” 

Chairman Hinckley pointed out that in the twelve months’ 
period ended July, 1939, the country’s domestic air lines flew 
72,900,000 miles a pilot fatality and 51,700,000 passenger miles 
a passenger fatality. This, he said, was approximately two 
and one-half times better than any previous record. More- 
over, said he, in the past six months of this year there has 
been not a single fatal air line accident in the United States. 


Cc. A. A. HEARINGS 


The Civil Aeronautics Authority has assigned for hearing 
October 2, at its offices in Washington, D. C., an investigation 
instituted by it to determine whether or not any contracts, agree- 
ments, and transactions by and between Marquette Airlines, 
Inc., and American Airlines, Inc., are adverse to the public inter- 
est, or in violation of the civil aeronautics act. 


RAILROAD TREASURERS’ MEETING 
The Traffic World New York Bureau 


Contrary to the views of some critics, Congress at its last 
session did accomplish something constructive for the railroads, 
E. H. Burnell, vice-president, Association of American Rail- 
roads, asserted, September 21, in addressing the third annual 
meeting of the treasury division of the association at the Hotel 
Pennsylvania. Mr. Burnell spoke in place of R. V. Fletcher, 
vice-president and general counsel of the organization, who 
was detained in Washington. The speaker took the view that, 
at the next session of Congress, some useful constructive meas- 
ure, based on the two transportation bills it considered the last 
session, would be passed. But, he added, that much would 
depend on public opinion. 

One of the best things that came from the last session, 
he said, was the public statement by Sénator Wheeler that 
something must be done toward adopting a national policy to 
solve the railroad problem. 

He said that at the present time the railroads had suffi- 
cient facilities to function adequately in the case of the pro- 
claimed emergency without the government having to take 
over the railroads as it did in the World War. 

The speaker stressed the point that the railroads were 
dependent on regulation by the government or its agencies and 
that revenues were dependent on the Commission and legisla- 
tive fiat. Regulation, however, he said, at present was non-ef- 
fective because of the acute competition from transportation 
on the highways and the waterways, where regulation was only 
partly effective. There is a sound need for new legislation, he 
said. New legislation, he added, was necessary to put all 
transportation on a basis of equality in regulation. Congress 
in the last session, he explained, did something constructive 
by bringing out facts in its committee hearings on the two 
bills. 


He closed with the suggestion that the railroads could pro- 
mote good will by making better contacts with shippers. 

A. E. Tate presided at the meeting. The morning and 
afternoon sessions were largely devoted to reports from vari- 
ous committees headed by J. A. Simpson, chairman on arrange- 
ments; R. E. Connolly, chairman of the advisory committee; 
Harry Hurst, on order and advise shipments; G. L. Dover, 
on banks; E. G. Smith, on fiscal taxes; H. F. Lohmeyer, on 
shippers’ invoices; J. A. Simpson, on railroad fiscal and related 
work, and A. E. Tate, on sectional coordination. 

The day’s program concluded with a banquet and dance. 


MIDWEST BOARD CARLOADING FORECAST 


Reports of the commodity committee of the Midwest Re- 
gional Advisory Board, which will be presented at the fall 
meeting of the board to be held at the Leland Hotel, Spring- 
field, Ill., October 5, indicate that carloadings in the territory 
covered by the board in the fourth quarter of 1939 will be 16 
per cent in excess of those in the last quarter of 1938. Esti- 
mated loadings on 29 commodities for the last three months of 
this year total 889,645 cars, as compared with 766,942 cars of 
the same commodities actually loaded in the same period last 
year. 

Outstanding among the commodities on which increases are 
predicted are fresh fruits other than citrus, 124.2 per cent; salt, 
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110 per cent; ore and concentrates, 105.5 per cent; iron and 
steel, 50 per cent; automobiles, trucks and parts, 50 per cent; 
canned goods, 35 per cent; lumber and: forest products, 20 per 
cent; sugar, syrup and molasses, 20 per cent, and agricultural 
implements and vehicles other than automobiles, 20 per cent. 
Decreases are expected on only three commodities: Fresh 
vegetables other than potatoes, 20 per cent; gravel, sand and 
stone, 15 per cent, and cement, 3 per cent. 


ALLEGHENY REGIONAL ADVISORY BOARD 


At the September 13 meeting of the Allegheny Regional 
Advisory Board total railroad carloadings for the fourth quar- 
ter of 1939 were forecast as 16 per cent over the same period 
of 1938. 

Most significant increases were predicted in iron and steel, 
25 per cent; coal and coke, 15 per cent; brick and clay products, 
15 per cent; and cement and cement products, 21 per cent. 

John D. Battle, executive secretary, National Coal Associa- 
tion, addressed the luncheon session on “The Coal Industry.” 
He said the need now was for the “railroad coal traffic depart- 
ments to take a broader view and operate on broader lines 
and proceed on the premise that a major part of their job is 
to aid in the retaining of present markets for coal and in 
developing new markets for coal in this competitive battle of 
coal with oil and gas and hydro-electric power.” 

Committee reports presented at the meeting included that 
of F. W. Rosser, general manager, Erie Railroad, railroad con- 
tact committee; E. C. Jepson, general traffic manager, Wheeling 
Steel Corporation, committee on freight car efficiency; J. C. 
Wells, chairman of the committee for the prevention of loss 
and damage and the encouragement of perfect shipping. A 
brief resume of current condition affecting export traffic was 
presented by F. J. Couse, foreign freight traffic manager, Balti- 
more and Ohio. 


PACIFIC NORTHWEST ADVISORY BOARD 


Freight carloadings in the fourth quarter of 1939 through- 
out the territory covered by the Pacific Northwest Advisory 
Board are expected to be 5.8 per cent above the actual carload- 
ings during the corresponding period of 1938, according to 
estimates submitted at a meeting of the board held September 
13 at Spokane, Wash. 

On the basis of these estimates, predicated on reports of 
shippers, carloadings of 32 principal commodities to be moved 
in the territory will total 200,345 compared with 189,286 ac- 
tually loaded in the fourth quarter of the past year. 

Commodities on which increases were forecast include 
cement and cement products, 38 per cent; brick and clay prod- 
ucts, 42 per cent; fertilizer, 58 per cent; lime and plaster, 37 
per cent; ores and smelter products, 35.9 per cent. Items ex- 
pected to decrease in carloadings included fresh fruits, 13 per 
cent; wool, raw and manufactured products, 28 per cent; fish 
10 per cent; castings, machinery and boilers, 11 per cent. 


A summarization of the commodity committee reports as 
submitted indicated that in the aggregate products of agricul- 
ture were expected to show a decrease of 4.8 per cent; animals 
and products, 4.8 per cent decrease; construction and building 
materials an increase of 8.4 per cent; products of mines an 
increase of 19.7 per cent; and manufactures and miscellaneous 
articles an increase of 16 per cent. 


Charles Donley, Pittsburgh, Pa., president of the National 
Association of Shipper Advisory Boards and a member of the 
Transportation Conference of the United States Chamber of 
Commerce, discussed the importance of the shipper advisory 
boards both to the shipping and receiving public and to the 
railroads. He also talked plans and arrangements for making 
them more useful in view of the changed business and eco- 
nomic conditions. Robert S. Macfarlane, western counsel, 
Northern Pacific, Seattle, Wash., addressed the joint luncheon 
sponsored by the Spokane Chamber of Commerce, Hoo-Hoo 
Club, and the Spokane Transportation Club on the subject of 
“Transportation Trends.” 


SOUTHWEST SHIPPERS ADVISORY BOARD 


Four hundred industrial traffic representatives and trans- 
portation officers of railroads are expected to attend the meet- 
ing of the Southwest Shippers Advisory Board at Fort Worth, 
Tex., September 28. The meetings, to be presided over by 
E. P. Byars, Fort Worth, general chairman of the board, will 
be held at the Texas Hotel. 

Victor H. Schoffelmayer, agricultural editor of the Dallas 
Morning News, will speak at a luncheon sponsored by the 
Traffic Club of Fort Worth and the Fort Worth Chamber of 
Commerce. His subject will be “Industrializing the Southwest 
Through Chemurgy.” Roscoe L. Carnrike, president, Binyon- 
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O’Keefe Fireproof Storage Company, will act as toastmaster 
at the luncheon. 

Particular attention at the meeting will be given to cur. 
rent business conditions and the outlook for the last quarter 
of this year. Commodity committee reports forecasting the 
last quarterly tonnages of the year will be released at the 
meeting. 

Meetings of the executive, contact, and joint loss and 
damage prevention committees will be held at Fort Worth 
September 27. General Secretary J. C. Murray, traffic man.- 
ager, Little Rock, Ark., Chamber of Commerce, will make the 
report of the executive committee. C. J. Stephenson, chair- 
man of the railroad contact committee, vice-president, Frisco 
Lines of Texas; H. B. Lockett, chairman of the joint loss and 
damage prevention committee and traffic manager, John Deere 
Plow Company, Dallas, Tex., assisted by vice-chairman D. §. 
Gage, superintendent claim prevention, Missouri Pacific Lines 
of Houston, will report for their respective committees at the 
regular meeting September 28. 


PERISHABLES IN BOX CARS 


The car service division of the Association of American 
Railroads in canvassing the railroads of the country with re- 
gard to restriction to be placed on the use of box cars for the 
transportation of perishable commodities in the periods, Oc- 
tober 15, 1939, to April 15, 1940, and November 15, 1939, to 
April 15, 1940. In the past, generally, only roads in the east 
have been parties to a circular similar to that now proposed, 
said W. C. Kendall, chairman of the car service division in a 
letter soliciting adherence of railroads thereto. 


The circular which is being submitted to the railro2zds 
follows: 


Between October 15, 1939, and April 15, 1940, railroads in list ‘‘A” 
and between November 15, 1939, and April 15, 1940, railroads in list ‘‘B” 
will decline to accept at stations on their lines, or from connections, 
perishable carload freight loaded in box cars, which freight may be 
subject to damage from freezing, unless one of the following provisions 
is complied with: 

Such box cars are properly protected by false floor and paper lin- 
ing, furnished by shipper, or by stove (or stoves) with man in charge, 
and bill of lading and waybill are endorsed ‘‘shipper’s protective serv- 
ice against cold’’; or if shipper does not elect to furnish protective 
service called for in item 1, bill of lading and waybill must be en- 
dorsed ‘‘accepted and forwarded at the request of shipper in a box 
car and at the risk of the owner because of such equipment.’’ 

Exceptions: (a) holly loaded in box cars, and (b) potatoes loaded 
in ventilated box cars when offered for shipment subsequent to March 
31, 1940, will be accepted by roads parties to this circular when destined 
to points on their own rails or on connecting lines which have agreed 
to accept. 

Heated cars moving without man in charge are subject to Rule 
510 of the perishable protective tariff and exceptions thereto. 





RAIL-LABOR CONFERENCES 


Members of the committees representing the railroads and 
the Railroad Labor Executives Association continued their 
joint conferences at the Union Station, Chicago, the week of 
September 18 (see Traffic World, Sept. 16, p. 572). Sessions 
were held on that day and the three following. Late Septem- 
ber 21 the conference adjourned without setting a date for 
reconvening. Other than to say that the work of the com- 
mittees, which is to reach, if possible, an agreement on the 
position the railroads and the rail labor unions are to take 
on the possible revision of the railroad labor act, and to iron 
out differences among the two groups as to the publicity policy 
to be followed by the National Railroad Labor Adjustment 
Board, was progressing, members of the committees refused 
to comment on what was said and done at the conferences. 
Several, however, expressed themselves to the effect that their 
work was “far from done.” The conferences, it was said, would 
be resumed “sometime in November.” 


MILWAUKEE ROAD CARS FOR AUTOMOBILES 


Trustees of the Milwaukee Road were authorized by Judge 
John P. Barnes in the federal district court at Chicago, Sep- 
tember 19, to expend $139,300 to enlarge 398 freight cars t0 
accommodate the 1940 automobile models. About $350 will be 
spent on each car. 

Due to the increased size of the 1940 models, it is necessary, 
the trustees said, to modernize the automobile loading devices 
and increase the height of a number of freight cars. Authority 
to make similar changes in 200 automobile freight cars was 
already given June 13, 1939. 

In their petition, the trustees said the road has 1,100 auto- 
mobile cars equipped with loaders that permit the loading 
of two automobiles in an inclined instead of in a_ horizontal 
position so that four automobiles of the smaller sizes can be 
loaded in a freight car. 
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RAILROADS AND WAR 
The Traffic World Washington Bureau 


Orders for about 25,000 freight cars have been or are about 
to be given by the railroads of the country on account of the 
prospects for better business, it was revealed at the meeting of 
the member lines of the Association of American Railroads, Sep- 
tember 19. a 

The gathering was in the nature of a meeting for the raising 
of funds for the accomplishment of a project of wide interest. 
Executives arose to report the roads they represented had 
ordered or were about to order so many cars. When the total 
of the announcements was ascertained it was 24,750. A number 
of executives, in reporting their plans, indicated that they 
thought they were understating the number that would be 
ordered; hence, the conclusion that the number was about 25,000. 

After the meeting a statement was issued in which the 
executives promised that there would be adequate transporta- 
tion for the country for any business now in prospect. 

The spirit of the meeting, practically everybody commented, 
was so different from that of other meetings in the last six or 
seven years that it would have been hard for a stranger to 
realize that, to a large extent, the composition of the assem- 
plage was substantially the same as, for instance, a meeting 
held late in 1933 or early in 1934. The spirit was one of op- 
timism. Those participating in the meeting authorized the fol- 
lowing statement: 


There will be adequate railroad transportation in the United States 
for any increased business now in prospect. To insure that this will be 
the case, the railroads are agreed upon a policy of putting into repair 
their cars and engines which have not been needed to handle current 
business. In addition, as traffic and earnings may justify it, additional 
equipment will be ready to meet demands which may develop. 

The railroads are putting themselves in readiness in advance of de- 

mand. They do this in spite of the fact that of late years traffic has 
not required and earnings have not been sufficient to permit them to 
keep all facilities in immediate serviceable shape. As they did in 1923, 
however, railroads have determined to spend money which they have 
not earned in order that they may meet a public need, on the faith 
that there will be hereafter a square deal in public transportation 
olicies. 
; The railroads enter upon this program with full knowledge that 
there are fewer freight cars and engines in the United States than there 
were in past years. Present-day equipment, however, has more capacity 
and greater efficiency than the larger number of units in which the 
business was handled twenty years ago. As compared with 1918, for 
example, the average car has eight tons more carrying capacity, and 
the average locomotive has 43 per cent more pulling power. Freight 
trains move more than 60 per cent faster, on the average, than they 
did then, and the hourly output of transportation of each train averages 
more than twice as much as at that time. 

When the United States government took over the operation of the 
railroads, at the end of the year 1917, there was much congestion and 
delay in the movement of freight. Naturally, this was referred to as 
“car shortage’’ and was ascribed to a supposed failure of railroads to 
move the tonnage. Actually, the failure was not in moving freight, but 
in unloading it. Cars were loaded for shipment to the North Atlantic 
seaboard when there was no place to unload them. As a result of this 
situation, largely beyond control of the railroads, yards and tracks for 
hundreds of miles back from the seaboard were choked with cars stand- 
ing under loads. Cars were used as places of storage instead of means 
of transportation, resulting not only in the loss of use of the cars but 
in congestion of tracks and terminals. 

War-time operations and the insufficient earnings of the 1921 de- 
pression produced a situation on the railroads not unlike that of today. 
In the spring of 1923, however, faced with the prospect of rising traffic, 
the railroads met, in much the same way in which they have met to- 
day, to consider ways and means of meeting, adequately, efficiently 
and economically, all anticipated demands of commerce. 


From that day to this, as one result of the program inaugurated at 
the meeting in 1923, there has been no general shortage of railroad 
transportation capacity on this continent. In several years since then 
the movement of freight has exceeded that of the peak of the war year 
of 1918, and in every case it has been handled without car shortage, 
congestion or delay. 


In 1929 the railroads handled 19 per cent more business than in 
1918, with no increase in the number of cars. Further increases in op- 
erating efficiency make it possible now to handle a 1929 business with 
350,000 fewer cars than were used in that year, or a 1918 tonnage with 
600,000 fewer cars than were required then. 


This is due in part to the tremendous investment which has been 
Made since 1923 in better railroads—not only better cars and engines 
but, of equal or greater importance, better tracks, better bridges, bet- 
ter signals, better terminals, better shops, better facilities of all sorts. 
Approximately nine billion dollars has been spent for such purposes, 
resulting not only in better service but also in great gains in efficiency 
and economy. 


The greater capacity of today’s railroads is due also to improved 
methods of operation. In part these are made possible by better plant 
and equipment; in part by the new methods of controlling the flow 
of traffic which were developed out of experience and are made effective 
through the organized and active cooperation of shippers and railroads. 

A distinct factor in the changed conditions of railroad operation are 
the thirteen regional Shippers’ Advisory Boards. These boards, which 
were created in meeting the difficult transportation situation of 1923, 
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have continued their active work and are today thoroughly organized 
as agencies of cooperation. 


Terminals and tracks will be kept open, and cars will be kept mov- 
ing, should any tendency to congestion show itself, through the nation- 
wide permit system of the Association of American Railroads developed 
since 1920. This system will prevent the accumulation of freight in cars 
beyond the ability of the receiver to unload promptly. Similar regula- 
tions no doubt will be applied by the appropriate government author- 
ities to government freight, if need should arise. 


The railroads are and will continue to be ready to meet national 
needs. 


An additional statement said: 

New freight cars placed in service or ordered by the American 
railroads in 1939 will exceed 46,000 according to plans disclosed at the 
special meeting. This includes approximately 25,000 additional new cars 
whose purchase is planned, and 21,260 new freight cars already ordered 
or placed in service during the first nine months of 1939. 

In addition to the purchase of new equipment, all railroads are 
undertaking to repair immediately cars and engines which have not 


been needed to handle current business but which may be needed for 
increased business in prospect. 


Determined that conditions created by the war in Europe 
should not find the ralroads unprepared if possible precautions 
could prevent, the board of directors of the Association of 
American Railroads, at a special meeting September 15 called 
a meeting of the member roads to be held in Washington Sep- 
tember 19. In homely language, the directors deemed it ad- 
visable that the members hold an experience meeting. That, 
however, was not the language employed by J. J. Pelley, presi- 
dent of the association in making a statement concerning the 
meeting of the directors. He said: 


The Board of Directors of the Association of American Railroads, 
meeting today to consider business prospects and the transportation 
situation, agreed unanimously that the railroads of the United States 
can and will meet any anticipated demand for transportation. 

The railroads are at work now on necessary repairs to cars and 


locomotives. As need develops for additional equipment, it wili be 
available. 


A meeting of the member roads of the association will be held in 
Washington on Tuesday, September 19, to give further consideration 
to the business and transportation situation. 

At today’s meeting, C. H. Buford, general manager of the western 
lines of the Chicago, Milwaukee,*St. Paul & Pacific Railroad, at Seattle, 
Wash., was elected vice-president of the association in charge of the 
operations and maintenance department, to succeed the late J. W. 
King. Mr. Buford has served the Milwaukee railroad as civil engineer, 


trainmaster, division superintendent, general superintendent, and gen- 
eral manager. 


_ In the consideration of business prospects and the transpor- 
tation situation the directors noted the increase in tonnage 
that was attributable to conditions created by the war and told 


of the work being done by their organizations to meet the de- 
mand for more transportation. 


As illustrating the situation E. E. Norris, president of the 
Southern said that that system was handling about 6,000 car- 
coads of freight a day which approached the 1930 level. C. E. 
Jeffers of the Union Pacific also called attention to the increase 
in tonnage and the necessity for handling equipment so as to 
take care of it, as illustrated in the recent car service order 
requiring return, without delay for intermediate loading, to 
the four western railroads the rails of which do not connect 
with those of railroads reaching the Mississippi River gateways. 


Other executives said the demand for transportation had 
required the recalling to work of employes who had had dis- 
couragingly small employment in recent months. The deter- 
mination was to keep ahead of the increase in business by 
every step possible. The discussion of ways and means to get 
out in front of the demand and stay there was the occupation 
of the directors at the meeting at which it was determined to 
get all the member roads into a meeting to impress on all 
that now was the time to get the machine in order by hurrying 
up steps that had been decided on to increase the rolling stock 
where that had been necessary even before the war demand 
began manifesting itself. Practically every railroad was be- 
lieved to have felt the impulse of larger tonnage and some of 
the roads that have been in the distress of declining tonnage 
and revenues to the greatest degree seemed to have felt it 
more than some others. The Erie, for instance, was reported 
to have shown an increase in the first eight months of this 
year of $6,400,000 in revenue over the same period in 1938 and 
an increase of $5,200,000 in net operating income. The Balti- 
more & Ohio increase, for weeks before the war tonnage up- 
swing, was also among those mentioned as a wonder. It was 
noted, too, that the good fortune of that carrier was coming 
just at the time when it was about to go into court, under the 
so-called Chandler act, passed at the last session of Congress, 
for the completion of its readjustment plan, the latter intended 


to avoid reorganization under section 77 of the national bank- 
ruptcy act. 
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As a result of the upturn in business and the outbreak of 
the war in Europe, the railroads of the United States, according 
to Chairman Jesse H. Jones, of the Federal Loan Administra- 
tion, have made commitments of about $125,000,000 for new 
equipment. About $25,000,000, he said, would be obtained from 
the Reconstruction Finance Corporation for financing equipment 
purchases. 

As he estimated, said Mr. Jones, the railroads were now 
considering an extensive equipment repair program which might 
cost $75,000,000. Earnings of almost all railroads, he said, had 
recently picked up. 

“The railroad outlook now is much more favorable than it 
has been in recent years,” said Mr. Jones. 

“T don't think there is any doubt about it,”’ said the chairman, 
by way of comment on recent statements by the Association of 
American Railroads that the railroads, by repairing present 
equipment, could handle 50 per cent more traffic. “The railroads 
are thoroughly alive to their responsibility in this emergency, 
if this can be called an emergency. Equipment can be repaired 
fast enough to meet whatever demands may be made on the 
carriers.” 

The Reconstruction Finance Corporation, said Mr. Jones, 
had made commitments, that is, promises, of about $25,000,000 
to the Illinois Central, the New York Central, the New Haven, 
and the Erie for equipment purchases. It had not been deter- 
mined exactly, said he, how much would be spent by each of the 
carriers mentioned. About fifteen other railroads, said he, had 
placed orders for new equipment but would not ask RFC aid in 
financing their purchases. Mr. Jones expressed the opinion that 
the railroads had done “a pretty good job with their lean rev- 
enue” of the past two years. He called attention to and empha- 
sized the fact that no major railroad had gone into bankruptcy 
or reorganization since January, 1938. He expressed the view 
that, although the RFC had at least $100,000,000 still available for 
loans to railroads, the carriers would be able largely to finance 
repairs to equipment from current funds. So far, he said, the 
RFC had not been asked to make any such loans. 

“We would like to see repairs made as soon as possible,” 
said he. “In the first place this would create jobs. Also it would 
make equipment available if needed.” 

In addition to equipment orders already placed the chairman 
said he expected the railroads to place further orders in the 
near future. By coordinating the services of the various govern- 
ment lending agencies in the federal loan group, Mr. Jones said 
that thirty-nine additional offices in various parts of the country 
had been made available for the reception of RFC business loan 
applications. 

The upturn in business and demand created by the war was 
believed early this was responsible for a number of “tight” 
car situations. The word “shortage” would not be warranted in 
connection with those situations, it was asserted among car 
service officials. One of the “tight” car situations this week 
pertained to Class A box cars in Kansas and Nebraska on the 
lines of those carriers the rails of which do not connect with 
those of eastern railroads at the Mississippi River; another per- 
tained to coal cars in the eastern part of the country; and the 
third was in the matter of supply of stock cars in Texas. 


RAILROAD EARNINGS 


Preliminary reports from 90 Class I railroads, representing 
80.8 per cent of total operating revenues, received and made 
public by the Association of American Railroads, showed that 
these railroads, in August, 1939, had estimated operating rev- 
enues amounting to $276,948,929, compared with $254,907,195 
in the same month of 1938, and $378,580,990 in the same month 
of 1930. Operating revenues of those roads in August, 1939, 
were 8.6 per cent above those for August, 1938, but 26.8 per 
cent below August, 1930, says a statement by the association, 
which added: 


Freight revenues of the Class I railroads in August, 1939, amounted 
to $221,389,396 compared with $203,518,072 in August, 1938, and $289,- 
057,567 in August, 1930. Freight revenues in August, 1939, were 8.8 
per cent above the same month of 1938, but 23.4 per cent below the 
same month in 1930. 

Passenger revenues in August, 1939, according to these preliminary 
reports from 90 Class I railroads, totaled $32,809,008 compared with 
$29,945,074 in August, 1938, and $56,453,249 in August, 1930. For the 
month of August, 1939, they were 9.6 per cent above the same month 
in 1938, but 41.9 per cent below the same month in 1930. 


Eastern District 


Thirty-five Class I railroads, representing 89.8 per cent of total 
operating revenues of the eastern district, in August, 1939, had esti- 
mated operating revenues of $148,476,738 compared with $128,442,823 in 
August, 1938. and $203,512,672 in August, 1930. Operating revenues of 
the 35 Class I railroads in the eastern district in August, 1939, were 
15.6 per cent above the same month in 1938, but 27 per cent below 
August, 1930. 

Freight revenues of those railroads in August, 1939, amounted to 
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$116,770,877 compared with $99,510,667 in August, 1938, and $150,391,025 
in August, 1930. Freight revenues of those railroads in August, 1939, 
were 17.3 per cent above the same month in 1938, but 22.4 per cent 
below the same period in 1930. 

Passenger revenues of those roads in August, 1939, totaled $19,696. 
096 compared with $17,716,224 in August, 1938, and $34,678,609 in August, 
1930. Passenger revenues in August, 1939, showed an increase of 11.2 
per cent compared with August, 1938, but a decrease of 43.2 per cent 
compared with August, 1930. 

Southern District 

Nineteen Class I railroads, representing 67.7 per cent of total oper- 
ating revenues in the southern district had estimated operating revenues 
in August, 1939, of $26,667,688 compared with $25,699,530 in August, 
1938, and $33,207,060 in August, 1930. Operating revenues of the 19 
Class I railroads in the southern district in August, 1939, were 38 


per cent above those for the same month in 1938, but 19.7 per cent 
below August, 1930. 


Freight revenues of those railroads in August, 1939, amounted to 
$22,364,302 compared with $21,551,772 in August, 1938, and $26,595,965 
in August, 1930. Freight revenues of those railroads in August, 1939, 


were 3.8 per cent above the same month in 1938, but 15.9 per cent below 
the same month in 1930. 


Passenger revenues of those roads in August, 1939, totaled $2,461,860 
compared with $2,298,718 in August, 1938, and $4,233,341 in August, 


1930, being 7.1 per cent above August, 1938, but 41.8 per cent below 
August, 1930. 


Western District 


Thirty-six Class I railroads, representing 75 per cent of total oper- 
ating revenues in the western district, had estimated operating revenues 
in August, 1939, of $101,804,503 compared with $100,764,842 in August, 
1938, and $141,861,258 in August, 1930. Operating revenues of the 3% 
Class I railroads in the western district in August, 1939, were an in- 
crease of 1 per cent~compared with the same month of 1938, but a de 
crease of 28.2 per cent compared with August, 1930. 

Freight revenues of those railroads in August, 1939, amounted to 
$82,254,217 compared with $82,455,633 in August, 1938, and $112,070,577 
in August, 1930. Freight revenues of those railroads in August, 1939, 
were 0.2 per cent below the same month in 1938, and 26.6 per cent below 
the same month in 1930. 


Passenger revenues of those roads in August, 1939, amounted to 
$10,651,052 compared with $9,930,132 in August, 1938, and $17,541,299 in 
August, 1930. Passenger revenues of those railroads in August, 1939, 
were 7.3 per cent above the same month in 1938, but 39.3 per cent be- 
low the same month in 1930. 


SEABOARD EQUIPMENT PLAN 


The receivers of the Seaboard Air Line have applied to 
the Commission for authority to issue equipment trust certifi- 
cates for funds enabling it to buy fourteen passenger cars of 
the streamlined variety and nine Diesel locomotives. In 
Finance No. 12550 they ask for authority to issue equipment 
trust certificates for $2,300,000 to obtain the funds covering 
the cost of the equipment estimated to be $2,639,552. 

In Finance No. 12549 the company asked the Commission 
to approve the furnishing of $2,300,000 by the Reconstruction 
Finance Corporation by the purchase of the certificates. 


ROLLING STOCK ADDITIONS 


Class I railroads in the first eight months of 1939 put in 
service 12,481 new freight cars, according to the Association 
of American Railroads. In the same period last year Class I 
railroads put 7,502 in service. 

“New steam locomotives put in service in the first eight 
months of 1939 totaled thirty-two compared with 148 in the 
same period of 1938,” says a statement by the association. 
“New electric and Diesel locomotives installed in the eight 
months’ period this year totaled 134 compared with 92 in the 
same period last year. 

“Class I raikroads on September 1 had 8,779 new freight 
cars on order, compared with 8,892 on the same day last year, 
and 8,473 on August 1, 1939. 

“New steam locomotives on order on September 1, 1939, 
totaled sixty-three, compared with fourteen on September 1 
last year, and seventy-two on August 1, 1939. New electric 
and Diesel locomotives on order on September 1 this year num- 
bered thirty-one compared with twenty-six one year ago and 
forty-six on August 1, 1939. 

“Freight cars and locomotives leased or otherwise acquired 
are not included in the above figures.” 


REPRESENTATION OF EMPLOYES 


Finding that the engineers, firemen and hostlers engaged 
in the operation of the railroad, Mary Lee, constituted an appro- 
priate unit, the National Labor Relations Board has announced 
certification of the Brotherhood of Railroad Trainmen to repre- 
sent conductors, flagmen, brakemen, switchmen, and yard fore- 
men, and the Brotherhood of Locomotive Firemen & Engine- 
men to represent engineers, firemen and hostlers, as the 
sole collective bargaining agencies at the Sloss Sheffield Steel & 
Iron Co., Birmingham, Ala. 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


(No anonymous communications will be published and writers must identify themselves.) 





TRUCK AND RAIL TRANSPORTATION 


Editor The Traffic World: 

Perusing your September 2 number, I came across a letter 
by Irving Opert, a trucking representative. It was a glib 
piece of propaganda, the writer attempting to camouflage it 
in mock impartial analysis of rail and truck differences. 

The author claims he does not touch upon biased or argu- 
mentative statistics. What about that figure he mentions early 
in his letter that three and one-half million people are cur- 
rently employed in the trucking industry? No student of 
transportation is so gullible as to accept such a gag. 

His statement, “cutting of rates and of crying ‘wo’f’”’ is 

a boomerang. Who started this cycle of rate cutting? The 
truckers. They fix their rates on the basis of rail rates, cutting 
just low enough to attract the traffic from the rails. And 
where does this leave the “consuming public?” Transporta- 
tion has been greatly over-expanded, with the result that a 
smaller amount of business is spread over an-increase in plant. 
Only an increased cost of transportation can result to the 
consuming public. It may not always come through rates 
but it does come through increased taxes. Witness our pres- 
ent tax dilemma. 
~ He goes on to say that “for years it was understood that 
less-carload traffic was not desirable for the railroads * * * 
less-carload business, to them, was looked upon more or less 
as a necessary evil.” Does he intimate that the railroads should 
hand over all their 1. c. 1. business to the trucks? As a traffic 
representative, he should know that truckers don’t’ want all 
l. c. l. traffic because they go after the high class stuff only 
that pays high rates. They are pick and choose haulers; they 
are not in the general transportation business. 

I agree with his paragraph concerning the limiting of truck 
hauls by law. Such a law is not necessary. Give the rail- 
roads a square deal and the length of hauls will take care of 
themselves. 

The railroads need not have the airlines, the motor car- 
riers, and the water carriers arbitrarily relegated to the back- 
ground and their purpose is not such. All they ask is equality 
of freedom and opportunity to do business and compete with 
other forms of transportation that are obviously subsidized. 
Given this, they will hold their own. 

It looks as though recent rate cases, wherein the Inter- 
state Commerce Commission found the railroads to have a cost 
advantage over the trucks, is causing the trucking people to 
“put on the heat” in an effort to retain their unfair advantage 
as long as possible. 

W. K. Dice, Traveling Car Agent, 

New York, N. Y., Sept. 15, 1939. | New York Central System. 


TRANSPORTATION COORDINATION 


Editor The Traffic World: 

Your editorial, “Transportation Coordination,’ September 
9, was particularly interesting because of a circular letter 
received a few days before from the Freight Consolidators and 
Forwarders Institute on the subject of the freight forwarding 
Investigation and truck proportional rates. 

You said if business enterprise was not entirely dead, 
there would be opportunity to bring about coordination gen- 
erally, once the question of whether or not the trucks are 
paying a fair rental for use of the highways is disposed of. 

It seems to me business enterprise cannot operate under 
present conditions. 

The forwarding companies are not regulated. Their busi- 
ness has been built largely on the economy of moving large 
quantities of freight between large cities and fanning it out 
to smaller cities and towns by truck on proportional rates 
much less than the local rates. Now the motor carrier act 
tequires payment of the published rates and the I. C. C. will 
not allow low proportoinal rates for coordinated forwarder 
truck service. The Commission condemns the rail carriers 
for allowing the forwarders to do things they should do them- 


selves and, at the same time, closes the door to one form of 
very economical transportation. 

It would seem to me that a first step would be regulation 
of the forwarding companies. This is not a brief in their be- 
half, but the fact remains that they had the business initiative 
(even though they have many faults) and now this very initia- 
tive, which has shown the way to actually coordinate, is to be 
blocked. 

The act allows the publication of joint motor-rail rates, 
but the rail carriers have not taken advantage of it except in 
isolated instances. Why are they holding back? If the forward- 
ing companies are a legitimate part of our transportation sys- 
tem, why not put them in the act and allow through joint 
rates, regulated by the Commission, by any form of. trans- 
portation? If they are not a part of the scheme of things, 
why are they now in existence? It would seem that their very 
being is answered in one sentence. They have coordinated 
transportation and grown on the economy of such coordination. 

I do not know what influence the rail carriers have with 
the forwarders. It is generally known that they have a large 
stock interest. It would, therefore, seem that the: baby the 
railreads have nourished will become very anemic before long. 
Will. the rail carriers stand by and do nothing, or will they 
arrange to give the public the service it has been accustomed 
to? 

- My guess is they will do nothing until their tonnage figures 
start to shrink and then ask for higher rates due to loss of 
tonnage and spend more money on propaganda trying to show 
how unfairly they are treated by truck “subsidies.” 

The Commercial Traffic Co., 

Cleveland, O., September 13, 1939. A. E. Whiteside. 


CASKIE DEALS WITH CRITICISMS 


A southern man, Commissioner Caskie, addressing a juint 
meeting of the Southern Traffic League and the Southeast 
Shippers’ Advisory Board at Birmingham, Ala., September 21, 
without an avowed purpose to that effect, gave an answer to 
complaints concerning the Commission’s supposed dilatoriness 
in dealing with interterritorial rate adjustments, which, in the 
view of critics, did not and do not afford justice to shippers 
in a given major rate territory. 

Commissioner Caskie, however, did not mention No. 27746, 
State of Alabama et al. vs. New York Central et al., commonly 
called the southern governors’ complaint, the only interterri- 
torial rate complaint the Commission has received. A pro- 
posed report has been made in that proceeding, it has been 
argued before the entire Commission and is now awaiting de- 
cision. 

“Most of you will agree, I believe,” said he, “that the 
past few years of the depression have hardly been an oppor- 
tune time for the Commission, upon its own initiative, to under- 
take to investigate and, if and in so far as it may be author- 
ized so to do under the. law which it administers, to readjust 
or otherwise harmonize the different levels of rates in the sev- 
eral major rate territories. To have embarked upon such an 
effort at a time when it had before it nationwide proceedings 
involving proposals to increase rates generally would have 
rendered worse confounded the then existing highly confused 
economic situation. 

“You will recall that the Commission late in 1936, or 
nearly three years ago, reopened the Southern Class Rate In- 
vestigation, upon petitions of your League, the southern state 
commissions, and others; but that the southern interests sub- 
sequently advised the Commission that on account of the 
unsettled economic situation they were not prepared to present 
evidence and otherwise participate in the reopened proceeding, 
and that they acquiesced in the rescission, without prejudice, 
of the order of reopening. 

“The Commission has never shirked its duty of considering 
and disposing of complaints presented to it, nor failed to in- 
stitute investigations upon its own motion when it appeared 
that such investigations were required in the public interest. 
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As evidence of this fact I need only refer to the announcement 
made by the Commission on August 1, 1939, which in part 
reads as follows: 


The Commission has, by appropriate orders instituted general in- 
vestigations of (1) class rates, rail and water, applicable in the United 
States generally, except in mountain-Pacific territory and on trans- 
continental traffic; and (2) freight classifications by rail and water, 
with a view to prescribing such rates and classification as may be found 
justified. 


“The Commission naturally expects the carriers and the 
representatives of the public to present at the hearings to be 
held in these important and far-reaching investigations in- 
volving, as they do, both intraterritorial and interterritorial 
rates, such evidence as will enable the Commission to arrive 
at proper conclusions. Most of you doubtless know that under 
settled principles of law, as laid down by the United States 
Supreme Court, the Commission cannot make orders requiring 
changes in rates without findings supported by substantial evi- 
dence. 

“There has been some complaint, also, that ordinarily too 
much time is consumed in the disposition of matters presented 
to the Commission for its determination. As you know, not 
infrequently the parfies themselves are responsible for many 
delays. Aside from this, much time necessarily is consumed in 
proper adherence to the fundamental requirement of the law, 
under which the Commission functions, that the ends of justice 
shall be met, involving, as it generally does, public hearings 
at which all concerned are afforded an opportunity to present 
pertinent evidence, and the duty of basing action on the records 
thus openly and publicly made. Nevertheless, the Commission 
recognized that criticisms of delays in the handling of its work 
were not entirely lacking in merit, and was desirous of remedy- 
ing this situation in so far as it was humanly possible. The 
new and additional duties and responsibilities which the Com- 
mission was given by the motor carrier act and by amend- 
ment to the bankruptcy act likewise indicated the need for 
some modification of the organization that had proved generally 
adequate and satisfactory before the enactment of these meas- 
ures, including some such modification as would operate to 
bring about a greater degree of uniformity of decisions of like 
matters in the regulation of the principal forms of transpor- 
tation now subject to the interstate commerce act.” 

The result of such thoughts as are mentioned in the pre- 
ceding paragraph, Commissioner Caskie indicated, had resulted 
in the reorganization, along functional lines, of the Commis- 
sion, which went into effect July 1, with his giving up of the 
chairmanship, the selection of Commissioner Eastman to be 
chairman for three years and the lengthening of the chairman’s 
term to three years. The plan of the reorganization, he said, 
was quite fully described in The Traffic World and other 
publications which he said he was sure most of which his 
hearers read. 


Commissioner Caskie, who said he was present when the 
organizations he was addressing were formed, said he had 
decided to ignore the so-called railroad or transportation prob- 
lem in talking to the league and committee because his hearers 
knew as much about them as those in Washington did. But 
he said he thought that perhaps his hearers would be interested 
in comments on the powers, duties and work of the Commis- 
sion, recent changes in its organization designed to improve 
its usefulness and “certain very comprehensive rate and classi- 
fication investigations instituted by it in the past summer.” 

One of the observations made by him when he called 
attention to the fact that while the Commission was in no 
sense a manager of the railroads or carriers by motor vehicle 
although necessarily its findings and orders resulted in some 
interference with management, it possessed few powers of 
which carriers subject to its regulation had expressed any 
desire to deprive it. That, he said, he thought was a rather 
clear indication that the Commission did not interfere with 
management any more than was necessary or desirable in the 
interest of either the public or the carriers. 

One criticism which he said had been the subject of a 
great deal of discussion in recent years had been that the 
Commission had failed to prescribe a national basis of rates 
which would permit equal development of all sections of the 
country. Whether that criticism was justified, he added, was 
for others to answer. But he pointed out that until about ten 
years ago freight rates in this country were more or less 
hodgepodge, lacking not only uniformity but any degree of 
consistency. The first moves toward uniformity, he observed, 
were the class rate investigations which dealt with major 
rate territories. Each of the class rate revisions, he said, 
necessarily reflected mainly a general leveling of the class 
rates theretofore in effect in the particular territory for which 
it was prescribed, and resulted generally in a consistent and 
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harmonious adjustment for that territory, with different levels 
in each major territory. 

“The question of whether the level of the class rates jp 
one of those major territories was consistent with or fairly 
related to that in another of these territories was not before 
the Commission and was not passed upon as such,” declared 
Mr. Caskie, who is a citizen of Alabama. 

It was with that description of the first step toward uni- 
formity, by means of the regional class rate investigations, that 
Commissioner Caskie led up to the declaration quoted in the 
second paragraph, which one so inclined might have taken as 
an answer to the complaints in Congress and elsewhere amount- 
ing to a charge that the Commission had not done an impor- 
tant part of its work—that of making just and reasonable 
interterritorial rates. 

In bringing his address to a conclusion, Commissioner 
Caskie called attention to one power possessed by the Com- 
mission, that of making car service orders to meet situations 
growing out of shortage of equipment, congestion of traffic or 
“other emergency.” He directed attention to the fact that that 
power was not confined to time of war or threatened war; also 
that the constitutionality of that part of the interstate com- 
merce act had been sustained by the Supreme Court of the 
United States. 


STATUS OF RAIL COAL MINES 


The quesion having been raised as to the employer and 
employe status under the railroad retirement acts and the 
railroad unemployment insurance act with respect to railroad 
affiliated or owned coal mines, the Railroad Retirement Board 
called a hearing on the subject for September 19 in Washing- 
ton, D. C. The proceeding involves the status of the following 
coal mining companies: Clearfield Bituminous Coal Corpora- 
tion, Cottonwood Coal Co., Keystone Mining Co., Northwestern 
Improvement Co., Railway Fuel Co., Republic Coal Co., Supe- 
rior Coal Co.,-Union Pacific Coal Co., and Valier Coal Co. 


NORFOLK SOUTHERN BUYS ENGINES 

The Commission, by division 4, has approved plans of the 
Norfolk Southern and its receivers to spend about $675,000 
for the acquisition of five steam locomotives, which, in the 
opinion of the receivers, the railroad needs. 

In Finance No. 12528, Norfolk Southern equipment trust 
certificates, division 4 authorized the company to assume obli- 
gation and liability in respect of not exceeding $607,000 of 
equipment trust certificates which are to be sold at par and 
accrued dividends to the Reconstruction Finance Corporation 
for the money needed to cover the purchase price not covered 
by the installment of cash the receivers will provide as the 
initial payment. 

In Finance No. 12529, Norfolk Southern receivers’ recon- 
struction financing, division 4 approved purchase of the certifi- 
cates, series B, by the RFC. 


RAIL WORKERS LOSE MILLIONS 

Using the not unknown dictum that too much wealth has 
been flowing into the hands of the few and too little into the 
hands of the many, Corrington Gill, Assistant Works Progress 
Administrator, in a recently issued book, has estimated that 
unemployment of men and machines since 1929 has cost the 
nation more than $200,000,000,000, of which a large share has 
been contributed by unemployed railroad workers. The author 
is of the opinion that the machine has been the principal de- 
stroyer of jobs. According to Mr. Gill’s views, the average 
railroad worker is now turning out 75 per cent more work 
than in 1920. The increase of efficiency of railroad workers, 
he said, was not a new thing. After 1923, according to his 
view, efficiency grew faster than traffic. As a result, his con- 
clusion was, men were laid off, so that in 1936 railroads had 
little more than half as many men engaged in maintenance and 
similar work as they had in 1923. Oxacetylene and electric 
welding, he pointed out, cut down the labor required for some 
jobs by from 60 to 95 per cent. Long trains were also, in his 
estimation, the killers of jobs, not to mention the lengthening 
of the runs of locomotives. 





FRISCO MAGAZINE IMPROVEMENTS 

As part of its program of public relations, the Frisco Rail- 
way has made changes and improvements in Frisco First, its 
magazine published by the traffic department for employes, 
shippers, travelers and others interested in the railroads. The 
magazine in the future will have a two-color cover and fourteen 
pages of news and features, emphasizing the business and in- 
dustrial possibilities along the line of the Frisco. Russe] Coulter, 
general traffic manager, will contribute a series of sales articles, 
and there will be articles dealing with employe affairs and 
stories and pictures of general interest. 
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Water Freight Classification and Rates 


Seventh of a Series of Articles on the Principles of Water Transportation by G. Lloyd Wilson, 
Professor of Transportation and Public Utilities, University of Pennsylvania 


water carriers in classifying freight and making freight 

rates, a primary distinction must be made between the 
tramp or contract carriers and line steamship operators. The 
practices of tramp vessel operators are sufficiently similar in 
the various branches of domestic water transportation—coast- 
wise, intercoastal, inland waterway and Great Lakes—and in 
the foreign trades, to warrant collectvie general discussion. 

Tramp vessels, as has been stated in previous discussions, 
are leased by the owners to charterers either directly or 
through the mediation of ship brokers or freight brokers on 
time or voyage charter parties. In fixing the rates or prices 
for the use of the vessels, entirely different considerations 
influence the prices from those that determine line water car- 
rier rates. Time charter party rates are usually leases, the 
prices of which are quoted in terms of the carrying capacity of 
the vessels—the deadweight tonnage—the difference in tons 
between the vessels’ displacement tonnages loaded, and their 
light displacement tonnages. The price a deadweight ton or 
the total sum at which the vessels are leased on time charters 
depends on the relative supply of vessels of the types and 
sizes required for the transportation of particular kinds of 
cargoes, and the quantities of various types of cargoes requir- 
ing transportation at the time the charter parties are nego- 
tiated and the opinions of the vessel owners and charterers 
with respect to what the supply of and demand for vessels 
and cargoes are likely to be in the periods in which the char- 
ters are to remain in force. 

Voyage charters are priced on the units of cargo trans- 
ported based on the carrying capacity of the vessels with the 
provision for the payment of “dead freight” for the deficiency 
in quantity of freight in cases where the quantity of freight 
actually shipped is less than the carrying capacities of the 
vessels used as the basis for the rates. 

The voyage charter rates are based on various units: (1) 
a long ton of 2,240 pounds; (2) a short ton of 2,000 pounds; 
(3) a metric ton of 2,204 plus pounds; (4) a bushel, in case of 
grain; (5) a thousand feet in case of lumber; (6) a bale; (7) 
a barrel; (8) a hogshead; or (9) a gallon, in case of liquid 
cargo. As a matter of interest, it happens that the unit of 
weight, the ton, was derived originally from a tun, a large 
tierce or cask of wine that weighed 2,240 pounds. 

Voyage charter party rates are determined by the supply 
of and demand for vessels and cargoes of different kinds that 
can be accommodated in the vessels of the type available for 
voyage charges at the various ports. If there are more avail- 
able bottoms at a particular port than cargoes to be trans- 
ported, the voyage charter rates tend to fall because of the 
competition of the vessels for the available cargoes offered. 
The rates may fall very low because, if the vessels cannot 
obtain cargo, they must go to other ports where cargoes are 
available. They must make these moves without revenue cargo. 
In fact, such a vessel must pay to obtain ballast in order to 
make it seaworthy. As vessels leave the ports, reducing the 
number of vessels, and as cargoes available for transportation 
remain constant or tend to increase, voyage charters tend to 
rise until the supply of cargo falls or until the number of 
vessels attached to the ports produces again a surplus of ves- 
sels in comparison to cargoes. This process of vessel and cargo 
surplus, deficit and equilibrium, goes on season by season, 
year by year, in all ports of the world, among vessels of all 
nationalities, and in connection with cargoes from and to ports 
on all of the “Seven Seas.” 

Voyage charter party rates are, therefore, subject to severe 
fluctuations, as changes take place in the conditions of supply 
and demand at various ports. These rates are highly individual, 
being influenced by the relative strength of the bargaining 
power of vessel operators and shippers of cargo, as reflected 
in the individual charter party contracts. Voyage charter 
party rates, quoted in rates a bushel, a ton, or other unit of 
cargo to be transported, are quoted, bid, and asked for present 
and future bookings by ship brokers and at exchanges where 
the commodities to be shipped are bought and sold. 

Overseas and domestic charter service rates in the United 
States are not subject to governmental regulation. 


Line Freight Rates 


Freight ratemaking by steamship lines in the overseas or 
foreign trades and in the domestic trades—coastwise, inter- 


[: undertaking to discuss the principles and practices of 


coastal, inland waterway, and Great Lakes—have certain fea- 
tures in common and a number of variations distinguishing 
the practices in one field from those in others. In order to 
discuss the rate principles and practices in these fields more 
concisely, it is desirable to discuss the points of similarity first 
and the aspects of variation later. 

As a rule, line steamship companies quote freight rates 
on several different bases: 


1. One hundred pounds, in case of class rates and certain commod- 
ity upon merchandise traffic. 

2. A unit of measurement—bushel, barrel, or bale—on special or 
specific commodity traffic. 

3. A ton—long, short, or metric—principally in connection with 
commodity rates on heavy cargoes, such as coal, case oil, and other 
bulk dry cargo. 


Space or Measurement Rates 


Generally, rates for steamship service based on weight 
units are subject to acceptance for transportation at “ship’s 
option—’”; that is, the option of the steamship operator to rate 
the goods either on the basis of actual weight or on the ‘“meas- 
urement-ton basis,’ whichever yields the carrier the higher 
revenue. Usually, 40 cubic feet are considered the space ton 
equivalent of a weight ton. A consignment of freight occupy- 
ing 400 cubic feet but actually weighing only 5 tons on a 
weight basis would be rated at 10 tons on the measurement- 
ton basis under the ship’s option. A vessel has just so many 
cubic feet in its holds to accommodate cargo. If light and 
bulky goods are shipped, all the space will be occupied with- 
out yielding, at weight rates, revenue adequate to defray op- 
erating expenses. Moreover, a vessel whose holds are filled 
with light and bulky freight may not have sufficient weight for 
safe navigation. Vessels in such cases are said to be “full but 
not down.” On the other hand, a vessel that has all the weight 
it can carry in very heavy compact freight that uses up all its 
weight carrying capacity but does not fill its holds, is said to 
be “down but not full or loaded.” The vessel is down to its 
deep-load line but the cargo spaces are not adequately filled. 
Ideal vessel cargo consists of a commodity of average density 
(weight a cubic foot of space occupied) or a proper distribu- 
tion of heavy or dense freight at weight rates, and of light and 
bulky freight, at space rates, so that it can be “down and full 
or loaded” with freight yielding the maximum revenue a weight 
or space ton. This idea is sought but not always achieved. 


Berth Cargo Rates 


Steamship lines often establish special low rates on com- 
modities of relatively low grades that cannot bear high rates. 
These rates are usually called berth cargo rates or berth freight 
rates. They are made on large lots of staple freight, such as 
canned goods, grain, cotton, linters, package or case oil, lumber, 
or similar commodities that often are transported by tramp 
steamers, with an understanding that the shippers will forward 
the freight to the steamship lines’ piers or terminals, there to 
be held until forwarded when the steamship lines have space 
and need additional cargo to fill the vessels. In some cases, the 
steamship lines agree to transport the cargo on or before a 
given date, or to transport certain minimum or maximum 
amounts a-sailing. These rates are used not only to assure the 
lines of cargo to supplement their ordinary traffic and to assure 
them of relatively well-loaded vessels, but also to meet tramp 
competition. 


Freight Rate Factors 


Virtually the same factors are considered by steamship 
lines as those that are taken into account by railroads, motor 
freight carriers, or other carriers in making their rates. The 
differences are in emphasis and degree rather than in nature 
and kind. The principal factors entering into the making of 
water transportation rates and charges include: 


1. The intrinsic value of the commodities a unit of weight or size. 

2. The spread or difference in the value of the commodities be- 
tween the value at the ports of shipments and the ports to which the 
goods are shipped, which measures the maximum value of the service. 

3. The inherent qualities of the articles, such as inflammability, 
danger of explosion or combustion, propensity to shrinkage or spoilage 
in transit, or similar inherent quality or vice. 

4. The need of the commodities for special handling, such as heavy 
lifting equipment on the vessels or docks, special police protection to 
prevent theft or pilferage; and other special treatment. 
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5. The need of special services such as the ventilation of the cargo, 
refrigeration service, protection against freezing, or other extraor- 
dinary services. 

6. Seasonal variations in the volume of traffic. 

7. The direction of the flow of traffic. This factor is particularly 
important in fixing rates upon return cargo, moving in the direction 
opposite the predominant flow of traffic. 

8. Competition among steamship lines for traffic. 

9. Competition of steamship lines with tramp or charter services. 

10. Competition of steamship carriers with other types of carriers, 
principally railroads or motor carriers in the foreign trades with adja- 
cent foreign countries or in the domestic trades. 

11. Market competition of sources of supply, or centers of distri- 
bution or consumption for the goods to be moved to national or inter- 
national markets. Steamship lines, for example, that operate between 
ports of the United States and South American ports, are in competition 
with vessels of European nations that ply between European ports and 
South American ports for traffic that can be bought by importers of 
South American countries from either United States or European pro- 
ducers of the same kinds of goods. 


Steamship freight rates generally are subject to seasonal 
and other fluctuations so that, in the absence of regulation, it 
may be said that international shipping rates fluctuate much 
more rapidly and widely than domestic steamship rates, which 
are subject to a greater or less amount of regulation by govern- 
mental regulatory bodies. In the international shipping services 
the conferences maintained by the carriers tend to stabilize to 
some extent the freight rates on the most important types of 
traffic on the important shipping routes. The conferences exert 
powerful influence on minimum steamship rates and, through 
pooling or other devices, tend to control competition, which, if 
not controlled, produces wide and sudden fluctuations. Freight 
rates are not published, as a rule, in the foreign trades, nor are 
tariffs filed with regulatory bodies. 


Domestic Line Steamship Rates 


Any attempt to summarize the classification and rate prac- 
tices among the domestic steamship lines must be undertaken 
with caution and with a careful distinction between the water 
line carriers engaged in coastwise, intercoastal, inland water- 
way, and Great Lakes trades. Few generalizations can be made 
that accurately apply to all these trades. 


Coastwise Line Classification and Rates 


Steamship lines engaged in service between ports on the 
North and South Atlantic, Gulf of Mexico, and Pacific seaboards, 
excluding those operating through the Panama Canal, custom- 
arily use the same system of classification of freight that is used 
by railroads and some motor freight carriers—the Consolidated 
Freight Classification. 


The line steamship rates in the coastwise trade between the 
ports served are often made differentially lower than all-rail 
rates between the same points. The differentials, in some cases, 
are percentages of the corresponding all-rail rates or, in other 
cases, differentials of a fixed number of cents a 100 pounds for 
the class or commodity rates. 


For example, a steamship line may fix all or a number of 
its rates on a percentage, let us say 80 per cent, of the all-rail 
rates between the same points, or it may fix its class and com- 
modity rates by deducting 20 cents or 10 cents a hundred pounds 
from the all-rail rates between the same points on the same 
classes or commodities. The amount of the differentials will 
vary depending on: (1) the relative time in transit over the 
all-rail and water routes; (2) the handling required over the 
water routes; (3) the location of the steamship piers as com- 
pared with railroad terminal locations; (4) drayage charges to 
and from the steamship piers as compared with similar charges 
to and from railroad depots; (5) the desirability of steamship 
as compared with railroad service in connection with the trans- 
portation of different commodities; (6) the danger of damage 
to the goods when moved by water compared with rail routes; 
(7) the relative distances of the water and rail routes. Gener- 
ally, water freight rates must be lower than rail rates on the 
same goods between the same points in order to induce traffic 
to move via water. 


Joint water-rail, rail-water, and rail-water-rail services and 
rates are maintained by coastwise water carriers in connection 
with rail lines serving the ports to and from which the water 
carriers operate and with the connections of these carriers. The 
joint through rates are divided among the rail and water car- 
riers on a number of different bases. Under one plan of division, 
the “non-concurrence plan,” the through rates from interior 
points to final destinations are published by the water carriers, 
who pay out of the through rates the full rates of the rail 
carriers from the points of origin to the ports and from the 
ports to final destinations. The water carriers receive for their 
shares of the through rates whatever is left after paying the 
railroad carriers their full rates and any unloading or loading 
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charges incurred at the terminals where the freight is inter- 
changed between the railroads and water carriers. 

A second plan is the so-called partial concurrence or par- 
tially concurring plan in which the water carriers and the rail- 
road connections at one end of the routes divide what is left of 
the through rates after paying the railroads at the other end 
of the routes their full rates between the interior points and 
the ports and any terminal charges at the ports. 

The third plan, or fully participating and concurrence plan, 
provides for the division of the through rates among the water 
carriers and the rail connections at each end of the water routes 
according to agreed bases. This plan is preferred by the water 
carriers and has been favored in recent decisions of the Inter- 
state Commerce Commission as equitable to rail and water 
carriers where through joint services and rates have been 
established. 

In its decision in the southern class rate investigation, the 
Commission held that joint rail-water-rail class rates made on 
the concurrence plan between points in Eastern Territory and 
interior points in Southern Territory were necessary and desir- 
able in the public interest and should be established, in lieu of 
the non-concurrence rates then prevalent, between such points 
in all cases where maximum reasonable rail-water-rail rates 
were prescribed by the Commission’s order in this case.’ 

I. C. C. 513), ete. 

The operation of the non-concurrence, partial concurrence, 
and full concurrence plans of making and dividing joint through 
rates between the rail and water carriers parties to the through 
routes can best be“illustrated by a simple example. A shipment 
originates at A, an interior points on a rail carrier, the X 
R. R. It moves to B, a port, where the freight is transferred to 
the O. S. S. Co., a water carrier, which transports the freight 
to C, a port, where the O. S. S. Co. has connections with the 
Y R. R. The freight is transferred at C to the Y. R. R. and 
is transported to D, an interior po‘nt served by that railroad. 

Let us assume the following rates: 


Leon aeate of ZR. BR. Brom A: 00 B....6 .sccvvccccces $0.50, 100 pounds 
Local all-water rate of O. S. S. Co. from BtoC....... 1.00, 100 pounds 
Local all-rail rate of Y R. R. from C to D............. .50, 100 pounds 
SEE ET EE ET ee .02, 100 pounds 
EE EE ee re en .02, 100 pounds 
Es owen wissanw sek bney dake hs sedans onan’ 2.00, 100 pounds 


If the O. S. S. Co. wishes to attract traffic to the rail-water- 
rail routes via X R. R., O. S..S. Co., and Y R. R., a rate 
differentially lower than the all-rail rate must be established 
from A to D. 

Let us assume that a rate of $1.60 a hundred pounds is 
established, 20 per cent below the prevailing all-rail rate. 

Under the “non-concurrence plan’ the O. S. S. Co. would 
pay to the X R. R. 50 cents, pay the unloading charge of 2 cents, 
pay the Y R. R. 50 cents, pay the loading charge of 2 cents, or 
a total of $1.04, and take for its share $1.60 less $1.04, or 56 
cents. 

If the partial-concurrence plan were used, we may assume 
that one of the railroads would agree to take 40 per cent of the 
remainder of the through rate after the full local rate of the 
other railroad and the handling expenses at one end of the 
route had been paid. Let us assume that the Y R. R. agrees to 
concur in this arrangement with the O. S. S. Co., allowing the 
O. S. S. Co. 60 per cent of the rate. The distribution would 
now be: 


X R. R. receives 50 cents, its local rate. 

The O. S. S. Co. pays the loading charge of 2 cents applicable at B. 

This leaves a remainder of $1.60 minus 52 per cent, or $1.08, which 
is divided so that the Y R. R. receives 40 per cent of $1.08, or 43.2 cents 
or 43 cents, and the O. S. S. Co. receives 60 per cent of $1.08, or 65 
cents. The Y R. R. and the O. S. S. Co. might divide the loading charge 
of 2 cents applicable at C, or either one might absorb it out of its 
portion of the remainder. 


The full-concurrence plan would differ from these other 
plans in that all three carriers would agree to divide the through 
rate or the through rate after deduction of the loading and 
unloading charges. Let us assume the former, and that the two 
railroads would accept 30 per cent each of the through rate 
and allow the O. S. S. Co. to receive 40 per cent of the rate. 
The divisions under this plan, assuming that the loading or 
unloading charges would be absorbed or divided after the divi- 
sion of the rate, would be as follows: 


X R. R. receives 30 per cent of $1.60, the joint rail-water-rail rate, 
or 48 cents. 


Y R. R. receives 30 per cent of $1.60, or 48 cents. 
O. S. S. Co. receives 40 per cent of $1.60, or 64 cents. 


The port-to-port rates of coastwise lines since September 
21, 1938, have been subject to regulation by the U. S. Maritime 
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Commission and these common carriers have been required to 
file tariffs of their actual rates with the Maritime Commission. 
The Interstate Commerce Commission has jurisdiction over the 
joint rail-water rates in the coastwise trade and also over the 
port-to-port rates of railroad-controlled coastwise water lines. 
In the coastwise trade the North Atlantic Steamship Confer- 
ence and the North Atlantic-Gulf Steamship Association influ- 
ence rate practices of the common carriers. 

The port-to-port rates or charges of contract carrier or 
tramp vessels operated in the coastwise trade, as has been 
stated, are not subject to public regulation. 


Inland Waterway and Great Lakes Rates 


Water carriers operating in the inland water service on the 
Mississippi River and its tributaries and on other navigable 
waterways in interstate common carrier services, and those 
operating in common carrier services on the Great Lakes estab- 
lish and publish rates on substantially the same bases as coast- 
wise water carriers and are subject to substantially similar 
regulations in interstate commerce. It is unnecessary, therefore, 
to discuss in detail the principles and practices of rate making 
of these water carriers. 

The water carriers in inland waterways services maintain 
joint through water-rail, rail-water, and rail-water-rail rates 
and divisions of rates on concurrence plans; the joint rail-water 
rates are published in tariffs filed with the Interstate Commerce 
Commission; port-to-port rates of the water carriers are now 
filed with the U. S. Maritime Commission; and freight is trans- 
ported subject to the Consolidated Freight Classification appli- 
cable also in connection with all-rail movements between the 
same points. 

Great Lakes common carriers maintain joint rail-lake, lake- 
rail, and rail-lake-rail rates on the same bases and subject to 
the same general regulations. In establishing joint inland water- 
way and rail rates the Interstate Commerce Commission has 
not ordered the carriers to establish such rates on bases differ- 
entially lower than all-rail rates where the short-line rail dis- 
tances to and from the ports where the traffic is interchanged 
with the water carriers is excessive as compared with the direct 
all-rail short line distance between the points of origin and 
destination of the shipments. The Interstate Commerce Com- 
mission has laid down criteria to be used in judging this excess 
of distance.’ 

The common carrier steamship lines engaged in domestic 
intercoastal shipping through the Panama Canal classify freight 
in much the same way as the transcontinental railroads with 
which they compete, modifying the Western Classification, Con- 
solidated Freight Classification, as do the railroads, by publish- 
ing exceptions to the classification and commodity rates. The 
intercoastal water carriers usually do not maintain joint rail- 
water routes or rates with rail carriers. 

Tariffs of interstate port-to-port rates made by the inter- 
coastal lines are now filed with the Maritime Commission as a 
result of the amendment in 1938 of the intercoastal shipping 
act, 1933. There are usually no joint rail-water, water-rail, or 
rail-water-rail rates maintained by intercoastal water carriers 
in connection with railroad lines, so that few tariffs naming 
joint rail-intercoastal rates are published or filed. However, 
the railroads serving the Atlantic, Gulf of Mexico, and Pacific 
seaboards publish and file with the Interstate Commerce Com- 
mission tariffs of proportional all-rail rates lower than the 
railroads’ normal rail rates to and from ports served by inter- 
coastal carriers to be used in connection with traffic that has 
moved or is to be moved by intercoastal steamship lines. 

There was no regulation of domestic port-to-port water 
transportatoin rates in the United States prior to the enactment 
of the shipping act of 1916, with the exception of the regulation 
of the port-to-port rates of water carriers controlled by rail- 
roads which was undertaken by the Interstate Commerce Com- 
mission after the enactment of the Panama Canal act of 1912. 

The shipping act of 1916 required that the maximum rates 
of common carriers by water be filed with the U. S. Shipping 
Board and that copies of all rate, service, and traffic agreements 
with other carriers or persons be filed. This included confer- 
ence agreements. The provisions of this act were innocuous 
because the carriers could file maximum rates and charge ship- 
pers any rates they pleased provided the rates did not exceed 
the maximum rates filed. 


Conditions in intercoastal rates became chaotic in 1930 and 
1931, and Congress enacted the intercoastal shipping act of 1933, 
conferring greater rate jurisdiction and authority on the Ship- 
Ping Board. Common and contract intercoastal carriers were 
required by this act to file rates with the Shipping Board and 
adhere to the schedules filed. Thirty days’ notice was required 





_ *Mississippi Valley Barge Line—Second Report, I. C. C. Ex Parte 
No. 99 (178 I. C. C. 224), August 14, 1931. 
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to be given to the board of any changes in rates by filing tariffs 
or supplements, except on specific authorization granted by the 
board to make such changes on shorter notice, and the Board 
had authority to suspend rates and charges contained in the 
proposed tariffs or supplements. No jurisdiction was conferred 
on the board with respect to minimum rates. 


In 1936, the merchant marine act created the Maritime 
Commission, an independent agency, and vested in it the powers 
that had been conferred on the Shipping Board and its suc- 
cessor, the Shipping Board Bureau of the United States Depart- 
ment of Commerce in 1933.° 


The intercoastal shipping act of 1933 was amended in 1938. 
The Maritime Commission was authorized by this act to pre- 
scribe minimum as well as maximum rates in l'eu of rates found 
by the Commission to be unlawful, in the intercoastal and coast- 
wise trades. The carriers are required to file with the Maritime 
Commission their actual port-to-port rates. 


The carriers in the intercoastal trades have had conference 
organizations since 1920. In that year the United States Inter- 
coastal Conference was organized. After several reorganizations 
it was dissolved in 1934. In 1936, the Intercoastal Steamship 
Freight Association was organized and is still functioning in 
the Atlantic-Pacific intercoastal trade in maintaining uniform 
rates and in stabilizing rates. The d‘fferential or “B” lines are 
permitted to maintain rates slightly lower than the standard or 


“A” lines on a limited number of commodities in west-bound 
service. 


In the Gulf of Mexico-Pacific trade. the Gulf Intercoastal 
Conference, formed in 1923, is still functioning, although it has 
been disbanded on several occasions, and the trade has been 
beset by trade wars, as was the Atlantic-Pacific intercoastal 
trade on several occasions. The Gulf Intercoastal Conference 
does not sanction any differential line rates. Two of the mem- 
ber lines have joint rates with rail and barge line service from 
points in the middle west to the Pacific Coast—exceptions to the 
general rule with respect to intercoastal water and inland 
carrier rate practices. 
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BIDS FOR SHIPS 


The Maritime Commission has announced receipt of bids 
from the Sun Shipbuilding & Dry Dock Co., Chester, Pa., Fed- 
eral Shipbuilding & Dry Dock Co., Kearny, N. J., Tamna Ship- 
building & Engineering Co., Tampa, Fla., and Ingalls Ship- 
building Corporation, Birmingham, Ala., for the construction 
of 20 of its C-2 type, single screw cargo ships. Illustrative of 
the bids received by the commission was one by the Sun Ship- 
building & Dry Dock Co., which submitted a fixed price basis 
bid of $2.941,780 and an adjusted price basis bid of $2,606,080 
for one direct drive. Diesel propelled vessel, or figures of 
$2,731,780 and $2,506,080 on a fixed price basis and an ad- 
justed price basis, respectively, for each of six direct drive, 
Diesel propelled vessels. 


The commission pointed out that previously it had con- 
tracted for construction of 20 C-2 vessels, several of which 
had been completed and entered in trans-Atlantic service. So 
far, it said. its building program included 108 ships ordered, 
of which 22 had been launched. 

The Maritime Commission has also announced the receipt 
of bids from the Newport News Shipbuilding & Dry Dock Co., 
Newport News, Va., Sun Shipbuilding & Dry Dock Co., Chester, 
Pa., Bethlehem Steel Co., Sparrows Point, Md., plant, Bethle- 
hem Steel Co., New York, N. Y., Quincy, Mass., plant, Ingall’s 
Shipbuilding Corporation, Birmingham, Ala., and the Moore 
Dry Dock Co., Oakland, Calif., for the construction of single 
screw, C-3 type, steam propelled cargo vessels, and others. 
Among the bids offered was one by the Newport News Ship- 
building & Dry Dock Co., which submitted bids of $3,990,000 
and $3,630,000, on fixed and adjusted price bases, respectively, 
for the construction of one single screw, C-3 type, steam pro- 
pelled, combination passenger and cargo vessel. Another bid 
offered was that of the Sun Shipbuilding & Dry Dock Co., which 
submitted figures of $4,324,500 and $3,931,500 on fixed and ad- 
justed price bases, respectively, for the construction of three 
single screw, steam propelled, cargo vessels of the type now 
being built for the Seas Shipping Co., Inc. 
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BARGE LINES’ STATUS INQUIRY 


Briefs have been filed with the Maritime Commission by 
the Mississippi Valley Barge Line Co., the American-Hawaiian 
Steamship Co., and the attorneys for the Maritime Commission 
in No. 540, in re Inland Waterways Corporation and Mississippi 
Valley Barge Line Co., a proceeding instituted by the commis- 
sion, on its own motion, into the status of the barge lines, in 
connection with its investigation and suspension of westbound 
rates on alcoholic liquors in carload lots in docket No. 539. 
The inquiry involved the lawfulness of the carriers’ rates, rules, 
and regulations applicable on alcoholic liquors from various 
ports served by them to New Orleans when destined to Pacific 
coast ports; the purpose of which was to determine whether 
the proportional rates published by the barge lines on cargo 
destined to or from Pacific coast ports should be filed with the 
commission pursuant to the provisions of section 2 of the in- 
tercoastal shipping act, 1933, as amended. 

The Mississippi Valley Barge Line Co., in asking for the 
discontinuance of the proceeding, said it firmly believed that 
it was not subject to the jurisdiction of the commission under 
either the shipping act, 1916, or the intercoastal shipping act, 
1933. That belief, it said, was grounded primarily on a con- 
viction that neither of the acts mentioned was designed to 
regulate carriers other than those which actually operated and 
transported property on the high seas or on the Great Lakes. 

The attorneys for the commission said that the record in 
the proceeding clearly showed that the barge lines had estab- 
lished with their proportional rates a through route with the 
Gulf intercoastal carriers between ports on the Pacific coast 
and the points on the Mississippi River system that were served 
by their barge lines and that accordingly the commission 
should make the following findings of fact and rulings: 


A through route has been established by the respondents in con- 
nection with the Gulf intercoastal carriers for the transportation of 
property between ports on the Pacific coast and points on the routes of 
the respondent barge lines. 

Any proportional rates established by respondents which are ap- 
plicable to through transportation between ports on the Pacific coast 
and points on the routes of such respondents, should be filed with the 
Maritime Commission pursuant to the provisions of section 2 of the 
intercoastal shipping act, 1933, as amended. 


‘The brief of the American-Hawaiian Steamship Co., like 
that of the commission’s attorneys, said that one of the facts 
to be determined was whether alcoholic liquors moving from 
Mississippi and Ohio River ports via New Orleans to Pacific 
coast ports under proportional rates as such shipments were 
physically handled, constituted a through route within the 
meaning of section 2 of the intercoastal shipping act, 1933. The 
steamship company said that if the movement of the commodity 
as outlined by the testimony did not constitute a through 
route, then there was no way for one to be established. 

The company further said that it might hardly be denied 
that alcoholic liquors originating in Cincinnati, O., and trans- 
ported therefrom by barge lines operating on the rivers and 
steamship lines operating from New Orleans to the Pacific 
coast, constituted “intercoastal commerce.” If it is “inter- 
coastal commerce,” the brief says, “then the barge lines are 
common carriers by water in intercoastal commerce and in 
accordance with the provisions of section 2 of the 1933 act 
must file with the commission all rates, fares and charges 
necessary to accomplish the movement of the intercoastal com- 
merce from origin to destination. It said that the commission 
should find that the term “common carrier by water in inter- 
coastal commerce” included the barge lines operating on the 
Ohio and Mississippi rivers when “intercoastal commerce” 
moved from origin points served by the lines destined to the 
Pacific coast, and that, therefore, tariffs showing the charges 
applicable on such traffic should be filed with the commission. 

The Inland Waterways Corporation in its brief in No. 540 
submitted that even if the existence of a through route could 
operate to bring it within the definition contained in the act 
and consequently under the jurisdiction of the Maritime Com- 
mission, the fact was that no such through route existed, ex- 
cept as to traffic which moved under the joint, single factor 
rate, which rates were presently on file with the commission 
and were not involved in this case. 


“It would indeed be difficult to conceive of a set of cir- 
cumstances more clearly demonstrating the absence of any 
through route than those here presented,” said the brief. ‘No 
express arrangement between the respondent and the ocean 
lines has been shown, and no common arrangement for con- 
tinuous carriage can be implied from the facts which the record 
discloses. On the contrary, these facts affirmatively show the 
non-existence of any such arrangement.” 

In the first place, the brief says, the tariffs of the inter- 
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coastal lines specifically provide that the rate to be applied for 
the portion of movement beyond New Orleans shall be the rate 
effective on the date on which shipment is received by the in- 
tercoastal carrier. Yet, it said, if a through route existed, the 
through rate, if a combination, would have to be made up of 
rates effective on the date when the shipment was originally 
tendered for transportation. In this connection it pointed to 
the Interstate Commerce Commission’s decision in Through 
Routes and Through Rates, 12 I. C. C. 163. In that decision 
the Commission held that where no joint through rate was in 
effect a combination through rate over a through route might 
be made up of any rates applicable on through transportation, 
the sum of the locals, or a proportional rate in and a local rate 
out, or two or more proportionals, or of any lawfully estab- 
lished rates which might be joined together to make a rate 
over the through route; but such combination through rate 
must be treated as a unit from the date of original shipment 
to the date of arrival at destination, and the rate applied must 
be the combination of the rates which existed on the date of 
original shipment. 

Secondly, the brief said, the traffic all moved on local bills 
of lading, either “car of” or “ex” the intercoastal carriers, and 
the shipper in no case made a contract with the respondent for 
the through transportation, but only for transportation over 
its line to the port of New Orleans where the shipment was 
consigned to the intercoastal line. Likewise, it added, the in- 
tercoastal line would not accept a shipment from the barge line 
unless it had previously been booked by the shipper himself. 

In addition to~these facts which affirmatively indicated 
the absence of any agreement or arrangement for continuous 
carriage, the brief said, was the complete absence of any facts 
which would tend to produce a contrary conclusion. 


SHIP CONSTRUCTION AWARDS 


The Maritime Commission has announced the award of two 
contracts, one to the Western Pipe & Steel Co., of San Fran- 
cisco, Calif., and the other to the Seattle-Tacoma Shipbuilding 
Corporation, Seattle, Wash., for the construction by each of 
five C-1 type, single screw cargo ships, at a price of $2,127,000 
a vessel. The price, according to the commission’s statement, 
includes the six per cent differential applying to west coast con- 
struction under the merchant marine act of 1936 and minor 
changes have been requested in the original specifications which 
are expected to result in a reduction below the contract price. 

The commission said that the awards brought to thirty-nine 
the number of C-1 cargo ships contracted for by the commis- 
sion since bids were received July 11, 1939. 

The Maritime Commission has announced the award of 
contracts for construction of six modified direct drive, Diesel 
vessels of its C-2 design to the Sun Shipbuilding & Dry Dock 
Co., Chester, Pa., at a price of $2,277,000 each. The vessels 
are 459 feet overall, 63 feet wide, have 13,900 tons displacement, 
cargo capacity of 7,549 tons, and a speed of 15% knots. 





STEAMSHIP FREIGHT RATES INQUIRY 


The Maritime Commission has instituted, on its own motion, 
in No. 550, in the matter of conference agreement No. 59, an 
investigation into the lawfulness and propriety of that confer- 
ence agreement and the rates, charges, rules, regulations, and 
practices of the parties thereto, members of the U. S. Brazil- 
River Plate Conference, operating from Atlantic and Gulf 
ports of the United States to ports in Brazil, Argentina, and 
Uruguay. The commission pointed out that abnormal conditions 
had been brought about in international shipping due to the 
existing European war, and said it appeared that parties to 
the conference agreement either had or would, in the near 
future, put into effect increased freight rates in the trades 
covered by the agreement, “notwithstanding no war exists 
between any of the countries within the scope of their agree- 
ment, or between any of said countries and any European 
country, against which action protest has been received. 

The following steamship companies have been made re- 
spondents in the proceeding: A/S Ivarans Rederi, Booth Steam- 
ship Co., Ltd., Houston Line (London), Ltd., International 
Freighting Corporation, Inc., Kawasaki Kisen Kaisha, Ltd. 
(“K” Line), Lamport & Holt Line, Ltd., Linea Sud Americana, 
Inc., Lloyd Brasileiro, Mississippi Shipping Co., Inc., Moore- 
McCormack Lines, Inc., and Mooremack South American Line, 
Inc. (American Republics Line), Munson Line, Inc., Nord- 
deutscher Lloyd (North Germany Lloyd), Norton Lilly & Co. 
(Norton Line), Prince Line, Ltd., Rederi Aktiebolaget Disa 
(Brodin Line), Wilh. Wilhelmsen (Wilhelmsen Steamship 
Line), Yamashita Kisen Kabushiki Kaisha (Yamashita Line), 
and Sprague Steamship Agency, Inc. 

The proceeding is to be assigned for hearing at such 
times and places as the commission may hereafter direct. 
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SHIP FREIGHT RATES AGAIN UP 


The Traffic World New York Bureau 


Freight rates were jumped September 19 approximately 

25 per cent on 14 steamship lines operating from New York 
and other Atlantic ports to the River Plate and Brazil. This 
advance affects tariff or non-contract items and the change in 
rates will go into effect October 1, it was announced by George 
F. Foley, chairman of the United States-River Plate and Brazil 
freight conferences. The advance is due to the war in Europe, 
it was stated. The increases vary according to items and in 
some cases a change has been made from weight to measure- 
ment. 
Among the changes are those affecting the shipment of 
coffee. Coffee rates northbound are raised to 83 cents a bag on 
passenger ships (“A” lines) and to 80 cents a bag on cargo 
ships (“B” lines), effective December 1. These compare with 
the present rates of 63 cents and 60 cents, respectively. Lloyd 
Brasileiro has a 58-cent rate which remains in effect until 
December 1. 

Mr. Foley said contract rates were effective through No- 
vember, with the exception of automobiles, on which the con- 
tract expires October 31. He told inquirers that all lines com- 
prising the conference hold active memberships in this group 
of carriers which was organized in 1932. Two services, the 
British Houston Line and the North German Lloyd are not 
operating at this time, due to the war in Europe. 

The action was taken by the conference after two weeks of 
study of the situation. It was interpreted as a move towards 
promoting the development of inter-American trade to make 
up for the trade which has been lost in Europe because of 
the war. 

In the meantime, the conferences received notice from the 
Maritime Commission that it has issued an order for a 
careful investigation of the advances made since, as it points 
out, the commission has a control over a situation where a 
freight rate shipping conference modifies or changes a price 
or rate agreement to which the commission has previously 
given its approval. 

A strike of members of the National Maritime Union, af- 
filiate of the C. I. O., which had tied up a number of American 
ships at New York for a week, was settled September 20 on 
a compromise basis. The men had demanded a bonus of $250 
each above their regular pay, individual life insurance policies 
of $25,000 each, and increases in ships’ personnel to compen- 
sate for the risks they asserted they would take in sailing into 
waters that might be mined or patrolled by submarines. The 
settlement offered by the operators, which was accepted the 
night of September 20, included a 25 per cent increase in pay, 
continuation of wage payments to sailors interned in foreign 
ports, transportation home for sailors whose ships are sunk, 
and indemnities up to $150 for personal property lost in the 
war zone. 

The delay of sailings from New York caused by the strike, 
not only prevented the hurrying of passengers and shipments 
to Europe, but the return of Americans stranded in England 
and France. The Escambion of the American Export Line, 
and the Scantates of the American Scantic Line, sailed Sep- 
tember 21, the day after the settlement. Six other vessels were 
released by the settlement and were expected to said shortly. 


WAR ALLOWANCES FOR SEAMEN 


The Maritime Commission announced, September 20, that, 
effective immediately, personnel on the vessels which it owns 
and operates through managing agents in the north Atlantic 
trades will receive an emergency increase of 25 per cent in the’r 
base pay. 

An allowance of $150 is provided for each man to cover 
possible loss of clothing and personal effects arising out of 
emergencies due to the present conflict in Europe. The com- 
mission has also provided that in the event of interment of any 
of its seagoing personnel base pay plus the additional 25 per 
cent emergency compensation shall continue for the period of 
interment, says the announcement, continuing it says: 


Announcement of this action, taken last week, was postponed in 
the hope that the controversy existing between operators and the Na- 
tional Maritime Union, which has delayed the sailing of several ships 
from New York, might be settled promptly. No conclusions having 
been reached in that dispute the Maritime Commission feels that in 
fairness to its own employes it should carry its plan into effect at once. 

The decision to allow the extra compensation on a percentage basis 
follows current government practice existing in both aviation and sub- 
marine services, as well as that which prevailed in the merchant fleet 
during the first world war. Particular attention is invited to the fact 
that this action by the commission is in the nature of a stop-gap cover- 
ing only the vessels operated by the Commission, pending action by 
the Congress on the whole problem of war risk insurance. 
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The commission on frequent occasions during the past two weeks 
has conferred at length with ship operators, union representatives and 
other interested parties in connection with maritime risks incident to 
the European conflict. The commission has informed those with whom 
it has conferred that it is without authority to enter the general war 
risk insurance business to cover adequately real or potential risks in- 
volving hulls, cargoes, or seagoing personnel. 

Such authority was requested by the commission on May 24, 1939, 
in legislation presented by the commission to the Congress. Favorable 
action not having been taken by the Congress at the last session, it is 
the commission’s hope to obtain passage of the same legislation at the 
forthcoming special session. 

Representatives of all interested parties have been informed of 
this fact during the informal discussions referred to above. Mean- 
while, however, inability of operators to obtain adequate insurance at 
anything less than prohibitive rates has created an extremely difficult 
situation within the industry, both as to personnel and property. 

A further complication arises with the question of how much, if 
any risk American shipping runs in operating on various routes which 
touch or approach waters contiguous to belligerent countries. 

The Maritime Commission has taken the position to date that no 
circumstance has arisen which would justify the conclusion that the 
American flag is not sufficient protection for American shipping in all 
waters. Consequently the measure of risk, if any, must of necessity 
be arbitrarily assessed. For this reason no conclusion for the industry 
as a whole has been reached to date between the operators and their 
seagoing employes. Both have appealed to the Maritime Commission but 
the commission has been forced to reply that it has no authority to 
define possible danger zones. 

The commission has bent every effort possible to protect seagoing 
personnel and the ships upon which they sail in connection with the 
return of United States citizens from abroad. Even in this emergency, 
however, the commission has been unable because of the lack of stat- 
utory authority to afford protection to the extent which some of the 
interested parties have felt was justified. It is hoped by the commis- 
sion that through the process of collective bargaining a solution may 
be reached between labor unions and steamship operators that may 
afford at least a partial remedy until the Congress has an opportunity 
to examine the situation and apply such remedy as it may determine 
that the circumstances demand. 

General increases in cargo and passenger rates which might offset 
the additional expense due to the conflict abroad have not as yet been 
instituted. This is an adjustment which is likely to be made within 
the next few weeks. If, in addition, the Congress should authorize 
the commission to undertake the writing of war risk insurance on 
such a basis as it has previously proposed, the commission is confident 
that a solution to the most pressing problems facing the American mer- 


chant marine could be promptly reached on a basis satisfactory to all 
interested parties. 


INTERCOASTAL RATE STRUCTURE 


“The paramount issue before the commission is whether 
one, or more than one, level of rates should be prescribed or 
approved and be observed by the operators of all classes of 
steamship services operating in the intercoastal trade between 
the Atlantic and the Pacific coast ports; whether the Gulf rates 
should bear any definite or fixed relation to the rates prescribed 
or approved from and to the Atlantic ports,” say the Board of 
Commissioners of the Port of New Orleans and the New Or- 
leans Joint Traffic Bureau in a brief filed with the Maritime 
Commission in No. 408, American-Hawaiian Steamship Co. et 
al. vs. Shepard Steamship Co. et al.; No. 514, intercoastal rate 
— and No. 524, mixed carload rule—McCormick Steam- 
ship Co. 

The brief of the New Orleans interests was the first re- 
ceived by the commission in these proceedings, following ex- 
tensive. hearings at Washington, D. C., New Orleans, La., San 
Francisco, Calif., and New York, N. Y., before Examiner R. M. 
Furniss. The briefs are due October 2. 

New Orleans said it could not see any necessity for the 
commission to exercise its minimum rate power and prescribe 
a minimum level of rates on classes and commodities between 
Atlantic and Pacific Coast ports. Instead, it recommended that 
the commission prescribe minimum differentials to be observed 
between the dates charged by the operators of different classes 
of service. 

“The undisputed facts and testimony of record show that 
there is no condition prevailing in the Gulf trade that would 
warrant the commission prescribing a minimum level of rates 
on any class or commodity between the Gulf ports and the 
Pacific coast ports,” says the brief. ‘“We are convinced that 
there should be two levels of rates prescribed or approved be- 
tween the Atlantic and the Pacific coast ports, one level to be 
observed and applied by the so-called “A” lines operating 
weekly service or better and a second or lower level to be 
observed and applied by the so-called “B” lines, including 
Shepard Steamship Co., whose services are less frequent and 
therefore less valuable to the shipper.” 

The differentials that should be prescribed and observed 
by the operators of different classes of services between Atlan- 
tic and Pacific coast ports, the New Orleans interests said, 
should not be so great as to give one class of service a monopoly 
or an advantage over the operators of another class of service. 
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They said they realized and appreciated the difficulty confront- 
ing the commission in attempting to prescribe a set of minimum 
differentials to be observed between the two classes of services 
which would place them on an equal and competitive basis and 
permit them fairly to compete one with the other for traffic 
moving or to be moved. 

Therefore, they suggested that for an initial trial period 
the commission prescribe minimum differentials between the 
so-called “A” and “B” classes of service, of 5 cents a hundred 
pounds for classes and commodities, carloads and less than 
carloads, subject to Official Classification rating of fourth class 
or higher, and 3 cents a hundred pounds for classes and com- 
modities subject to Official Classification ratings lower than 
fourth class; that the rates via the Gulf lines should in no 
case exceed the lowest rates prescribed, approved and/or ob- 
served between the Atlantic and Pacific coast ports for the 
same class or kind of traffic; and that the Gulf lines should be 
left free to publish lower local or proportional rates from 
and/or to the Gulf ports where they found it necessary or de- 
sirable to meet the competition of the transcontinental rail 
carriers. 

Should the commission, in the face of undisputed facts and 
evidence of record showing no need or necessity therefore, de- 
cide to prescribe a level of rates for the Gulf lines which “is to 
bear some definite or fixed relation to the rates prescribed or 
approved for the Atlantic lines,’ the New Orleans interests 
urged that the commission also include in its order the require- 
ment that the Gulf lines, particularly the Luckenbach Gulf and 
the Isthmian steamship lines, which serve both the Gulf and 
Atlantic ports, should also provide, in connection with their 
Gulf-Pacific coast port terminal rates, the same Pacific coast 
port and private dock deliveries as they provide or hold out to 


provide under their terminal rates published from the Atlantic 
ports. 


ACID PHOSPHATE BY WATER 


Asserting that the chartering of vessels in the intercoastal 
trade was having and would have a serious and demoralizing 
effect on the carriers regularly engaged in the intercoastal 
trade, the Intercoastal Steamship Freight Association has asked 
the Maritime Commission to suspend proposed rates on acid 
phosphate published to become effective September 25 in 
Flood Lines, Inc., tariff SB-I No. 1. 

According to the association’s petition, Flood Lines, Inc., 
has proposed a rate of $5 a net ton on acid phosphate (aci- 
dulated phosphate rock), super-phosphate in bags or in bulk, in 
minimum lots of 1,000 net tons from one port of loading on one 
ship free load and trimming at loading port (subject to prior 
booking arrangements), contractor to have cargo readily avail- 
able for immediate loading in accordance with booking arrange- 
ment made with carrier; and a rate of $3.50 a net ton on the 
same commodity in full cargo lots of 5,000 or more net 
tons, loading, trimming, discharging and terminal expense of 
loading and discharging for account of the cargo. The $3.50 rate 
is subject to a note saying “contractor agrees to provide berth 
at loading and discharging ports and to have same available 
immediately on arrival of steamer in accordance with advice 
furnished by the carrier or its agent.” 

The association said it was not opposed to the $5 rate, for it 
was the same as was published for account of its members as 
well as the American-Hawaiian Steamship Co. However, it 
said its protest was with respect to the description and condi- 
tions in connection with the rate. It said a close reading of the 
conditions led. one to believe that the only condition where 
“(subject to prior booking arrangements)” would apply was in 
connection with the free load and trimming at loading port. 
It said it might well be that in the circumstances the carrier 
might absorb the loading and trimming charges. It added that 
if this were done a lower resulting charge would be obtained 
than would apply in connection with similar shipments over 
the lines members of the association and the American- 
Hawaiian. 

“In other words, there exists the possibility that the Flood 
Lines, Inc., would have a distinct advantage over the other 
carriers by reason of this provision, inasmuch as they name 
the same rate as is published by the carriers members of this 
association,” says the petition. “No reason exists why they 
should have different conditions in connection with the applica- 
tion of the rate.” 

The association said it was understood that arrangements 
similar to those made by Flood Lines, Inc., with respect to a 
shipment of alcoholic liquors westbound and the chartering of 
the vessel for eastbound movement of lumber, were being made 
by that company for the handling of shipments of acid phos- 
phate “and that additional ships will then be chartered for 
eastbound lumber loading.” The association said it was also 
understood that the Flood Lines, Inc., had no vessels owned 
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outright by them engaged in the intercoastal trade, but that 
all of their operations so far and their proposed operations 
would be in connection with chartered vessels. 

With respect to the chartering of vessels in intercoastal 
trade the association pointed to the commission’s decision in 
docket No. 488. In the Matter of Intercoastal Charters, decided 
July 28, 1939, and said that the chartering of vessels would 
have a serious and demoralizing effect on the carriers regularly 
engaged in the intercoastal trade. 

The Davidson Chemical Corporation has asked the Mari- 
time Commission not to grant the request for suspension of 
the proposed rate on superphosphate filed by the Flood Lines, 
Inc., to become effective September 25. The company said it 
felt that regular lines would not have space available for 5,000 
tons of the commodity at one time. It said that in the event 
better business was offered to regular lines it would have to 
fall back on Flood Line’s service. 


HAWAIIAN INTER-ISLAND CASE 


Arguments revolving around the inclusion of the cost of 
the hotel property in Hawaii and the drydock in Honolulu in 
the valuation of the Inter-Island properties as a basis for the 
fixing of ocean rates, have been heard by the Maritime Com- 
mission in No. 471, in the matter of rates, fares, charges, regu- 
lations, and practices of Inter-Island Steam Navigation Co., 
Ltd., between points in the territory of Hawaii. The proceed- 
ing was instituted by the commission on its own motion, on 
complaints, to determine whether the rates, charges, regula- 
tions and practices of the respondent were in violation of the 
shipping act. 

The arguments were confined to exceptions to the proposed 
report of Chief Regulation Examiner G. O. Basham. He rec- 
ommended that the commission find that respondent’s rate 
structure as a whole was not unreasonable or otherwise un- 
lawful; that respondent’s Kona Inn and drydock plant were 
reasonably necessary in its common carrier operations and 
should be classified as common carrier property; that the value 
for rate-making purposes of respondent’s properties which were 
used and useful in the public service did not exceed $6,835,932; 
that the fair rate of return on such value did not exceed 7 per 
cent; and that the probable net income from respondent’s pres- 
ent rates would approximate $313,127 annually, which repre- 
sented a return of 4.58 per cent on the present value. The 
examiner said that the task of calculating future revenues 
and expenses was complicated by a reduction in passenger fares 
and a strike. He recommended that, after the issuance of the 
report on the record, that the proceeding be held open for the 
incorporation of evidence showing a year’s actual net income 
under — operations, “that is, for the year ending August 
31, 1939.” 

J. Garner Anthony, attorney for the Inter-Island concern, 
said that the valuation fixed by the examiner for the hotel 
and drydock properties was too low, and pointed out that the 
hotel and drydock operations were a necessary and integral 
part of the common-carrier operations of the company. 

David E. Scoll, the commission’s attorney, said that the 
commission should not consider, as a basis for ocean-rate mak- 
ing, the cost of the hotel and drydock properties. 

Vice-Chairman Woodward, who presided over the argu- 
ment, said that the record would be held open until a full 
year’s operation results were available, on the ground that the 
Pacific coast maritime strike of last year had adversely affected 
the operating results of the company. 





REGISTRATION OF VESSELS 


All collectors and deputy collectors of customs have been 
warned to satisfy themselves thoroughly as to the legitimacy 
of any application for the registration as a United States ves- 
sel of any vessel that has been owned by a citizen of a 
belligerant nation or has flown the flag of a belligerent coun- 
try, according to the Department of Commerce. 

In a memorandum signed by Commander R. S. Field, 
director of the Bureau of Marine Inspection and Navigation, 
attention was called to section 4189 R. S., as amended, which 
provides for the forfeiture of a vessel if her documents were 
knowingly or fraudulently obtained or used. 

“Collectors of customs are reminded that during a war 
in which this government is not a party, it is especially the 
duty of every collector of customs to use all available means 
to satisfy himself that the sale of a vessel is made in good 
faith and without fraudulent intent,” the memorandum said. 

“Attention was called to the fact that the sales of vessels 
of belligerents in time of war justify strict inquiry on the 
part of other belligerents and accordingly call for especially 
diligent inquiry by collectors of customs to whom applications 
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for registration are made,” says a statement by the depart- 
ment. ‘Customs officers were instructed that any clause in 
a sales contract enabling the seller to repurchase the vessel 
is sufficient cause to refuse to issue a register. 

“Instructions were given to transmit all papers in connec- 
tion with any such application regarding which there was any 
doubt, to the director of the Bureau of Marine Inspection and 
Navigation ofr his decision before any documents were issued 
to the vessel.” 


U. S. MARITIME SERVICE 


The Maritime Commission has promulgated new regula- 
tions, to supersede those of September 1, 1938, and later, gov- 
erning the establishment and operation of the United States 
Maritime Service (see Traffic World, Sept 16, p. 602). The 
regulations, which became effective September 1, provide, 
among other things, for the organization and administration of 
the service, prescribe the method of enrollment and the duty 
to be performed, fix the rates of pay in the various ratings and 
other matters relating to finances and supplies, provide for the 
designation of training stations and ships, and fix the periods 
of training for both original enrollment and subsequent courses 
of training. 


MINIMUM MANNING SCALES 


The Maritime Commission has adopted, pursuant to sec- 
tion 301 (a) of the merchant marine act, minimum manning 
scales to be observed on the steamships President Adams, 
President Garfield, President Harrison, President Hays, Presi- 
dent Monroe, President Polk, President Van Buren, President 
Coolidge, President Cleveland, President Lincoln, President 
Pierce and President Taft, subsidized vessels of the American 
President Lines, Ltd. They are to become effective on the first 
signing after October 1 of shipping articles for a subsidized 
voyage. 





BEETLE QUARANTINE REGULATIONS 


The Department of Commerce has announced that Septem- 
ber 19 restrictions on the movement of fruits and vegetables 
under the Japanese beetle quarantine regulations were removed 
for the season. Restrictions on cut flowers, however, remain in 
force through October 15. 

Under quarantine. regulations, certificates showing free- 
dom from Japanese beetle are required until October 16 on 
interstate shipments of certain kinds of fruits and vegetables 
from the entire regulated area, and on interstate shipments of 
fruits and vegetables of any kind via refrigerator car or motor 
truck from certain sections of the regulated area, said the de- 
partment. The order releases the fruits and vegetables from 
that requirement nearly four weeks earlier than is provided 
in the regulations. 

The regulated area includes Connecticut, Delaware, Mas- 
sachusetts, Rhode Island, New Jersey and the District of Co- 
lumbia, and parts of Maine, Maryland, New Hampshire, New 
York, Ohio, Pennsylvania, Vermont, Virginia and West Vir- 
ginia. A statement by the department says: 


Inspection of fruits and vegetables is necessary only during the 
period when adult beetles are in active flight. There is no risk that 
such products will carry the Japanese beetle after this active period, 
which is now apparently over throughout the regulated areas. During 
the last few days the department’s inspectors have found no beetles in 
fruits and vegetables. 

There is still danger, however, that the adult beetles may be trans- 
ported in cut ffowers. Therefore, restrictions on interstate movement of 


cut flowers and other parts of plants will remain in full force through 
October 15. 


Restrictions on the movement of nursery, ornamental, and green- 
house stock and all other plants (except cut flowers, aquatic plants, and 
portions of plants without roots and free from soil) are in force 
throughout the year and are not affected by this amendment. 


CIVIL SERVICE EXAMINATIONS 


The United States Civil Service Commission has announced 
open competitive examinations for principal. transportation 
economist, at $5,600 a year; senior transportation economist, 
at $4,600 a year; transportation economist, at $3,800 a year; 
associate transportation economist, at $3,200 a year; and assist- 
ant transportation economist, at $2,600 a year. The examina- 
tions cover optional fields in air transportation, highway trans- 
portation, inland waterway and coastwise transportation, ocean 
transportation, railroad transportation and general transporta- 
tion. Applications must be on file with the commission at 
Washington, D. C., not later than October 16, except when they 
are received from Arizona, California, Colorado, Idaho, Mon- 
tana, Nevada, New Mexico, Oregon, Utah, Washington and 
Wyoming they are to be on file not later than October 19. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1939, by West Publishing Co.) 





(Court of Appeals, Third Circuit.) The owner of small 
fleet of deck-load barges or lighters without motive power, one 
of which was “chartered” to towing company and loaded to full 
capacity with a cargo of sulphur, was a “private” and nota 
“common” carrier and was bound as bailee only to exercise 
reasonable care. (The Doyle, 105 Fed. Rep. 2d 113.) 

Charters of barges without motive power, accompanied by 
a bargee paid by the owner are “demises,”’ and the so-called 
charterer becomes owner pro hac vice.—Ibid. 

An owner chartering barge without motive power and with 
an attendant, to towing company to carry a cargo to barge’s 
full capacity, had duty to furnish barge in a state of seaworthi- 
ness.—Ibid. 

An unexplained sinking in calm weather imports “unsea- 
worthiness” of vessel.—Ibid. 

Evidence held insufficient to show that sinking of barge was 
due to contact with a submerged floating object so as to relieve 
owner of barge, who was a private and not a common carrier, 
from liability for loss of cargo.—lIbid. 

“Seaworthiness” is due care under the circumstances of the 
sea, and means that ordinary and usual circumstances must be 
anticipated and provided against, and does not mean that the 
unusual and the exceptional should be foreseen and guarded 
against.—Ibid. 

Evidence held to show that owner of private carrier barge 
was liable for cargo lost when barge sprang a leak and had to 
be beached, on ground that barge was unseaworthy in that the 
planking was rotten and that owner had knowledge of such 
condition.—Ibid. 

A charterer of private carrier barge was not liable for 
cargo lost when barge sprang a leak and had to be beached 
because of her unseaworthiness, consisting of rotten planking, 
where barge was loaded and showed no signs of leaking for 
about 20 hours before accident and condition of planking was 
ascertainable only on close inspection.—Ibid. 

To be binding, judicial admissions must be unequivocal.— 
Ibid. 

Judicial admissions may be disregarded in the interests of 
justice.—Ibid. 





(Circuit Court of Appeals, Ninth Circuit.)—Evidence relat- 
ing to taking of stability tests while vessel was at dock, to 
manner of securing deckload of lumber and to big wave at sea 
causing vessel to list to starboard and resulting in shifting of 
deck cargo, which was carried away when vessel took a further 
list to starboard after having momentarily righted herself, 
established that loss of part of a deckload of lumber was due to 
a peril of the sea for which no recovery could be had, and was 
not due to unseaworthiness of vessel or negligence of crew. 
ae Faas Ins. Co. vs. Hard-Wood Lumber Co., 105 Fed. Rep. 
2d ‘ 

Operators of vessel are not liable for a loss due solely to a 
peril of the sea and without negligence. Harter Act, sec. 3, 
46 U. S. C. A., sec. 192.—Ibid. 

An application in libel action for a rehearing and the taking 
of testimony of first mate of vessel was properly denied by trial 
court and renewed application was denied by Circuit Court of 
Appeals, where the second of mate’s two affidavits supported 
decree rendered, and explained why first affidavit did not cor- 
rectly state facts.—Ibid. 





(Circuit Court of Appeals, Ninth Circuit.)—A vessel owner 
violates statute making it unlawful for a vessel to be navigated 
unless she has a complement of licensed officers necessary for 
her safe navigation, if his vessel is navigated without its re- 
quired complement of officers. 46 U. S. C. A. sec. 222. (The 
Denali, 105 Fed. Rep. 2d. 413.) 

The statutory three watch requirement for mates on vessel 
of over 1,000 gross tons is not satisfied by having a complement 
of mates sufficient in number but who are required by the 
owner to stand on a two watch instead of a three watch divi- 
sion when vessel is being navigated. 46 U. S. C. A. secs. 222, © 
223.—Ibid. 

The word “watch,” in maritime parlance, has two meanings 
and refers to the division of the day into time periods of service 
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of the officers and crew, and also to the division of such per- 
sons for that service, and, by immemorial Anglo-Saxon mari- 
time custom, the time period of a watch never exceeds four 
hours.—Ibid. 

The congressional intent disclosed by statute relating to 
division of mates into watches was to make impossible the 
former “watch and watch” system in which the crew was 
divided into two watches, starboard and port. 46 U. S.C. A. 
secs. 222, 223.—Ibid. 

The statute relating to division of mates into watches, so 
far as concerns mates on watch in navigating vessel, prohibits 
her navigation if they serve more than eight hours a day. 
46 U.S. C. A. secs. 222, 223.—Ibid. 

Specific provision of statute providing a three watch eight- 
hour Il'mitation for mates while vessel is navigating prevails 
over general provision applying to all licensed officers limiting 
their services to 12 hours a day. 46 U.S. C. A. secs. 22, 223, 
235.—Ibid. 

The plain intent of statute requiring every vessel of 1,000 
gross tons and over to have in her service and on board three 
licensed mates, who shall stand in three watches while vessel 
is being navigated, was that for a steamer of over 1,000 gross 
tons there should be at least four officers, the captain and the 
three mates, who should share burden of navigating her when- 
ever any risk to the vessel was involved. 46 U.S. C. A. secs. 
222, 223.—Ibid. 

In vessel owner’s proceeding for limitation of and exonera- 
tion from liability, where vessel was wrecked by fault of navi- 
gation of substitute mate who was assisted by third mate and 
where both men were serving under a two watch system used 
in violation of statute, the owner of vessel had the burden of 
showing not merely that the two watch system probably did not 
but that it could not have contributed to the stranding of the 
vessel. 46 U. S. C. A. secs. 183 et seq., 222, 223; Admiralty 
Rules, 28 U. S. C. A. following section 723.—Ibid. 

In vessel owner’s proceed.ng for limitation of and exonera- 
tion from liability, where 62-year-old substitute for first mate 
had navigated ship for 12 hours rather than for statutory eight 
hours in preceding 24, the burden was on owner of vessel to 
show that the four-hour excess of effort in violation of statute 
could not have contributed to the stranding of vessel. 46 U. S. 
C. A. secs. 183 et seq., 222, 223; Admiralty Rules, 28 U. S. C. A. 
following section 723.—Ibid. 

In vessel owner’s proceeding for limitation of and exonera- 
tion from liability, where vessel was wrecked by fault of navi- 
gation of substitute mate who was assisted by third mate and 
where both men- were serving under a two watch system used 
in violation of statute, evidence was insufficient to establish that 
violation of statute could not have contributed to the disaster, 
and that the cargo was not lost by the owner’s fault. 46 U. S. 
C. A. secs. 183 et seq., 222, 223; Admiralty Rules, 28 U.S. C. A. 
following section 723.—Ibid. 


In vessel owner’s proceeding for limitation of and exonera- 
tion from liability, where evidence was insufficient to establish 
that violation of statute imposing three watch requirements for 
mates could not have contributed to strand'ng of vessel, if loss 
occurred without vessel owner’s privity or knowledge, burden 
of proof was on owner to establish absence of privity or knowl- 
edge. 46 U.S.C. A. secs. 183 et seq., 222, 223; Admiralty Rules, 
28 U. S. C. A. following section 723.—Ibid. 


In vessel owner’s proceeding for limitation of and exonera- 
tion from liability for loss of cargo of vessel wrecked while 
being navigated in violation of statute imposing three watch 
requirement for mates, under evidence disclosing that during 
entire voyage navigation of vessel was in violation of statute by 
act of owner’s management, and that violation was participated 
in by pilot acting as substitute mate as an agent commanded 
by the owner, there was both privity and knowledge on part of 
owner. 46 U.S. C. A., secs. 183 et seq., 222, 223; Admiralty 
Rules, 28 U. S. C. A. following section 723.—Ibid. 


In vessel owner’s proceeding for limitation of and exonera- 
tion from liability for loss of cargo of vessel wrecked while 
being navigated in violation of statute imposing three watch 
requirement for mates, burden rested on owner to show that 
its privity in and knowledge of violation of statute could not 
have contributed to the stranding of the vessel. 46 U.S. C. A. 
secs. 183 et seq., 222, 223; Admiralty Rules, 28 U. S. C. A. fol- 
lowing section 723.—Ibid. 

In vessel owner's proceeding for limitation of and exonera- 
tion from liability for loss of cargo of vessel wrecked while 
being navigated in violation of statute imposing three watch 
requirement for mates, evidence was insufficient to establish 
that owner’s privity in and knowledge of violation of statute 
could not have contributed to the stranding of the vessel. 
46 U. S. C. A. secs. 183 et seq., 222, 223; Admiralty Rules, 
28 U. S. C. A. following section 723.—Ibid. 
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In vessel owner’s proceeding for limitation of and exonera- 
tion from liability for loss of cargo of vessel wrecked while 
being navigated in violation of statute imposing three watch 
requirement for mates, where evidence was insufficient to estab- 
lish that violation of statute could not have contributed to 
stranding of vessel or that owner’s privity in and knowledge of 
violation of statute could not have contributed, owner was not 
entitled to limit its liability to owners of cargo. 46 U.S.C. A. 
secs. 183 et seq., 222, 223; Admiralty Rules, 28 U. S. C. A, 
following section 723.—Ibid. 

In vessel owner’s proceeding for limitation of and exonera- 
tion from liability for loss of cargo of vessel wrecked while 
being navigated in violation of statute imposing three watch 
requirement for mates, with regard to defense of Harter Act, 
providing limitation of liability for error of navigation, burden 
was on owner to establish concerning the vessel that it had 
exercised due diligence to make the vessel in all respects sea- 
worthy, and properly manned, equipped, and supplied. 46 U. §. 
C. A. secs. 183 et seq., 222, 223; Admiralty Rules, 28 U. S. C. A. 
following section 723; Harter Act sec. 3, 46 U. S. C. A. sec. 
192.—Ibid. 

In vessel owner’s proceeding for limitation of and exonera- 
tion from liability for loss of cargo of vessel wrecked while 
being navigated in violation of statute imposing three watch 
requirement for mates, owner was not entitled to invoke statute 
permitting limitation of liability for errors of navigation, where 
owner had exercised due diligence, in view of fact that there 
existed in all the owner’s Alaska fleet a customary violation of 
the three watch mandate for mates as was permitted to exist 
on the wrecked vessel. 46 U.S. C. A. secs. 183 et seq., 222, 223; 
Admiralty Rules, 28 U. S. C. A. following section 723; Harter 
Act sec. 3, 46 U. S. C. A. sec. 192.—Ibid. 

(Circuit Court of Appeals, Second Circuit.) An agreement 
to sell at intermediate port, if possible, to prevent further loss, 
cargo which had been wetted in extinguishing fire, loss to be 
made good in General Average, to which underwriters assented 
in so far as interested, reserved both question of whether ship- 
owner possessed right to enforce a settlement in General Aver- 
age, and also question of whether amount stated by adjusters 
as due from cargo was correctly computed, and under circum- 
stances did not constitute an agreement to settle all disputes 
by that method and to abandon all defenses. (Globe & Rutgers 
Fire Ins. Co. vs. United States, 105 Fed. Rep. 2d 160.) 

An arrangement for procuring the submission of a state- 
ment in General Average, or even the giving of a bond to secure 
payment of a contribution due General Average, does not 
normally prevent questioning either the existence or the amount 
of a General Average obligation.—lIbid. 

The United States, which, as owner of vessel, sought to 
recover from underwriters alleged General Average, expenses 
incurred in extinguishing fire which had damaged cargo, under 
“Jason” clause in contract of affreightment, had burden of 
proving due diligence in making vessel seaworthy.—Ibid. 

Evidence of frequent breakdowns during clear weather 
justified finding that United States as owner of vessel had not 
exercised due diligence to make vessel seaworthy, and that 
hence United States was not entitled to rely on “Jason” clause 
in contract of affreightment, for recovery of alleged General 
Average expenses, since under circumstances court was justified 
in ascribing breakdowns to defects existing at commencement 
of voyage.—Ibid. 

The statute exempting shipowner from liability for loss by 
fire unless fire is caused by design or neglect of such owner does 
not entitle shipowner to recover in General Average for loss 
occasioned by fire caused by unseaworthiness of ship, though 
fire is without fault or privity of owner. 46 U.S. C. A. secs. 
182, 190 et seq.—Ibid. 


A provision in contract of affreightment conditioning recov- 
ery of General Average on exerc’se by owner of due diligence 
to make vessel seaworthy precluded recovery of alleged Gen- 
eral Average expenses incurred in extinguishing fire caused by 
bursting of a fuel oil feed, where due diligence was not exer- 
cised.—Ibid. 

A cross-libel by the United States as shipowner to recover 
alleged General Average expenses was properly dismissed under 
the evidence, but dismissal was required to be without costs, 
and awarding of costs against the government was improper. 
—Ibid. 

In libel by underwriters as subrogees of shipper against the 
United States as shipowner and against the United States Ship- 
ping Board Merchant Fleet Corporation to recover prepaid 
freight and amount of damage to cargo by fire, wherein the 
United States alleged exemption from liability under statute 
exempting shipowner from liability for loss by fire unless fire 
is caused by design or neglect of the owner, evidence sustained 
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finding that fire was not caused by design or neglect of owner, 
and that hence owner was not liable. 46 U. S. C. A. sec. 182. 
- -Ibid. 

A warranty of unseaworthiness in contract of affreightment 
did not preclude shipowner from invoking statute exempting 
shipowner from liability for loss by fire unless fire is caused by 
design or neglect of such owner, in absence of evidence of intent 
in contract to relinquish benefits of the statute. 46 U.S.C. A. 
sec. 182.—Ibid. 


A shipowner was not deprived of right to invoke statute 
exempting shipowner from liability for loss of cargo by fire 
unless fire is caused by design or neglect of such owner, by an 
alleged unreasonable delay in sailing and by a deviation from 
usual course, in absence of causal connection between deviation, 
if any, and the fire. 46 U.S. C. A. sec. 182.—Ib‘d. 

A shipowner which, after wetting of coal cargo to extinguish 
fire, had increased hazard of spontaneous combustion and agreed 
with underwriters to sell coal at intermediate port on express 
stipulation that insistence on a refunding of freight by ship- 
owner was waived, was entitled to retain prepaid freight under 
express terms of contract of affreightment.—Ibid. 


Where company which operated vessel under contract with 
United States Shipping Board Merchant Fleet Corporation, and 
cargo owner had identical ownership and a number of common 
officers, and a single officer apparently controlled loading, re- 
pairs and itinerary of vessel, a delay in sailing and a departure 
from usual course was not a “voluntary deviation,” annulling 
contract of affreightment.—Ibid. 


CLASSIFICATION SIMPLIFICATION 


If the conferences on classification simplification held by 
the subcommittee of the traffic advisory committee of the Asso- 
ciation of American Railroads in other cities have followed the 
general lines of that held at the Union Station, Chicago, Sep- 
tember 21—and members of the committee said they had—not 
much of constructive usefulness in the revision of the classifica- 
tion along simpler lines is thought likely to result. 

Except for agreement on such broad generalizations as that 
the classification needed simplification, there were diametrically 
opposite views expressed by shippers on practically every point 
raised. Notable among the expressions with which all the as- 
sembled shippers seemed to agree was a statement by W. J. 
Williamson, general traffic manager, Sears Roebuck & Com- 
pany, in which he asked all those present to consider the prob- 
lem as Americans rather than as traffic managers. There was 
no sense in seeking advantages for particular shippers in a 
possible classification revision he said, because it was appar- 
ent to the broad minded that, unless something was don2 to 
rehabilitate the railroads—and a revision of the classification 
could do much to put them on a more equitable competitive 
basis with the trucks—there would be no more jobs for indus- 
trial traffic managers, because the government would take over 
the railroads, he said. 


“If that is done,’ he added, ‘“‘we will no longer be able to 
go before rate and classification committees and ask for things 
that we want and need. Instead, we will take what we are 
handed.” His statement met with a burst of applause. Another 
point on which there was agreement, was that any change that 
might be made in the number of existing less-carload classes, 
would have so to be made as not to increase the cost of trans- 
portation. A. H. Greenly, chairman of the subcommittee, who 
presided, said the railroads themselves felt that less-carload 
rates ought generally to be lower. 


Typical of the subjects on which opposing views were ex- 
pressed, was the question of possible revision of the classifica- 
tion packing requirements. Suggestions here ranged from the 
complete elimination of the packing rule, Rule 41, and the 
rebuilding of packing requirements “from the ground up,” to 
the insistence that the rule be left as it is. Although he d‘d not 
say so, Don Quinn, head of a testing laboratory, by quoting 
figures intended to show that concealed and unlocated damage 
on package freight was on the increase, created the impression 
that the existing rule might even be made more stringent. The 
real question, Mr. Greenly said, was as to whether the railroads 
ought to ease up on packing requirements, or whether an effort 
should be made to make the trucks step theirs up. Even on the 
question as to whether or not the railroad packing rule operated 
at present to shift traffic to the trucks, there was no agreement. 
Representatives of the packers insisted that that was so. One 
packer’s representative went so far as to say that, after all, 
thede was not much sense in asking the classification committees 
for anything, when all that was necessary in cases where the 
ratings and the rules of the classification d‘d not suit the ship- 
per, was to “buy a few trucks.” On the other hand, others said 
that packing requirements were not a moving factor in sending 
freight to the trucks. It was pointed out that, generally, ship- 
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pers who used both types of transportation, packed goods 
shipped both ways in the same containers. 

There were two views, also, as to whether or not there should 
be a reduction in the number of less-carload classes. Shippers 
whose traffic fell largely in one class said it made no difference 
to them how many classes there were. Others, like the mail 
order houses, insisted that the vast variety of merchandise they 
shipped argued for a revision into a fewer number of classes. 
Still others thought the shipping public might best be served 
by adding classes as the need for them arose. Most of those 
present agreed, however, that there was not much use working 
for uniformity of percentage relationships between first and 
lower classes in the three territories unless and until a uniform 
basis of rates was established in the three territor’es. 

H. A. Holopeter, traffic director of the Indiana State Cham- 
ber of Commerce, raised the point of reciprocity in the exchange 
of information. He said that, though the conferences were re- 
ferred to as “joint conferences,” all the information and sug- 
gestions were coming from the shippers. Members of the 
classification committees themselves knew most about the prob- 
lem and ought to unburden themselves to the shippers as to 
what they wanted to do with the classification, he said. Mr. 
Greenly said that his committee was simply investigating the 
possibility of simplifying the classification and that it had no 
views in the matter. It was trying to find out what the shippers 
wanted, he said, adding that, so far as the classification com- 
mittees were concerned, they were generally satisfied with the 
existing classification. One or two of the attending shippers 
also expressed that view. 

Other members of the subcommittee, who sat with Mr. 
Greenly, were E. H. Dulaney, of the Southern Classification 
Committee, and W. E. Prendergast, of the Western Classifica- 
tion Committee. Mr. Greenly represents the Official Classifica- 
tion Committee on the subcommittee. 


VALUE OF RULE 41 


A plea for the retention of Rule 41, the rule setting 
standards for fibre containers, in the Consolidated Classifica- 
tion, was made by A. L. Green, special representative, freight 
claim division, Association of American Railroads, in an ad- 
dress before the Ohio Valley Shippers’ Advisory Board at 
Dayton, O., September 14. The rule, he said, had been devel- 
oped after long years of experience and study and should not 
be lightly disturbed. It was intended primarily as a guide 
for the manufacturers of fibre containers, he continued, and 
“it has had a wholesome restraining influence on competition 
among boxmakers.” Its abolition, he said, “might quickly 
bring about chaotic competition resulting in inferior containers 
and greatly increased loss and damage.” 

He admitted that the rule was technical and complicated 
and “not readily comprehended by the laymen,” but said that 
was inevitable in a set of manufacturing specifications. The 
shipper, however, he added, “need not be concerned with the 
technical aspects of the rule except in so far as the boxmaker 
is required to print a certificate on each box to the effect that 
it complies with Rule 41.” When such a certificate appeared on 
the box, the shipper at present might be confident of the 
quality of the box, because its appearance on a box not up to 
specifications would constitute a violation of the federal fair 
trade practice law, he said. 

“It is the opinion of men who have spent their lives in the 
container business that fibre shipping cases as made today, 
under the provisions of Rule 41, do not contain an uneconomical 
and unjustifiable margin of safety,” he said. “It is also, I be- 
lieve, their general opinion that containers should be made as 
good, if not better, for movement by truck as by rail. Hence, 
if the rule were broken down, the truck, express and water 
carriers unquestionably would suffer from the resulting general 
drop of efficiency of fibre shipping cases equally with the 
railroads, shippers and receivers.” 

The rule, he admitted, was not perfect, but he insisted that 
the remedy was “not to break down what has been so painstak- 
ingly and intelligently built up, but to determine what, if any, 
changes are needed in the rule, without imparing its tre- 
mendous value and protection to all.” If and when the rule 
is best that can be made, there should be a unified effort to 
obtain its adoption by other forms of transportation than the 
railroads, he said. As evidence that such a plan would prove 
acceptible to the trucking industry, he pointed out that nearly 
540 motor carriers had already subscribed to a rule identical 
with Rule 41 in the Consolidated classification. 


MOTOR ORDERS STAYED 
The Commission, by division 5, has stayed until its further 
order the recommended orders made in the following motor 
carrier cases: 
MC 31486, Sub. No. 1, William A. Shields, extension of 
operations. 
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SCOPE OF CONTRACT MOTOR SERVICE 


A contract carrier by motor vehicle, in the opinion of the 
Supreme Judicial Court of Maine, does not compete in the per- 
formance of service with common carriers by motor vehicle. 
It has so ruled in Public Utilities Commission vs. Utterstrom 
Brothers, Inc., et al., Utterstrom Brothers, Inc., and others, 
being contract carriers employed by the Great Atlantic & 
Pacific Tea Co., called A. & P. by the court. 

The court has sustained exceptions taken by the contract 
carriers to a decision and order made by the Maine commis- 
sion. 

“The commission ruled,” said Justice Manser in delivering 
the opinion of the court, “that the respondents were operating 
in competition with common carriers and were performing sub- 
stantially the same or similar service and the respondents (con- 
tract carriers) were ordered to cease and desist from trans- 
porting freight and merchandise unless at rates not less than 
the minimum rates of common carriers.” 

The contract carriers took exception to that ruling and the 
Supreme Court sustained their exceptions. The practice in 
Maine, as shown by the opinion of the court, is for those who 
object to the decisions of the Maine commission to file excep- 
tions in the courts, to rulings and decisions of the Public 
Utilities Commission. 

The Great Atlantic & Pacific Tea Co., said Judge Manser, 
maintained many retail stores throughout Maine; that it owned 
and operated a warehouse at Portland and employed several 
contract carriers to transport over the highways merchandise 
to its stores. These contract carriers, said Judge Manser, were 
the respondents in the present case. On its own initiative, said 
he, the Maine commission ordered a hearing on the rates 
charged for transportation service by the contract carriers on 
the ground that they were less than those prescribed by the 
commission’s general order under the Maine statute. 

Two classes of service to shippers for the transportation 
of goods by the use of motor trucks on the highways were recog- 
nized and provided for by the laws of the state, said Judge 
Manser; one by common carriers operating over designated 
routes on fixed schedules and transporting the goods of any 
shipper. The other, he said, was the transportation service 
furnished to any individual shipper by a private contract car- 
rier. 

The position of the respondents, said the judge, was that 
they were not in competition with common carriers, that they 
did not render substantially the same or similar service as a 
common carrier and were therefore not within the purview 
of the act which related to rates. It was contended by the 
respondents, said the court, that there were fundamental dis- 
tinctions between the service rendered by them to the A. & P. 
and the service of common carriers. Being under no obligation 
to serve any one but the A. & P. an entirely different scheme 
of transportation was set up, continued the court in stating 
the position of the contract carriers. They served but one 
shipper. They were provided with full employment for their 
trucks by that shipper. The compensation paid, he said, was 
a matter of private contract satisfactory to both parties. There 
was but one paymaster. The work was more efficiently car- 
ried on, the respondents being not required to operate over 
regular routes or on fixed schedules. The trucks, said the 
judge in continuing the exposition of the view of the contract 
carriers, were operated on a schedule to meet the shipper’s 
needs, and practically twenty-four hours’ service was provided. 
Bread, fruit and perishable goods were routed for quick de- 
livery to the stores of the shipper in various localities, the 
A. & P. maintaining an organization and adopting methods to 
facilitate the transportation which lessened the cost of opera- 
tion to the contract carrier. i 

In addition, the contract carriers claimed the public was 
protected by the same regulations as to safety appliances, 
equipment, weight, height, load and operation of the trucks as 
applied to common carriers. The number of trucks on the high- 
way was not increased and might well be less. 


It was urged, said the judge, that the conveniences of 
highway transportation direct from warehouse to various stores 
with no other goods to carry and with no other deliveries to 
make, placed the service on an entirely different plane which 
could not be provided by common carriers. These distinctions, 
said the judge, with other elements mentioned, and recognized 
by the commission in its findings, it was claimed, demonstrated 
that there was no competition and no substantial similarity. 

The contract carriers further claimed that to compel higher 
rates would not transfer the business to common carriers as 
their service was not adapted to the needs of the A. & P. but 
would force the shipper to transport the goods himself via the 
highways to the destruction of their business, or, if such trans- 
portation proved infeasible, needlessly to add to the cost of 
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goods to the consumer. The contract carriers, the judge said, 
contended that certain statements of the commission in its 
finding and on which its conclusion that competition and simi- 
larity of service were shown demonstrated exactly the opposite. 


Respondents, the judge said, acknowledged that certain 
trucking concerns operating as common carriers furnished 
transportation to the A. & P., but asserted that the record 
showed that they were used but little as compared with the 
total volume of transportation and that such use was at con- 
siderable inconvenience to care for stores in a few scattered 
localities in areas not adequately served by the contract car- 
riers’ system, while the contract carriers were used to provide 
the great volume of transportation in other areas because the 
flexible nature of the system was peculiarly adapted to the 
needs of the shipper. Reference, said the judge, was also made 
to the findings by the commission that the personal relations 
between contract carriers and the company enabled delivery 
of merchandise in the absence of the consignee and that the 
system in general provided a savings in cost of the carriers in 
bookkeeping, collection of accounts, operation of terminals 
and solicitation of business and comment was that all these 
elements showed substantial dissimilarity of service. 


“These contentions of the respondents must be sustained,” 
said Judge Manser. “The finding of the commission is based 
solely and squarely upon the assumption that carriers who 
receive loads at the warehouse and transport them over the 
highways are engaged in substantially the same business, and 
that the transportation of goods for such a shipper as the A. & 
P. must be done at common carrier rates, regardless of the 
inability of common carriers to perform the service adequately, 
regardless of convenience to carrier, shipper and consignee 
alike, and regardless of cost or public welfare. 


“The legislature authorized both contract and common car- 
rier methods of highway transportation. It permits contract 
carriers to operate, receiving compensation mutually agreeable 
to the parties, so long as such contract carriers do not com- 
pete with common carriers in substantially similar service, yet 
every contract carrier and every common carrier must neces- 
sarily operate trucks on the highways, travel to the warehouse, 
procure loads and deliver goods to consignees, which acts or 
functions form, according to the reasoning of the commission, 
the criterion of similar service. It cannot be said to be the 
intent of the legislature that any contract carrier who exer- 
cises the right to load, transport and deliver goods, ipso facto, 
becomes a competitor of common carriers and performs sub- 
stantially the same service.” 


Judge Manser said the brief for the Maine commission 
relied on cases construing the discriminatory provision of the 
interstate commerce act in support of its action. He said it 
cited Wight vs. U. S., 167 U. S. 512, P. R. R. Co. vs. Interna- 
tional Coal Mining Co., 173 Fed. 1; I. C. C. vs. B. & O., 225 
U. S. 326, as restricting the interpretation of “like and con- 
temporaneous service in the transportation of a like kind of 
traffic under substantially similar circumstances and condi- 
tions” to the single element of carriage between given points. 


Judge Manser observed that the principles laid down in the 
cases sustaining the rulings of the Interstate Commerce Com- 
mission under the law prohibiting discrimination by common 
carriers in their dealings with their patrons were not regarded 
as controlling or as precedents by the federal body itself when 
it considered applications for contract carrier permits. He 
cited a number of cases to illustrate his point. 


Cc. M. F. A. ELECTS BUREAU BOARD MEMBERS 


A number of the motor carrier groups and conferences 
affiliated with the Central Motor Freight Association met at 
the Stevens Hotel, Chicago, September 21, and elected repre- 
sentatives to serve on the board of directors and the executive 
committee of the Central Motor Freight Bureau, rate bureau 
which handles rate matters in Central Territory for members 
of the association and for individual operators not affiliated 
with the association. Under the charter of the bureau, the 
association is entitled to a bureau director for each 25 of its 
members. It is also entitled to a member of the bureau’s ex- 
ecutive committee. 

Those selected at the meetings September 21 were: 


Herbert Olson, Illinois-Wisconsin group; Walter F. Mullady, Chi- 
cago-St. Louis group; Alex Scherer, Illinois intrastate group; Wil!'iam 
Britton, Illinois-Minnesota group; William McNamara, west Michigan 
group; Ray Wertman, suburban group; Joseph Welker, at large. Hold- 
over members representing the association on the bureau’s board are: 
Earl Cannon; P. E. Morgensen and C. F. Wellbacher. 


Harry F. Chaddick was elected to represent the associa- 
tion on the bureau’s executive committee. 
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September 23, 1939 


HOUSEHOLD GOODS WEIGHT BASIS 


Based on a conclusion that only a handful, seventy-five or 
fewer, out of 4,500 household goods movers who were seeking 
further delay in putting the cents by the hundred pounds way 
of measuring rates on household goods, the Household Goods 
Carriers Bureau, in Ex Parte MC 19, practices of motor com- 
mon carriers of household goods, has urged that no further 
delay be afforded in the weight rules adopted by division 5. 
That urging was done in an answer by the bureau to the petition 
for reconsideration, reargument and for postponement of the 
effective date of the order, filed by the Independent Movers & 
Warehousemen’s Association, Inc. 

The condition now existing in the household goods carrier 
industry, the bureau said, had been referred to as chaos. The 
evidence was abundant, said the bureau, that the condition was 
subversive to regulation and enforcement of the law. Full op- 
portuity, it said, had been afforded all members of the industry 
and of the shipping public to present evidence and argument. 
The petitioner, the bureau said, had participated fully in the 
production of evidence and in the argument. 

“It now changes its contention, apparently for the purpose 
of further delay,” says the bureau. ‘As shown by its prayers, 
jit seeks reconsideration, reargument, postponement and sub- 
stitution of a cubic foot system, which it either opposed or ig- 
nored at the hearing and argument. . . The industry, en 
masse, is preparing to comply with the rules as prescribed. .. . 
It is respectfully urged that there is no justification, either for 
further delay or alternative, and there is every justification 
for putting into effect the rules which have been prescribed 
for adequate enforcement of tariffs. There has already been a 
protracted and disastrous delay, and this delay should end.” 

Notwithstanding the objections of the bureau, the Commis- 
sion, after the answer had been filed, postponed the effective 
date of the order to October 23. 

The Commission, by Commissioner Caskie, has waived 
that part of Rule 5 (b) requiring symbols to be put in tariffs 
to indicate reductions or increases in charges so far as the pub- 
lication of tariffs of household goods movers are concerned. 
In a special permission in which the rule was waived the Com- 
mission said that in place of the symbols the carriers might 
make a notation saying “this tariff contains changes resulting 
in both increases and reductions which are not indicated as 
such as required by Rule 5 (b) of tariff circular MF No. 2 
and have been omitted in this instance under special permis- 
sion of the Interstate Commerce Commission No. M-18086 of 
September 13, 1939.” 


Saying that it concurred in the allegations made by the 
Household Goods Carriers Bureau, the Interstate Movers Tariff 
Bureau, Inc., has asked the Commission to deny the petition 
of the Independent Movers & Warehousemen’s Association for 
reconsideration and reargument and for postponement of the 
effective date, October 23, of the order in Ex Parte MC 19, 
practices of motor common carriers of household goods. 


The bureau said the arguments raised by the petitioner 
had not raised any issues “de novo.” It further said the peti- 
tion was nothing more than a lengthy exposition of the merits 
of the “Ivory basis.” This basis, it pointed out, was presented 
at great length to division 5 on oral argument and on brief 
and was found inadequate to solve the enforcement problem. 
The petitioner, the bureau said, had either unfortunately or 
deliberately not seen the actual evil of the displacement basis. 
Further, it said, the petitioner had not seen that what the Com- 
mission attempted by outlawing the displacement basis and 
calling for a weight basis, was to offer an independent method 
of checking up on the shipment which would result in a tangible 
record prepared by a disinterested third party that could be 
checked after the shipment was delivered. Under the “Ivory 
basis,”” without discussing its dther obvious defects, the bureau 
said that primary safeguard was lacking. Once the shipment 
was delivered to the shipper, it said, there was na means 
whereby the Commission could check up on the quantity of 
goods which had been transported. 


__ The weight basis, on the other hand, the bureau said, pro- 
vided a bulwark against collusion between the carrier and the 
shipper by requiring the carrier to obtain a document certify- 
ing to the weight of the shipment. This certificate, it added, 
must be preserved by the carrier and would at all times be 
Subject to scrutiny by the Commission. That the weight basis 
a be abused by dishonest carriers, it said, was ad- 
mitted. 


_ “Admittedly no system devised by human ingenuity will 
eliminate every possible knavery and thievery as long as the 
frailty of human nature exists,” says the bureau. “The ques- 
tion revolves around adopting a safeguard against temptation, 
of making it more difficult for the dishonest operator to escape 
detection. In this respect, the weight basis, by requiring the 
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preservation of the mute testimony of a disinterested third 
party, the weighmaster, furnishes a safeguard unexcelled by 
any other yet discovered by the industry.” 

The procurement division of the Treasury Department said 
that the petition failed to present anything fundamentally new 
relevant to the proceeding and no allegation therein was suffi- 
ciently competent, material, or relevant to affect the conclu- 
sions reached ky division 5. 


CHICAGO-MINNESOTA TRUCK RATES 


Allegations of violations of agreements made among truck- 
ers operating between Chicago and Milwaukee were made at 
the hearing in MC C-117, Steam Line, Inc., vs. Central States 
Motor Freight Bureau, Inc., et al., before Joint Board 141 and 
Examiner Linn at Chicago September 20. F. M. Sushansky, 
president of the complaining company, alleged that the action 
of a long list of operators, all members of the Illinois-Minne- 
sota Motor Carriers’ Conference, and the Central States Motor 
Freight Bureau, Inc., in publishing reductions in a number of 
rates without prior consultation with the complainant was in 
violation of an agreement among the parties. The stipulation, 
he said, was made before the examiner at the hearing in 
I. and S. M-397, Stream Line, Inc., rates between Illinois, 
Minnesota and Wisconsin, at which the Illinois-Minnesota Con- 
ference alleged that the suspended rates of the Stream Line 
company were too low to be compensatory (see Traffic World, 
August 20, 1938, p. 353). 

At that time, the witness said, contending parties agreed 
that the rates contained in the conference tariffs should stand 
as minimums until there was mutual agreement on changes. 
Since then, he said, numerous reductions had been made in 
the conference tariffs, without notification to the Stream Line 
company. He mentioned specifically a reduction of 3 cents a 
hundred pounds in the rate on packinghouse products, one of 
2 cents in the commodity rate on automobile glass, and one of 
4 cents in the rate on flashlight batteries, all between Chicago 
and the Twin Cities. The Stream Line company, he added, was 
not shown as a participating carrier in the amended confer- 
ence tariffs and was required, therefore, to continue to assess 
the higher charges on the basis of its individual tariffs. 

Mr. Sushansky was the only witness. Defendants entered 
no testimony. At one point in the hearing, Examiner Linn 
pointed out that the witness’ statements, that he had not been 
notified of the impending reductions were in the nature of 
allegations and seemed not to be supported by specific evidence. 

Members of Joint Board 141 who sat with Examiner Linn 
were L. J. Freehof, Illinois; W. A. Anderson, Wisconsin, and 
C. M. Munn, Minnesota. 


TRUCK LOADINGS 


In August, 191 motor carriers, operating in thirty-six 
states, according to reports made to the American Trucking 
Associations, Inc., carried 1,007,851 tons of freight as compared 
with 885,545 tons in July this year, and 807,963 tons in August 
last year. The 1936 monthly average of the A. T. A. is 799,730, 
and the index number is 126.02. The loading in August repre- 
sented a 26 per cent increase over the 1936 monthly average; 
an increase of 13.8 per cent over July this year, and an in- 
crease of 24.7 per cent over August last year. 


MOTOR ORDERS EFFECTIVE 


The following recommended orders have become effective 
as shown: 

MC 13322, Sub. No. 1, Cox Motor Transport, Inc., exten- 
sion of operation, as of Sept. 9; MC 19112, John C. Clack- 
worthy, dba Suburban Express, common carrier application, 
as of Sept. 5; MC 74403, Burrell D. Beardsley, common car- 
rier application, as of Sept. 5; MC 89281, Ernest A. Howard, 
contract carrier application, as of Sept. 11; MC 89344, Ernest G. 
Hisey, common carrier application, as of Sept. 11; MC 89596, 
Kramer Oil Co., contract carrier application, as of Sept. 11; 
MC 91288, William Jensen, common carrier application, as of 
Sept. 8; MC 92719, Gene Walker, common carrier application, 
as of Sept. 11; MC 93127, B. S. Warfel, contract carrier appli- 
cation, as of Sept. 5; MC 93248, Wesley Baden Styles, common 
carrier application, as of Sept. 5; MC 94579, William A. Shively, 
dba Shively Motor Transport, common carrier application, as 
of Sept. 8; MC 94931, George, Roy, Kenneth and Frank Pirnie, 
dba Pirnie Brothers, common carrier application, as of Sept. 7; 
MC 95051, Poland Oil Co., contract carrier application, as of 
Sept. 8; MC 95833, Automobile Club of Southern California, 
common carrier application, as of Sept. 11; MC 95877, Don 
Childs, dba Don Childs Freight Line, common carrier applica- 
tion, as of Sept. 9; MC 100344, R. D. Wells and Richard Wells, 
dba R. D. Wells & Son, contract carrier apvlication, as of 
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Sept 5; MC 1827, Sub. No. 2, E. W. Wylie, Inc., extension of 
operations, as of Aug. 29; MC 1963, E. H. Garst Truck Line, 
common carrier application, as of Aug. 29; MC 1963, Sub. No. 1, 
E. H. Garst Truck Line, Galax extension, as of Aug. 29; MC 
2247, Russell O’Bannon and R. A. Boatman, dba Rusco ‘irans- 
portation Co., common carrier application, as of Sept. 5; MC 
2510, Sub. No. 1, Ziffrin Truck Lines, Inc., extension of opera- 
tions, as of Sept. 1; MC 2872, Sub. No. 2, Great Lakes For- 
warding Corporation, Macomb County extension, as of Sept. 1; 
MC 3717, Sub. No. 1, Joseph L. Coyle, extension, North Hamp- 
ton, N. H.-Albany, N. Y., as of Aug. 31; MC 3717, Sub. No. 2, 
Joseph L. Coyle, extension, sea food, as of Aug. 31; MC 14382, 
Signal Cartage Service, Inc., brokerage application, as of Sept. 
5; MC 26225, James J. Turek, brokerage application, as of Sept. 
5; MC 31922, Lyon Van & Storage Co., Inc., brokerage appli- 
cation, as of Sept. 5; MC 32368, J. Andrew Thomas, dba J. A. 
Thomas General Drayage, common carrier application, as of 
Sept. 5; MC 33981, Sub. No. 1, J. Andrew Eckert, extension 
of operation, intermediate points between Delta and Cedaredge, 
Colo., as of Sept. 1; MC 34650, Sub. No. 1, Roy Stalker, com- 
mon carrier application, as of Aug. 31; MC 35124, Sub. No. 1, 
Hill Bus Co., extension to World’s Fair, as of Aug. 29; MC 
41640, Sub. No. 2, Christian C. and Ernest J. Dietrich, dba 
Dietrich Bros., common carrier application, as of Aug. 30; MC 
43163, Sub. No. 1, B & B Supply Co., common carrier applica- 
tion, as of Aug. 29; MC 47039, Ship-By-Truck Co., dba Graham 
Ship-By-Truck Co., broker application, as of Aug. 30; MC 47942, 

Sub. No. 2, O. R. Hayden, extension, Illinois, etc., as of Aug. 
30; MC 48746, A. Russell Calongne, dba Calongne’s Drayage, 
common carrier application, as of Sept. 5; MC 50592, Lee R. 
Winters, contract carrier application, as of Sept. 5; MC 64308, 
George J. Hefler, common carrier application, as of Sept. 5; 
MC 68188, Sub. No. 1, Irving Strum and Maurice Holtz, dba 
Strum and Holtz, common carrier application, as of Sept. 1; 
MC 86820, Sub. No. 1, O. H. Kemp, extension of operations 
(Elmwood), as of Aug. 31; MC 88796, Fred Munyer, common 
carrier application, as of Aug. 31; MC 95942, Philip Lukralle, 
dba Huntington Vans & Storage, common carrier application, 
as of Sept. 7; MC 100119, Stella Shadrick, contract carrier ap- 
plication, as of Sept. 6; MC 100136, Moores Motor Express, 
Inc., contract carrier application, as of Sept. 5; MC 100152, 
Katham Corporation, contract carrier application, as of Aug. 
30; MC 100233, A. F. Childs, dba Childs’ Transfer, common 
carrier application, as of Aug. 31; MC 100252, Ida Peach, dba 
Peach Transfer Line, common carrier application, as of Sept. 
5; MC 100260, Sub. No. 1, Shepherd Schurman, contract car- 
rier application, as of Sept. 6; MC 100272, Buck Trucking Co., 
Inc., contract carrier application, as of Sept. 7; MC 100316, 
Thelma Moore, contract carrier application, as of Sept. 6; MC 
100414, R. W. Felix, dba Western Educational Tours, common 
carrier application, as of Sept. 6; MC 38748, Sub. No. 2, 
Voyton Brothers, extension of operations, as of Sept. 6; MC 
59894, Sub. No. 2, Claude B. Olney, dba Olney Motor Freight, 
Hidalgo County extension, as of Sept. 9; MC 70275, Sub. 
No. 6, Joe Bumgardner and Arlie White, dba Arlie White 
Truck Line, extension of operations, Attalia, as of Sept. 9; 
MC 72750, Sub. No. 1, Clarence D. Benton, dba Benton’s 
Express, extension of operations, household goods, as of 
September 9; MC 73357, Sub. No. 2, Vern R. Jenks, dba Vern 
R. Jenks Driveaway, extension of operations, as of September 
6; MC 74647, Sub. No. 1, Pasco Salvino, dba P. Salvino Trans- 
port, extension of operations, Roseburg, as of Sept. 9; MC 79220, 
Dave P. Weston, dba Weston Terminals, brokerage application, 
as of Sept. 8; MC 88744, Sub. No. 1, Ralph Marshall Hamm, 
extension of operations, Lyle, as of Sept. 9; MC 90546, O. F. 
Craig, contract carrier application, as of Aug. 19; MC 91465, 
William S. Laitinen, common carrier application, as of Sept. 
8; MC 95341, John H. Bastob, dba Bastob Freight Service, com- 


mon carrier application, as of Sept. 2; MC 95791, Simon Koo- 
ima, common carrier application, as of Sept. 5; MC 100046, 
W. R. Lutz, dba Red Rock Gravel Co., common carrier appli- 
cation, as of Sept. 8; MC 100415, David J. Morey, contract 
carrier application, as of Sept. 9; MC 8771, Sub. No. 1, Saw 
Mill Supply, Inc., as of Sept. 8; MC 38809, Sub. No. 1, James 
Mancuso, dba Empire State Motor Express, extension of op- 
eration, Buffalo, as of Sept. 5; MC 48289, Central Coach Lines, 
Inc. (Frank H. Cutshall, trustee), common carrier application, 
as of Sept. 2; MC 48289, Sub. No. 1, Central Coach Lines, Inc. 
(Frank H. Cutshall, trustee), common carrier application, 
Nottawa-Kalamazoo, Mich., alternate route extension, as of 
Sept. 2; MC 66294, Sub. No. 2, Thomas Ellis Collins, Ill., Ind., 
Ky. extension, as of Sept. 5; MC 67137, Lloyd C. Youngblood 
(successor in interest to George Freeman), common carrier 
application, as of Aug. 29; MC 76209, Sub. No. 1, Jim Walker, 
dba Walker Bros., New Mexico-Texas extension, as of Sept. 5; 


MC 87096, Sub. No. 1, Motor Transfer Co., extension of opera- 
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tion, as of Sept. 5; MC 89033, Roy Lee and Henry Lee, dba 
Jarbridge Freight Line, common carrier application, as of 
Sept. 5; MC 89600, Sub. No. 1, W. W. Toler, dba W. W. Toler 
& on, common carrier application, as of Sept. 1; MC 90648, 
Paul DeSautels, common carrier application, as of Sept. 5; 
MC 91725, Charles S. Many, dba Many’s Express, common car- 
rier application, as of Sept. 5; MC 93924, Harold Peterson and 
Stanley Petersen, dba Peterson Bros., common carrier appli- 
cation, as of Sept. 6; MC 94198, G. P. Simpson, common carrier 
application, as of Sept. 5; MC 94462, E. J. Cook, common car- 
rier application, as of Sept. 6; MC 95174, Sub. No. 1, Niman 
Transfer & Storage Co., extension of operations, as of Sept. 6; 
MC 95516, Brundage Drive-Away, contract carrier application, 
as of Aug. 29; MC 100077, James Carlton Moon, dba Moon’s 
Service, common carrier application, as of Sept. 5; MC 10098, 
Carl D. Oliver, common carrier application, as of Sept. 2; MC 
100169, Edna B. Mullins and Francis M. Brizendine, dba B. 
& M. Motor Service, common carrier application, as of Sept. 
5; MC 100181, Thomas P. King Jr., dba King Transfer, com- 
mon carrier application, as of Sept. 6; MC 100204, A. H. Putts, 
common carrier application, as of Sept. 5; MC 100222, Glen R. 
Clark, contract carrier application, as of Sept. 5; MC 100278, 
Martin Dahl, common carrier application, as of Sept. 5; MC 
F-840, Interstate Dispatch, Inc., purchase, Krupp Motor Trans- 
port Co., Inc., as of Sept. 15. 


CENTRAL STATES MOTOR RATES 


Application for a revision of motor rates in central terri- 
tory, big enough to be called a general revision, has been sub- 
mitted by the Central States. Motor Freight Bureau, Inc., in 
Ex Parte MC 21. It is a document of 162 pages, including the 
certification under oath. It is the twenty-sixth application 
that has been filed for modification of the minimum rates pre- 
scribed by the Commission and is in accordance with the pro- 
cedure announced by the Commission in its notice of June 30 
to all parties of record in this proceeding. The specified peti- 
tion is that the Commission modify its orders, set forth in 8 
M. C. C. 233, as subsequently modified, in accordance with the 
terms of the document. 

Were the railroads to request such a revision they would 
be expected to put their proposals in tariff form. Under the 
practice with regard to the motor carriers, a desired change 
is set forth in tabular form. The initial modification requested 
in this petition is as to the rate on tobacco, leaf, unmanufac- 
tured, in machine compressed bales, bundles, boxes, cartons 
or crates, minimum weight 18,000 pounds from Cottage Grove 
and other points in Wisconsin to Toledo, O., the rate proposed 
being 45 cents. If approved it is to be published as item No. 
5636 to Central States Motor Freight Bureau, Inc., Agent, MF 
I. C. C. No. B-158 (W. L. Meyers’ series). This proposal is 
submitted pursuant to independent action taken by one car- 
rier. That carrier is expected, according to the petition, to 
furnish justification to the Commission. 

Many of the proposals are made definitely to meet com- 
petition, either in the rates or privileges under the rates. 





TRUCK WAGE NEGOTIATIONS 


Negotiations between the North-Central Over-the-Road 
Council of the International Brotherhood of Teamsters and the 
subcommittee from the motor carrier employers’ group meet- 
ing for the last two weeks in the Merchandise Mart, Chicago, 
were expected to end September 22, John Bridge, chairman of 
the employers’ committee, said September 21. “We are doing 
fine now,” he said, “and expect to reach an agreement by the 
end of this week.” Farrell Dobbs, Omaha, Neb., secretary of 
the union representatives, expressed the same opinion. (See 
Traffic World, September 16, p. 598.) 

The union is reported to be asking for a flat rate of 75 
cents an hour in place of the present 2% cents a mile. The 
latter rate is the one preferred by the employers’ committee. 
Peddler runs is another of the controversial issues. The union 
group wants the same scale of wages for truck drivers on 
peddler runs as those on through runs. 

The wage conference was called September 12 in an effort 
to renew the existing wage agreement which expires October 
31, or to formulate a new agreement to take its place. 


ROGERS TO TALK TO TRUCKERS 


Commissioner Rogers is to be the principal speaker at the 
annual convention at Atlanta, Ga., of the Southern Motor Car- 
riers Rate Conference, to be held September 26 and the three 
following days. Other speakers are to be H. H. Kelly, chief of 
the safety section of the Commission’s Bureau of Motor Car- 
riers; and W. D. McLain, of the Mason & Dixon Lines, Kings- 
port, Tenn., a member of the general freight claims committee 
of the American Trucking Associations, Inc. 
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September 23, 1939 


ALTON-BURLINGTON MOTOR TANGLE 


Determined, if possible, to prevent the Burlington’s estab- 
lishment of motor service along part of its line between Jack- 
sonville, Ill., and St. Louis, Mo., the Alton railroad has again 
asked the Commission for rehearing, reargument, reconsidera- 
tion and vacation of orders in MC 2181, sub. 6, application of 
Burlington Transportation Co. This proceeding embraces MC 
1139, application of Roy A. Sand, dba Sand Motor Express Co., 
purchased by the Burlington’s motor subsidiary under author- 
ity granted in MC F-57, Burlington Transportation Co. purchase, 
Roy A. Sand, approved July 8, 1938. The Alton, according to 
its petition, is a protestant. 

Alton is apologetic in this petition for the action it has 
asked the Commission to take. It says that although it has 
called this matter to the attention of the Commission in previ- 
ous petitions, not yet acted on, “and dislikes to burden with a 
further petition, it feels impelled to file this petition in order 
that no stone may be left unturned in protecting its right to be 
free from competition it believes unlawful.” It says that while 
the transportation company is prohibited from serving points 
on the Sand route not served by its parent corporation, the 
Burlington railroad, the transportation company is permitted 
to serve Jacksonville, Whitehall, Alton and St. Louis, which 
are served by the Alton as well as by the Burlington railroad. 

Use of the Sand route, which connects at Galesburg, IIl., 
with its route to Chicago, enables the transportation company, 
declares the petition, to operate through the four points men- 
tioned, on the one hand, and Chicago, on the other, in direct 
competition with the protestant. It is obvious, therefore, says 
the Alton, that it has an important interest in this proceeding. 

Saying it had been accorded a hearing in MC F-57, in which 
the transportation company was authorized to purchase the 
Sand property, it says it has never been given a hearing in 
MC 1139. It said it had filed a formal protest in that case 
against issuance of a certificate to Sand. Again, December 24, 
1938, shortly after the Supreme Court decided McDonald vs. 
Thompson, 305 U. S. 263, it said it forwarded a petition in MC 
1139 in which it set forth facts to show that Sand operations 
in Illinois and Missouri were in violation of the laws of those 
states and prayed that issuance of the certificate be withheld 
pending further investigation and order. But it said there had 
been no action on that petition. 

The Alton also called attention to another petition which 
was followed, it said, by the restriction of operations of the 
transportation company but not with any action on the request 
for a hearing on its claim that Sand’s operations were not bona 
fide. 

It was possible said the Alton that the ex parte record 
in MC 1139 might indicate that Sand’s operations were bona 
fide within the meaning of the statute. But it said the record 
in MC F-57, affirmatively showed that his operations in Illinois 
and Missouri were in violation of the laws of those states. The 
Alton quoted from the record to show that Sand represented 
and warranted to the transportation company that he had 
neither certificates nor permits in those states and that Sand, 
in his testimony, backed up his representation and warranting. 

The Alton cited decisions of Lllinois courts that certifi- 
cates or permits were necessary for operation in Illinois and 
that Missouri decisions were of a similar character. 


MOTOR ACT PROSECUTIONS 


Judge Matthew W. Joyce, in the federal court for the dis- 
trict of Minnesota, fourth division, according to a statement by 
Secretary Bartel, of the Commission, has entered a decree 
permanently enjoining Henry Thorson, of Minneapolis, Minn., 
and his agents, employes and representatives, and all others 
in active concert or participation with him, from violations of 
the motor carrier act. Thorson, and those involved, were 
charged with knowingly offering, granting and giving conces- 
sions with respect to the transportation of property in inter- 
State commerce by motor vehicle at less than the applicable 
rates and charges; with knowingly and wilfully charging, de- 
manding, collecting and receiving a greater compensation for 
the transportation of property than the rates and charges speci- 
fied in his tariffs; engaging in the transportation of property 
for compensation without having issued and preserved receipts 
or bills of lading, freight or expense bills, and without having 
prepared, attached to, and made a part of each bill of lading, 
a table of measurements, as provided in the rules published 
and filed in the defendant’s effective tariffs. 

Thorson, doing business as Chicago Avenue Transfer, and 
Chicago Avenue Transfer & Storage Co., according to the state- 
ment, is engaged in the transportation of household goods be- 
tween Minneapolis and St. Paul, Minn., on the one hand, and 
twenty-two specified states on the other. 

The Commission has been advised, according to a state- 
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ment by Secretary Bartel, that a fine of $1,500, one-half of 
which is to be paid within six months, has been imposed on the 
Kansas City-Los Angeles Flyer Transport Co., a corporate com- 
mon carrier of property, of Los Angeles, Calif., on a plea of 
guilty in the federal court for the southern district of Cali- 
fornia, central division, to a criminal information charging vio- 
lations of the motor carrier act. The company was charged 
with giving concessions to several shippers on shipments of 
macaroni, sugar and beer from Los Angeles to points in New 
Mexico and Arizona. According to the statement, the company, 
after payment of one-half the fine, was allowed to apply for 
suspension of the remainder of the fine “only upon showing 
that the concessions granted had been collected from the ship- 
pers, and that the defendant had not been guilty of any further 
violations.” 

Emphasizing the necessity for compliance with the provi- 
sions of the motor carrier act, according to the statement, 
Judge Ralph Jenny, at the time of pronouncing sentence, said: 


Hereafter, let it be known that this court intends to and will look 
to the maximum sentence provided by the motor carrier act for vio- 
lations in the form of rebates and concessions unless sound extenu- 
ating circumstances can be shown to convince the court otherwise. The 
court hereafter will not listen to any recommendation except for maxi- 
mum penalties. Rebating must stop. 


The Commission has been advised, according to a statement 
by Secretary Bartel, that T. H. Brown, of Waxahachie, Tex., 
has been fined $1,000 on a plea of guilty in the federal court 
for the southern district of Texas, Houston division, to an infor- 
mation charging him with fraudulently seeking to evade and 
defeat regulation provided in the motor carrier act. According 
to the statement, $500 of the fine is payable on or before Sep- 
ber 25 and the balance on or before January 1, 1940. 

Walker-Smith Co., of Brownwood, Tex., a co-defendant, 
the statement said, had heretofore pleaded guilty on five counts 
thereof and had been assessed and had paid a fine of $2,500. 
The defendant, T. H. Brown, continued the statement, exon- 
erated J. V. Brown, another co-defendant, from participation in 
or knowledge of the offenses as set forth in the information, and 
on motion of the government the charges were dismissed. 

The secretary’s statement said the court had been informed 
that T. H. Brown had transported property in interstate com- 
merce as a contract carrier without a permit from the Com- 
mission. Property was thus transported for the co-defendant, 
Walker-Smith Co., which issued fictitious bills of sale of the 
property to T. H. Brown, in an attempt to make it appear that 
the motor carrier was the owner of the goods when performing 
the transportation, and hence a private carrier of property, said 
the statement. 

The secretary said that this was one of several cases in 
which both the motor carrier and the shipper had been prose- 
cuted for engaging in transactions wherein a for-hire carrier 
was made to appear a private carrier for the purpose of evading 
and defeating regulation. 


ALL-COMMODITY TRUCK RATES 


At the hearing in MC C-128, Illinois-Minnesota Motor Car- 
riers’ Conference, Inc., vs. Associated Motor Carriers’ Tariff 
Bureau et al., before Joint Board 141 and Examiner Linn in 
Chicago, P. M. Greenburg, witness for the complainant, asserted 
that all-commodity rates published by the Associated Bureau 
on behalf ten motor carrier operators, for application between 
Chicago and Milwaukee and points in Minnesota, were unrea- 
sonably low and in violation of the Commission’s order in 
Ex Parte MC-21, the Central Territory general motor rate 
case. The witness illustrated his point with exhibits in which 
he compared specific commodity rates with the applying all- 
commodity rate for the same hauls. He called attention to a 
number of cases, notably on automobile parts and clothing 
between Chicago and Minneapolis, where the difference be- 
tween the specific rate and the all-commodity rate was 60 
cents. 

The low rates, he said, were not only causing the member 
lines of the Illinois-Minnesota Conference to lose tonnage, but 
were also actually taking away higher rated freight from the 
individual haulers connected with the Associated Bureau, 
because freight forwarders were consolidating shipments for 
forwarding under the all-commodity rates. The all-commodity 
rates, he said, were applicable on truck-load minimum weights 
of as low as 10,000 pounds. 

A. R. Fowler, publishing agent for the Associated Bureau, 
denied that the rates complained of were not compensatory. 
He countered the testimony of complaining witnesses that 
common carrier truck operations could not be carried on at a 
profit on a revenue of less than 21 cents a mile—considerably 
higher than the revenue resulting from the all-commodity rates 
—by saying that figures compiled by the operators connected 
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with the Associated Bureau showed that their cost of opera- 
tion was only 14 cents a mile. 
Examiner Linn sat with Joint board 141 at the hearing. 


MOTOR SAFETY INSPECTION 


“Better vehicle maintenance is one of the fronts on which 
definite progress has been made in the campaign against traf- 
fic accidents. Among large truck and bus fleets ‘preventative 
maintenance’ is the order of the day,” according to an article 
in the September number of Industrial Standardization, publi- 
cation of the American Standards Association. 

The official report for 1938, as compiled by the National 
Safety Council, showed that only seven per cent of the motor 
vehicles involved in fatal accidents were reported as defective. 
A similar study made years ago indicated that such defects 
were at least a contributing factor in 15 per cent of the 
accidents. 

The association, in a pamphlet on American Standard In- 
specttion Requirements for Motor Vehicles, lists the general 
recommendations for inspection stations which are well con- 
structed, well equipped, and well manned, as being of benefit 
in three ways: 1, by raising the average level of vehicle condi- 
tion of the highway; 2, by educating the public to the impor- 
tance of maintenance; 3, by raising the standard of repair and 
maintenance work in garages. 

The motor vehicle inspection code committee of the asso- 
ciation said that a growing number of states and cities were 
subjecting all vehicles registered within their borders to peri- 
odic (generally semi-annual) inspection, but that the inspection 
standards in the various jurisdictions were far from uniform 
and often vague. “A vehicle does not become safe or unsafe 
merely by crossing an imaginary state or city boundary. The 
situation calls for standardization of requirements for car and 
truck performance,” the committee said. 


TEMPORARY MOTOR OPERATIONS 
In MC F-1007, Northern Pacific Transport Co., purchase, 
I. F. Hoy, the Commission, by division 4, has authorized, for a 
period not exceeding 180 days, temporary lease of operating 
rights and property of I. F. Hoy, dba Red Lodge-Billings Truck, 
of Billings, Mont., by Northern Pacific Transport Co., of St. 
Paul, Minn., at a total rental not exceeding $200 a month. 


SUBSTITUTED FREIGHT SERVICE 


The Milwaukee, in Ex Parte No. 129, substituted freight 
service, has asked the Commission to extend for not less than 
sixty days the time in which it may file appropriate applica- 
tions for certificates as a common carrier by motor vehicle with 
respect to substituted freight service operations. It said it had 
some widely separated operations where trucks were substi- 
tuted for rail service between nearby points, most of which 
operations were authorized by common carrier certificates in 
the name of the railroad, or applications were pending for such 
authority, and needed time to prepare and file the additional 
applications. 





NATIONAL MOTOR TRUCK SHOW 


The annual national motor truck show will be held this year, 
from November 8 to 16, at Navy Pier, Chicago. In connection 
with the show, there will be a dinner the evening of November 14, 
with the place and program to be announced later. J. F. Win- 
chester is president and general manager of the show. L. C. 
Allman, vice-president and director of public relations, Frue- 
hauf Trailer Company, has been appointed chairman of the 
publicity committee for the show. 


MOTOR REVENUES AND PASSENGERS 


Class I motor carriers of passengers, those having annual 
gross revenues of more than $100,000, had passenger revenue 
of $10,677,664 in June this year as compared with $9,016,281 
in June last year, an increase of 18.4 per cent, according to a 
Commission compilation (statement M-700). These carriers, 
exclusive of special or charter operations, carried 11,398,252 
passengers in June this year as compared with 9,968,739 in the 
same month last year, an increase of 14.3 per cent. 

The Commission said that motor carriers reporting an 
annual average revenue a passenger carried of less than 20 
cents were considered local or suburban carriers and were 
omitted from the compilation. 


MOTOR ADMINISTRATIVE RULING 


Indicating what is deemed by it to be the correct applica- 
tion and interpretation of the motor carrier act, ahe Commis- 
sion’s Bureau of Motor Carriers, in response to questions pro- 
pounded by the public, has made administrative ruling No. 82, 
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Rulings of this kind, says a notice by Director W. Y. Blanning, 
are tentative and provisional and are made in the absence of 
authoritative decisions on the subject by the Commission. The 
ruling follows: 


Question: To what extent, if at all, may a motor carrier lawfully 
make gifts or donations to a shipper, either consignor or consignee, or 
to a shipper’s representative? 

Answer: If a shipper uses the facilities of the carrier to transport 
property in interstate or foreign commerce, a gift to him by the car- 
rier of anything having a substantial intrinsic value would be deemed a 
violation of section 222 (c) of the motor carrier act and would subject 
both the carrier and the recipient to the penalties therein provided. 

The distribution of advertising material such as calendars, maps, 
and similar articles of negligible value in a manner generally recog- 
nized as legitimate business practice is not considered a violation of 
the act. 


NORTHEASTERN MOTOR CARRIER ASSOCIATION 


By extension of its territory of operation and amendment 
of its charter, the South Jersey Motor Carrier Group has been 
transformed into the Joint Northeastern Motor Carrier Asso- 
ciation, Inc. The objects of the association are to provide unified 
facilities for the protection of its members against unlawful 
competition and to “aid and support law enforcement and 
policing under the motor carrier act.” It has entered into 
reciprocal arrangements with other motor carrier groups for 
the interchange of representation at hearing before boards and 
commissions. Its activities will be carried on through six ter- 
ritorial divisions, Philadelphia-New York, Atlantic City-South 
Jersey, Wilmington-Philadelphia-Chester, Central New Jersey, 
Trenton-Philadelphia, and Schuylkill Valley. Headquarters, in 
Philadelphia, are under the management of J. J. Paul, secre- 
tary and treasurer. Other officers are as follows: 


President, L. A. Rosenthal; vice-president, Lincoln Jones, Jr.; mem- 
bers of the board of directors, John Cross, Joseph J. Falls, Thomas J. 
Foster, Frank Headley, Lincoln Jones, Jr., Frank Lobiondo, W. E. Mc- 
Cauley, R. J. McCormick, H. C. Maxwell, Harry Miller, F. J. Quick, L. A. 
Rosenthal, F. E. Ruroede, L. J. Schultz, R. E. Smith, L. Tose, W. B. 
Wenrick, R. E. Wooleyhan. 


ILLINOIS TRUCK RODEO 

The Central Motor Freight Association will sponsor a 
truck rodeo, at Peoria, Ill., October 8, to select the state’s 
entrant in the contest to determine the world’s champion truck 
driver which will be held incident to the annual convention of 
the American Trucking Associations, Inc., scheduled for Chi- 
cago October 23, 24 and 25. Alex K. Scherer, Scherer Freight 
Lines, Ottawa, IIl., first vice-president of the Central Motor 
Freight Association, is general chairman of the committees in 
charge of the state event. Walter Williams, superintendent, 
Illinois state highway maintenance police, is honorary chair- 
man. 





DANGER TO RELIEF MOTOR DRIVERS 


In an open letter to automobile transporters and their 
trade associations, Director Blanning of the Commission’s Bu- 
reau of Motor Carriers, has called attention to what he deems 
the hazard of a relief driver riding in a car that is being trans- 
ported in a truckaway operation. His attention was drawn to 
the danger by the death of a driver who was riding in such a 
car and probably asleep therein. His death was held to have 
been due to monoxide gas. The director’s letter says: 


Attention is called to the potentially dangerous practice of a relief 
or spare driver obtaining rest or sleep in one of the vehicles being 
transported on motor vehicles hauling automobiles. 

An accident report recently filed with this Commission related the 
death of a relief driver who was riding and probably sleeping in one 
of the cars being transported on a tractor semi-trailer combination. 
He was found dead when the active driver stopped in the early morning. 
A coroner’s verdict held that his death was due to carbon monoxide gas. 

Information submitted to this Commission would indicate that the 
fatal fumes seeped into the car either from the exhause of the tractor 
or from the engine of the car in which he was riding, which he may 
have started in order to help keep warm. 

This practice of the relief driver riding in one of the cars being 
transported appears to be dangerous and should not be permitted. 

In this connection, it should be noted that time spent by a relief 
driver riding in one of the cars being transported in truckaway opera- 
tions cannot be classified as ‘‘off duty’’ time under the hours of service 
regulations of this Commission, since the facilities thus used would not 
comply with the requirements for a ‘‘sleeper berth’’ set forth in the 
said regulations. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date, 
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DENVER FOOD TERMINAL 


(Kansas City Packer, September 23) 


The great octagon-shaped clock, atop a tall pole at the 
north entrance to the Denver Food Terminal Market, points 
to 5:30 (a. m.). It is exactly one-half hour before marketing 
operations will officially begin for the day. 

Every one of the 304 growers’ sales stalls in the three long 
rows of sheds is already occupied, the farmers and growers 
having driven their trucks, laden with home grown fruits and 
vegetables, into their respective stalls a few moments earlier. 
Unable to obtain stalls, a score or more trucks are lined up 
across the driveway in the parking lot at the south end of the 
long sheds. 

Just east of the growers’ market, and situated parallel to 
the stalls, are two great produce buildings. They are alive 
with activity. The wide loading and sales docks running the 
full length of both structures are piled high with boxes, bas- 
kets and crates of perishable fruits and vegetables—some home 
grown, but, for the most part, the choicest of produce shipped 
in from all over the west and south, even from Cuba, Mexico 
and the tropics. Handlers, ordertakers and salesmen are 
scurrying about, from the docks into the quarters occupied 
by their respective companies, then out onto the docks again. 
All along the driveway on which the buildings are located 
trucks are backing up to docks fronting the various produce 
firms. 

Across the market area on the western fringe of the tract 
may be seen another long building, similar in construction to 
one of the produce buildings. This is occupied by firms doing 
business with truckers who sell fruits and vegetables to neigh- 
boring communities. This sector, too, is teeming with activity. 

Back at the north entrance to the market, which leads 
directly to the three long growers’ sheds, score upon score of 
trucks are literally pouring into the market. Some monsters, 
some midgets. Many new and shiny, others groaning and 
shivering with age. Strangely enough, here and there may 
be seen a horse-drawn vehicle, gaudily painted, the brass on 
the animal’s harness glistening in the morning sunlight. The 
drivers of these trucks and wagons are buyers, representing 
grocers, fruit houses, hotels, restaurants, peddlers, truckers and 
produce houses. 

A traffic director is running back and forth, greeting all 
buyers with a cheery “good morning” and assisting them in 
getting into line at the head of the driveways entering the 
growers’ stalls. The early birds have their trucks lined up at 
the starting lines, those arriving later taking up positions im- 
mediately behind. 

An administration building heads the long rows of stalls 
at the north end of the center shed. In it are offices of the 
Growers’ Public Market Association, offices of the Market 
Master, a restaurant which serves 700 breakfasts daily, a bar 
and lavatories. All about the building, on the sidewalks and 
in the driveways on either side, are clustered groups of growers 
and buyers, discussing crop and weather conditions, the quality 
and quantity of produce on hand, and the prevailing prices. 

Suddenly, all about the market, there is an air of tense- 
ness. One seems to sense it without glancing at his watch or 
the market clock. Growers who have left their stalls hurry 
back to them. There is a roar as the motors of buyers’ trucks 
are started. Wagon peddlers grip reins and lean forward, 
waiting. 

A siren shrieks. It is 6 a. m. The growers’ market is 
open for business. It’s a free-for-all now. First come, first 
served. At top speed the trucks and wagons tear down the 
driveways, each headed for a stall or stalls for various reasons 
attractive to them. Yet, despite the speed and the hurry to 
buy, there is no confusion and there are no accidents. The 
Market Master will tell you there is yet to have been a bumper 
bashed or a fender scratched in the scramble. 


Sales in the growers’ market cease at 11 a. m., under rules 
adopted by the association. Yet rarely is there a truck remain- 
ing in a stall after 10 a. m., and the majority are sold out by 
8:30 a. m. Trucks leaving the market are usually piled high 
With foodstuffs, the rears sagging under heavy loads. 

What has occurred during the day’s activity? A glance 
at the records for two typical days, Friday and Saturday, Sep- 
tember 1 and 2, tells the story. On Friday, there were 327 
growers selling in the market and 560 buyers. On Saturday, 
311 growers were on hand and 592 buyers came to take their 
produce. What type of buyers did they represent? Grocery 
and fruit houses headed the list with 428, peddler totaled 39, 
mere were 67 truckers and 58 buyers represented produce 

ouses. 
_ Three-fourths of the growers in the four neighboring coun- 
les operate in the Denver Food Terminal Market on the 
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Denargo site, according to statements of association officials. 
Records of the other Denver market which is now in operation 
bear out these statements. On the same Friday in the other 
market there were 88 growers and 72 buyers, on Saturday 90 
growers and 67 buyers. Association officers point to the figures 
of the two markets as definite proof that the buyers not only 
follow the growers, but, to a large measure, the growers flock 
to the place where the growers predominate. The Denargo 
market has become so well known, the produce men say, that 
buyers come from Kansas, Oklahoma, Texas and other adjoin- 
ing states. 
Reasons for Success 


Opened on May 22, 1939, the Denver Food Terminal Mar- 
ket has been a tremendous success from the start. Two rea- 
sons appear outstanding. 

First, the marketing facilities which existed in Denver 
for years. A check into city records shows they were scattered 
throughout the city in non-contiguous and unrelated areas. The 
Growers’ market was antiquated, overcrowded, lacked parking 
facilities and driveways and was far removed from railroad 
trackage, an item constantly emphasized in department of agri- 
culture circulars as being important in connection with any 
successful market. Then, too, wholesalers located in still an- 
other district not served by trackage, where narrow streets pre- 
sented serious traffic problems, and where the lack of modern 
facilities sometimes resulted in loss or damage which had to be 
borne by the grower. Retarded and handicapped by these 
conditions, a study of the records shows that growers and 
wholesalers appealed time after time for an up-to-date market, 
which would save money for them and the consuming public. 
Always there seemed to be insurmountable obstacles. Finally, 
when proposals and counter proposals narrowed down to con- 
sideration of one site, to which farmers, gardeners, retail 
grocers, and wholesale dealers vigorously protested, the Grow- 
ers’ Public Market Association, which had been formed in 
opposition to plans proposed by the city, called upon the 
Union Pacific Railroad, soliciting its cooperation and assistance 
in developing a market. Today, the Denver Food Terminal 
Market is the result of negotiations which followed. 

Secondly, the market is a shining example of a cooperative 
effort in this case between the growers, who own a substantial 
part of it, and the railroads. Its benefits are being shared not 
only by the growers, but by wholesalers, retailers, the con- 
suming public and by all others who have a mutual interest in 
the distribution of produce. 


Union Pacific Project 


For a number of years the Union Pacific had been con- 
sidering the purchase in Denver for industrial purposes a tract 
of land owned by the Denargo Land Company. This tract, 
consisting of about 29 acres, is located near the junction of 
two principal traffic arteries, Broadway and Brighton Boule- 
vard, at 29th Street. Out of the congested area, it is only five 
minutes by truck from the business center of the city. 

The city was contemplating construction of a public mar- 
ket on a site which had met with such widespread opposition. 
The Union Pacific then acquired the Denargo site at a cost of 
$1,000 an acre and offered the city a portion of it, equal in 
size to the site then under consideration by the city. When this 
offer was declined, the railroad then proceeded with the 
growers and built the market. 

The growers’ facilities were erected on a little more than 
seven acres which the railroad sold to the market association 
for $7,050. The growers’ structures, built at an estimated cost 
of $104,500, include the growers’ stalls and the administration 
building. The stalls each 10 by 24 feet, are under three um- 
brella-type sheds. The two outer sheds are one stall in width 
and are 800 feet long. The center shed is 48 feet wide, there 
being two rows of stalls, and this shed is 720 feet long. The 
administration building, which fronts the center shed, is 80 
feet long and 40 feet in width. Of the 304 stalls, the associa- 
tion has 301 of them under lease to growers, first leases operat- 
ing from May to October, the principal growing season. The 
entire growers’ facility is owned and operated by the Growers’ 
Association. 

In the market are two modern produce buildings, com- 
pletely equipped with storage rooms, refrigeration rooms, 
banana and tomato ripening rooms, elevators, spray systems, 
electric conveyors, various loading and unloading devices and 
gas heaters for cold weather. One produce building is a single 
story structure, 450 feet long, with basement width of 102 
feet. It contains twenty units for produce operators, all oc- 
cupied, and a modern cafe. Unloading dock on the trackage 
side of this building is 12 feet wide and the platform facing the 
street in the market is 24 feet wide. The other produce build- 
ing is of the same width, but is just half as long, 225 feet, and 
contains ten units, This building, however, has two stories, the 
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upper floor being devoted to broker offices, market assembly 
rooms, telegraph and messenger service and even a barber shop. 

The twelve-unit truckers’ building is 256 feet long and 40 
feet deep and is fully occupied. A wholesale grocery also has 
its great warehouse and offices in the market and there is in 
addition a fifteen-unit jobbers’ building. At the extreme south 
end of the tract a garage 145 by 200 feet, has just been finished. 
All buildings are similar in construction and all exteriors are 
of buff brick. There is also a temporary building which is 
being used by truckers who specialize in long distance hauling 
of produce. Plans to replace this with a permanent structure 
are now under way. 

The market is served by ample trackage, all carefully 
placed to serve as team, inspection, hold, diversion and indus- 
try operation and sufficient to handle the traffic of the railroads 
serving Denver, all of which were given an opportunity to par- 
ticipate in the development. The market is not only skirted on 
two sides by trunk highways, but also by railroad trackage 
and train yards of different ownership. Though it enjoys 
expeditious rail service by all railroad lines entering Denver. 
On the west, an approach has just been opened from the 23rd 
St. viaduct. 

The entire market is paved and well drained. Drives be- 
tween the growers’ stalls are eighty feet wide, including cen- 
ter-road parking space and walks for buyers. 

Denver appears to be highly enthusiastic about the mar- 
ket. Figures show it is attracting more than three-fourths of 
all the growers and more than three-fourths of the buyers. 

Frank Ciancio, in the mercantile business in Welby, is 
president of the Growers’ Association, and is loud in his praise 
of the market and its success. 

Happy over the market, too, is J. F. Bacher, vice-president 
and a director of the Growers’ Public Market Association. 
Mr. Bacher, who hails from Wheatridge, is also an overseer 
in the Colorado State Grange and a director of the Grange 
Mutual Fire Insurance Co. He has been in the Denver mar- 
ket since 1912. 

“For forty years the growers have been striving for decent 
marketing conditions in Denver,” said Mr. Bacher. “This mar- 
ket more than fulfills our greatest expectations. The growers 
deeply appreciate the great assistance the Union Pacific has 
been to them. To me, this market is a glorious example of 
cooperative effort, a concrete example of what a railroad can 
do to help a community.” 

John Morris of Golden, Colo., regards the Denver Food 
Terminal Market, with one exception, as the most efficient 
produce market in the world. That exception, according to 
Mr. Morris, is a market in London, England. And Mr. Morris 
should know whereof he speaks. For he has inspected nearly 
every market in the United States and many in foreign coun- 
tries. Mr. Morris is past master of the Colorado State Grange 
and has been operating in the Denver market since 1889. 

Appreciation of Denver and the surrounding territory to 
this Union Pacific sponsored project is shown in a letter written 
by Ben H. Kins, Colorado Director of Markets, to Earle G. 
Reed, supervisor of Agricultural and Industrial Development 
for the Union Pacific Railroad. The letter read, in part: 


Several of my dealer and distributor friends, who have taken space 
in the Denver Food Terminal, have told me they have very considerably 
increased the volume of their business in the short period of time they 
have been located in the new quarters. (Note, this letter was written 
July 27 and the market opened May 22). These new facilities make 
for a less expensive and more efficient administration of the several 
regulatory measures administered by this department. . . 

Denver, and the whole state of Colorado, owes a debt of gratitude 
to all those responsible for the completion of this most worthwhile 
project—there is no question but that such a splendid marketing fa- 
cility will greatly increase the income of all those connected with the 
agricultural industry of this state and, not only this state, but many 
of our surrounding states and other states at a distance, which are in- 
creasingly patronizing this new food terminal. 


The Union Pacific has provided for future expansion and 
development. The gross area of the market and an adjoining 
industrial site is 60.3 acres, which railroad officials say is 
sufficient ground to handle normal growth for the next fifty 
years. 


CHANGES IN DOCKET 

Hearing in MC 29557, Sub. 1, assigned for September 22, at Little 
Rock, Ark., was postponed to October 2, at the State Commission, Little 
Rock, Ark., before Joint Board 217. 

Hearing in fourth section application 17721, assigned for September 
22, at Washington, D. C., was cancelled and reassigned for October 17, 
at Washington, D. C., before Examiners Way and Job. 

Hearing in MC-F 978, assigned for September 22, at Chicago, III., 
was cancelled. 

Hearing in MC 29775, assigned for September 22, at St. Louis, 
Mo., was postponed to October 27, at the Court & Customs Bldg., St. 
Louis, Mo., before Examiner Dawson, 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 
lems. We do not desire to take the place of the traffic man but to help him 
in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from nonsubscribers. 

Address Questions and Answers Department, 
Trafic Service Corporation, Earle Building, Washington, D. C. 





ee 


State Versus Interstate Shipments—Distribution of Pool Car 


Michigan.—Question: Will you be so kind as to give us 
your opinion as to whether or not shipments distributed within 
a state from a pool car that has been transported in interstate 
traffic would be Gonsidered as intrastate or interstate com- 
merce? It is understood that the distribution from a pool 
carload within the confines of a state would be on new con- 
tracts of carriage or bills of lading, indicating the point of 
origin, being the point from which the distribution within 
the state is made. 

Answer: Under the decision of the Commission in Brock 
Common Carrier Application, 9 M. C. C. 153, it seems apparent 
that the transportation which you describe is interstate in 
character. In the case above cited the Commission said: 


Fresh meats and packing-house products are transported by the 
applicant to various points on the regular routes described herein in 
the distribution of pool-car shipments moving by rail to Spartanburg 
from points outside the state of South Carolina. The railroad bills 
of lading under which the shipments in the pool cars are moved show 
Spartanburg as destination and the applicant as consignee, but in each 
instance a memorandum is forwarded to applicant by the shipper show- 
ing the destination of the individual shipments which make up the 
pool car. Many of these individual shipments are destined to persons 
located at points in North Carolina and in South Carolina other than 
Spartanburg. The intention of the shipper when a pool car is shipped 
is that the individual shipments shall move through to points beyond 
Spartanburg. The transportation in applicant’s trucks of these com- 
modities from Spartanburg to points in North Carolina is clearly an 
cperation in interstate commerce. In the circumstances as outlined 
above, applicant’s delivery of shipments from Spartanburg to other 
points in South Carolina upon these routes also appears to be a par- 
ticipation in the through transportation of commodities moving in 
ee commerce. See Barry Contract Carrier Application, 6 M. 

. C. BD. 


_See, also, Black & White Express Contract Carrier Appli- 
ey n a C. 33 and Barry Contract Carrier Application, 


Tariff Interpretation—Carload Versus Less-Than-Carload 
Shipments 


Louisiana.—Question: Recently a local concern handling 
the loading and shipping of one steel loading crane and one 
steel power unit for crane for account of consignee placed an 
order with the rail line requesting a 40-foot flat car be spotted 
at its industry for loading. 

The shipment with dunnage weighed 8,950 pounds and the 
rate clerk at destination applied the carload rate as author- 
ized by Section 3 of Rule 15 of the Consolidated Classification, 
using Rule 34, minimum weight of 26,880 pounds at 6th class 
or $239,23. 

Contending that the car was loaded by shipper for con- 
venience of the carrier, and naturally was submitted to the 
carrier to move at the lowest rate applicable, receiver con- 
tends the rate should be the L. C. L. or second class rate, since 
it later developed that the crane was knocked down. 

It is d‘fficult to understand why the destination rate clerk 
took ‘t upon himself to apply Rule 15, Section 3, since a large 
crane of this nature would naturally be loaded for the con- 
venience of the carrier. The car being flat could hardly be 
loaded with other merchandise by the carrier. 

Do you not agree that, with only the notation, ‘“Forty-foot 
car ordered,” on the bill of lading, the L. C. L. rate at second 
class could be applied to this shipment? 

Answer: The Interstate Commerce Commission has, in 
several cases, held that where a shipment is tendered to a 
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carrier as a carload shipment, the carload rate at minimum 
weight must be assessed, even though the less-than-carload 
rate at actual weight makes a lower charge. See Passow & 
Sons vs. C. M. & St. P. Ry., 37 I. C. C. 711; Sam Kyle vs. 
M. K. & T. Ry., 42 I. C. C. 335; Columbian Iron Works vs. So. 
Ry. Co., 45 I. C. C. 173, and Nevada Department of High- 
ways vs. B. & O. R. R. Co., 132 I. C. C. 727. 

In these cases the Commission has distinguished a carload 
shipment from a less-than-carload shipment by the manner 
in which the shipment is tendered to the carrier. 


In Nevada Department of Highways vs. B. & O. R. R. 
Co., 132 I. C. C. 727, the Commission held that the complain- 
ant’s contention for the application of the less-than-carload rate 
and actual weight could not be sustained because the derricks 
were loaded by the shippers, and although the cars were not 
fully loaded were tendered as a carload shipment, thus clearly 
coming within the provision of Section 3 of Rule 15 of the 
classification. 


See, also, the decisions of the Commission in Smith & 
Sons Carpet Co. vs. Director-General, 132 I. C. C. 593; Atkins 
& Co. vs. I. C. R. Co., 152 I. C. C. 599; Peterson Const. Co. 
vs. I. C. R. R. Co., 160 I. C. C. 178; National Concrete M. F. 
Corp. vs. C. & O. Ry. Co., 165 I. C. C. 185; Belt Line Brick 
Co. vs. I. C. R. Co., 168 I. C. C. 549 and Endicott-Johnson 
Corporation vs. D. L. & W., 172 I. C. C. 89. 


Under the decision in Smith & Sons Carpet Co. vs. Direc- 
tor-General, 132 I. C. C. 593, unless the carrier can show 
that the facts surrounding the transaction justified it in con- 
sidering the shipment as being tendered as a carload shipment, 
the less-than-carload rate must be supplied thereon. 


The facts in T. W. Rosholt Company vs. Canadian Pacific 
Ry. Co., 2-1 I. C. C. 199, appear to be quite similar to those 
in the instant case, the Commission holding in the case cited 
that as the shipper did not specifically indicate to the carrier 
that the shipment was a less-than-carload shipment the carload 
rate was applicable thereon. 


Baggage—What Constitutes 


Florida.—Question: Will you please advise whether or not 
carriers are liable for damage to chinaware packed in a trunk 
and checked on ticket as baggage? 


Answer: The term “baggage” or the term “luggage’”—which 
means the same thing—within the rules of determining a car- 
rier’s duty to transport baggage, and its liability for the delay, 
loss, or injury thereof, is generally so defined as to include 
whatever articles a passenger usually takes with him for his 
own personal use, comfort, and convenience, according to the 
habits or wants of the particular class to which he belongs, 
either with reference to his immediate necessities or to the 
ultimate purpose of his journey; and in some jurisdictions, this 
or a similar definition is in effect enacted by statute. It is not 
confined to wearing apparel, and the carrier cannot restrict 
the right of a passenger to carry baggage, necessary for his 
comfort or convenience by calling it wearing apparel. As to 
the general definition of the term “baggage,” the authorities 
differ but little, although the results reached in the application 
of the definition to the facts of particular cases are often varied, 
and depend in some measure at least on the particular cir- 
cumstances. 


Whether or not certain articles are within the term ‘‘bag- 
gage,” so as to render a carrier liable for their loss, is to be 
determined from the character and length of the journey the 
owner is on, its purposes and objects, his station in life, and the 
habits and usages of the class of travelers to which he belongs. 


A traveler is entitled to carry with him as baggage such 
articles, having regard to the consideration set forth above, as 
are fairly and ordinarily necessary to his personal comfort 
and convenience, both during the journey and for a reasonable 
period thereafter; and regard must be had to the nature of the 
journey on which a passenger is bound; its immediate neces- 
sities as well as its ultimate purposes are to be considered. 
Baggage, however, has been held not to include articles to be 
used after the consummation of the journey, or which are not 
carried to supply any wants of the traveler, as such, for his 
journey. 

Articles of merchandise which are not for the personal 
use of the traveler on his journey, but which are carried for 
the purpose of sale or trade, cannot be included in the term 
“baggage”; the carrier is not obliged to carry them, except on* 
the payment of additional compensation, and in the absence 
of knowledge thereof cannot be held liable for them as for 
baggage, even though taken in a trunk, such as is usually used 
for holding personal effects, or mingled with other articles 
which are properly baggage. The liability of the carrier in 
Such a case is that of a gratuitous bailee, and, in order to 


The Traffic World 


PAGE 669 


recover for loss of or injury to the property carried, gross 
negligence or wilful injury must be shown. 

Goods carried by a passenger in his trunk as samples, 
with a view to enabling him to make sales of goods similar to 
the samples carried, are more properly mere merchandise, and 
are not to be included within the term “baggage”; the fact 
that they are necessary to the object of the passenger’s journey 
does not affect the rule; and the carrier’s liability is not affected 
by proof that it was in the habit of carrying trunks known 
to contain samples used by traveling salesmen, where it does 
not appear that it was aware of the character of the trunk’s 
contents in the particular case in which suit is brought. But, 
where the carrier accepts such samples as baggage with 
knowledge, express or implied, that they are offered for trans- 
portation as baggage, it thereby waives any objection on that 
ground, and its liability therefor is the same as that with 
reference to baggage in general; but it has been held that, 
where the carrier charges and receives extra compensation for 
the transportation of such articles, it is liable for their loss, 
not on its contract for the transportation of the passenger 
and his personal baggage, but on its contract to carry the 
same as freight. 

Where the carrier accepts as baggage articles or mer- 
chandise not properly having that character, with knowledge 
that they are offered for transportation as baggage, it thereby 
waives any objection on that ground, and its liability therefor 
is the same as that with reference to baggage in general. If 
the carrier has any reasonable grounds for refusing to carry 
particular property of a passenger tendered as baggage, it 
must insist on them at the time such property is offered if 
it desires to avoid liability therefor; it cannot after it has 
accepted property and undertaken to carry it, insist that it 
might have refused to carry it, and is therefore not liable. 

The general rule is, where there is any question as to the 
real character of the property offered as baggage, that the 
regular agent of the carrier, the baggagemaster, has implied 
authority to accept or reject such property as baggage, and 
his determination is binding on the carrier, unless the passenger 
has notice of a limitation on the baggagemaster’s authority in 
this respect. 

In order to charge a carrier with liability for merchan- 
dise carried as baggage, the general rule is that there must 
be actual knowledge on the part of the carrier or the agents 
of the true character of the goods offered as baggage. The 
carrier is not bound to inquire as to the nature of the prop- 
erty, but is entitled to assume that it consists of only such 
things as are properly baggage. But it has been held that it 
is not necessary that the carrier be expressly notified that 
the articles are merchandise, or other than personal baggage, 
and that it is sufficient if the agent has notice or knowledge 
sufficient to put him on inquiry. The mere appearance of the 
trunk or other receptacle offered to be checked as one ordi- 
narily in use for carrying merchandise or samples will not 
in itself charge the carrier with knowledge that it does contain 
merchandise or other than personal baggage; but it has been 
held that the carrier is liable where the outward appearance 
of the box or trunk is such as to create a suspicion as to the 
character of its contents. 


Demurrage—Free Time on Shipments Partly Unloaded and 
Reforwarded as New Shipments 

Michigan.—Question: Please give us your opinion on the 
following case: 

A carload moved in interstate commerce from A to B. 
Upon arrival at consignee’s private siding he unloaded the 
portion of the load invoiced to him. However, the car was 
detained three days at his plant. It was then ordered switched 
to another plant in intra-terminal movement. 

The original consignee works under an average demurrage 
agreement with the rail carrier serving him. The local agent 
collected two days’ demurrage on said car, claiming it was 
stopped for partial unloading. Therefore, it was entitled to 
only 24 hours’ free time. When it was called to his attention 
that stop-off to partly unload was not accorded this commodity 
in his territory, he fell back upon the provisions of Demurrage 
Rule 2, Section B, paragraph 4. 

We maintain that delivery of the car at consignee’s siding 
at B, completed the contract entered into at A by the shipper 
and the carrier. What happened to the car after it was re- 
ceipted for was an entirely new transaction. The detention of 
the car by consignee prior to the order to switch to complete 
the unloading should be dealt with under consignee’s average 
agreement and no demurrage assessed. Are we right or wrong 
in our contention? 

Answer: From what is said by the Commission on page 
238 of its report in Chestnut Lumber Co. vs. Director-General, 
89 I. C. C. 236, it seems apparent that the provisions of section 








PAGE 670 


B-4 of Rule 2 of the Uniform Demurrage Tariff are applicable 
to the movement in question. The Commission said: 


The demurrage charges here in issue were assessed under sec- 
tion B of Rule 2 of the uniform code providing that 24 hours’ free 
time instead of the 48 hours permitted in Section A will be allowed 
when cars are held for reconsignment, diversion, or reshipment. To 
such movements as have been shown above to have been reshipments 
rather than new shipments, the demurrage charges were applicable. 
Rule 2, section B, also provided that when a car held for unloading 
is partly unloaded and partly reloaded, 48 hours’ free time will be 
allowed for the entire transaction. This provision was applicable to 
cars when moved outbound with substituted lading. 


In this case the Commission applied the provisions of 
paragraph B-4 of Rule 2 to what it termed “New Shipments” 
which are handled in the same manner as that in the instant 
case, the only difference being, as we see it, that the cars 
were partly reloaded in addition to being partly unloaded. 


Switching—Absorption of Connecting Line’s Charges 


Texas.—Question: Your answer to Wisconsin on page 557 
of the Traffic World of September 9 deals with placing on an 
industry track, for unloading, a car consigned to party or parties 
other than the industry served by the track. 


Predicated merely upon what has been developed or shown, 
I think your answer is correct, but the question goes much 
deeper than that. I think the question of ownership of the track 
and the contract entered into by the railroad and the industry 
served by the trackage, when the track was constructed, would 
have considerable bearing on the question. 


Will you please advise through your columns if you do not 
think such facts if developed might have considerable bearing 
on whether or not the industry served by the track had the right 
to allow other consignees to use the track without the railroad’s 
consent ? 


Answer: So far as the application of the tariff is concerned, 
in the absence of a provision therein to the effect that only cars 
consigned to and unloaded by the owner of the sidetrack may 
be unloaded on the track, in our opinion, carrier A must absorb 
the switching charge. 


A contractual provision between the carrier and owner of 
the track as to the use to which the track is to be put will not, 
in our opinion, control the application of a tariff. 

The use of the track contrary to the terms of the contract 
may be basis for an action at law by the carrier against the 
owner of the track. However, in the absence of notice to the 
shipping public, through the medium of a tariff provision, a 
contractual provision is of no force and effect, in so far as the 
application of a tariff is concerned. 


Conversion—Demand for Excessive Freight Charges 


Oklahoma.—Question: A consignee receives a carload ship- 
ment, pays freight charges on basis of 80 cents per 100 pounds 
and accepts delivery. After having had the car in his possession 
for two days and after having sold about one-half of the goods, 
a representative of the carrier calls on the consignee for addi- 
tional freight charges. The consignee refused to pay additional 
freight charges on account of having knowledge that the 80 cent 
rate was excessive. The carrier’s representative then locked the 
car and the consignee had no further access to the car. It later 
developed that the correct rate was 75 cents per 100 pounds. 


Please advise if consignee has recourse in court for the 
amount of the goods he was not allowed to dispose of, with 
reference to similar cases. 


Answer: A carrier is not guilty of conversion in making 
payment of freight a condition of delivery, as the carrier’s lien 
for freight entitles it to retain possession until the freight is 
paid. If, however, excessive freight charges are demanded, 
refusal to deliver because of non-payment of such charges will 
amount to conversion, and this is so although only a small 
excess of the legal rate was demanded, and although the car- 
rier’s agent acted honestly and in good faith in demanding the 
excess. Pecos, etc., R. Co. vs. Porter (Tex.), 183 S. W. 98; 
Pecos, etc., R. Co. vs. Porter (Tex.), 156 S. W. 267; Colby vs. 
C. & N. W. (Neb.), 187 N. W. 98; Panhandle & Santa Fe Ry. 
Co. vs. Hubbard (Tex.), 190 S. W. 793, in which latter case the 
court said that where the carrier demands an excessive and 
illegal freight charge, and upon the refusal of the shipper to 
pay he declines to deliver the goods and sells them for the 
charges, it is a conversion. The measure of damages for a con- 
version by the carrier of goods entrusted to it for transportation 
is the value of the goods at the time and place of conversion. 
Quanah, etc., R. Co. vs. Campbell, 170 S. W. 859; Texas, etc., R. 
Co. vs. Crowders, 165 S. W. 116; Gulf, etc., R. Co. vs. Cleburne, 
etc., Storage Co., 79 S. W. 836. 
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Doings of the Traffic Clubs 


items for this column are solicited and when they are sent and 
not published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are usually 
not sufficient, because often they are received too late to be of vaiue. 
The Traffic Worid goes to press in Chicago Friday of each week. News 
of coming or past events, such as meetings, dinners and election of 
officers, is desired. If publicity is looked for it should be made the duty 
of some one in the club to keep us adequately and promptly informed. 
—Editor The Traffic World. 





There will be a showboat entertainment at the annual fall 
dinner of the Junior Traffic Club of Chicago October 5 at the 
Palmer House. A. S. Berry, chairman of the program com- 
mittee, is in charge of the dinner, which will be a stag affair. 





O. O. Waggener, assistant general live stock agent, Chicago, 
Burlington and Quincy, spoke at the September 20 meeting of 
the Rock River Valley Traffic Club held at the Hotel Faust, 
Rockford, Ill. His subject was “Transportation.” The club’s 
October meeting will be turned over to the discussion of express 
shipments and the November meeting will cover motor truck 
transportation. 





The annual industrial night dinner dance of the Birming- 
ham, Ala., Traffic and Transportation Club, held September 
20, honored the Alabama Mining Institute. Heath S. Clark, 
president, National Coal Association, spoke at the dinner at 
the Thomas Jefferson Hotel. J. L. Bevin, president, Illinois 
Central, spoke at the September 21 luncheon of the club at 
the Thomas Jefferson Hotel. 

The Women’s Traffic Club of Metropolitan St. Louis, Mo., 
held a homecoming dinner September 21 at the Hotel DeSoto, 
St. Louis. Mrs. Ruth Vondorck, social service director, St. 
Louis County, spoke at the dinner. 





The Naugatuck Valley Traffic Club will hold its autumn 
outing September 28 at the Chase Country Club, Waterbury, 
Conn. G. R. Fraser is chairman of the affair. 





The first fall meeting of the Traffic Club of Springfield, 
Mo., was held September 20 at the Chamber of Commerce 
Building. J. F. Miller, district director, bureau of motor car- 
riers of the Commission, spoke at the meeting. Members of the 
club will conduct a course in traffic management. 





Sterling Fisher, director of talks and educational activi- 
ties, Columbia Broadcasting System, New York, spoke at the 
September 20 dinner meeting of the Evansville, Ind., Trans- 
portation Club in the Hotel Vendome. The calendar for the 
remainder of the club year includes the October dinner meet- 
ing, October 18; seventeenth annual dinner, November 15; and 
the annual election December 20. 





The following have been placed in nomination for office 
in the Metropolitan Traffic Association of New York by the 
nominating committee, the election to take place at a meet- 
ing to be held at the Hotel Imperial September 28: For presi- 
dent, J. A. Green, American Potash and Chemical Company; 
first vice-president, Ernest J. Vohs, Great Lakes Transit Cor- 
poration; second vice-president, Otto Olsen, Philip Morris and 
Company; secretary, John Bowie, McLellan Stores Company; 
financial secretary, C. S. Lozier, Davidson Transfer and Storage 
Company; treasurer, Vincent P. Golden, Union Bag and Paper 
Company. The committee made its report at a meeting held 
September 14. At that meeting D. J. Mullane, association his- 
torian, spoke on the early days of the club. The club held its 
annual outing at Oakland Heights, Staten Island, September 16. 





The Women’s Traffic Club of Los Angeles held a railroad 
night meeting at the Pacific Electric Club September 20. Din- 
ner was served. Members of the Los Angeles Transportation 
Club and the Rail and Water Club were guests. T. K. Chang, 
Chinese consul at Los Angeles, spoke on “The Far Eastern 
Situation.” Dorothy Quigley was chairman of the committee 

in charge. 





At a meeting of the Women’s Traffic Club of Greater New 
York September 12, the following officers were elected: Pres!- 
dent, Mrs. Ella M. D. Holm, Merchants and Miners Transpor- 
tation Company; first vice-president, Miss Elsie M. Behneken, 
Universal Carloading and Distributing Company; second vice- 
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president, Miss Geraldine N. Walbridge, New_York Central; 
secretary, Miss Elizabeth Hoffman, Chicago, Milwaukee, St. 
Paul and Pacific; assistant secretary, Miss Emma L. Hiby, 
Toledo, Peoria and Western; treasurer, Mary L. Crews, Lehigh 
Navigation Coal Company; members of the board of directors, 


Miss Jane Berman, National Carloading Corporation; Miss 
E. Lee Hahn, Waterman Steamship Agency, Ltd.; Miss Judith 
Schmidt, Pacific Mills. Miss Nell Mahoney, Freeport Sulphur 
Company, hold-over member of the board, is chairman of the 
club’s welfare committee. Other chairmen of standing com- 
mittees are: Speakers, Miss Mabel O. Warren, Kennedy Menke 
Company, Inc.; publicity, Miss Ethel C. Mayer, Manchester 
Ship Canal Company; entertainment, Miss Behnken; member- 
ship, Miss Walbridge; reception, Miss Berman; educational, 
Miss Hahn; librarian, Miss Schmidt. 





The Portland, Ore., Industrial Traffic Club, the Portland 
Transportation Club, and the Junior Traffic Club of Portland 
will hold a joint golf outing at the Peninsula Golf Club Octo- 
ber 1. The committee in charge of arrangements consists of 
William Ahlgrim, Heath W. Pate and E. E. Roecker. 





The Fort Wayne, Ind., Transportation Club has set the 
date for its annual dinner for March 21, 1940, and its annual 
picnic for June 20, 1940. Meetings of the club will be held 
on October 19 and November 23, this year, and January 18, 
February 15, April 18 and May 16, 1940. 





The annual dinner of the Transportation Club of Buffalo 
will be held at the Hotel Statler November 16. 





The Women’s Traffic and Transportation Club of Seattle 
held a meeting September 11 at the Dolly Madison Dining 
Room, at which Miss Lacey Jones, McCormick Steamship Com- 
pany, was elected corresponding secretary to fill the unexpired 
term of Mrs. Eleanor Burnham, Luckenbach Steamship Com- 
pany, who resigned because of illness. The club’s educational 
activities in the winter months will follow an outline prepared 
by Professor J. E. Gould of the University of Washington. The 
club will observe its anniversary with a dinner and entertain- 
ment at the Dolly Madison Dining Room October 9. 





The Traffic Club of Minneapolis resumed its Thursday 
luncheon sessions at the Hotel Nicollet September 21. The 
day was designated “get acquainted day.” E. H. Richards is 
chairman of the Thursday luncheon committee. 





A sound film of skiing, “White Magic,” will be shown at a 
luncheon meeting of the Traffic Club of Kansas City at the 
Hotel Phillips September 25. George E. Coffin is chairman of 
the luncheon committee. 


The Traffic Club of Houston held a luncheon meeting at 
the Rice Hotel September 19. Dr. Harry G. Knowles, club 
chaplain, spoke. Ralph Huddleston was chairman of the com- 
mittee in charge. 

Past presidents of the Oakland, Cal., Traffic Club were 
hosts at a meeting of the club at the Athens Athletic Club Sep- 
tember 19. James B. Taylor was chairman of the committee in 
charge. The club’s annual picnic will be held at Linda Vista 
Park, Mission San Jose, September 24. 

_ The New Haven, Conn., Traffic Club will hold a ladies’ night 

dinner meeting at the Seven Gables Inn September 25. There 
will be favors for the ladies and a program of entertainment. 
Charles McMenamin is chairman of the committee in charge. 
The club’s bowling league began its season at the Roger Sher- 
man Bowling Academy September 20. 

The Women’s Traffic Club of Philadelphia held a dinner 
meeting at the Sylvania Hotel September 12. The nominating 
committee, headed by Emma Owens, submitted a slate of can- 
lidates for office to be voted on at the meeting scheduled for 
October 10. The club is preparing an educational program for 
the coming months. 


The Pacific Traffic Association of San Francisco held its 
annual golf tournament at the California Golf Club September 

Dinner was served. A. F. Schumacher was chairman of 
the committee in charge of the event. The club’s Tuesday 
ttaffic forum heard Dick Friendlick, sports writer, San Fran- 
‘isco Chronicle, speak on “Inside of Football for 1939,” at its 
meeting on September 19. 





In connection with the meeting of the Associated Traffic 
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Clubs of America, to be held at the Palmer House, Chicago, 
November 6, 7 and 8, the host clubs—Traffic Club of Chicago, 
Junior Traffic Club of Chicago, and Women’s Traffic Club of 
Chicago—are arranging an educational and commercial trans- 
portation exhibit at the same hotel. The educational exhibit 
will seek, by means of models, pictures and equipment, to por- 
tray a history of transportation from its earliest inception to 
the present time. Space in the commercial exhibits will be 
occupied by firms with merchandise and services to promote. 
The exhibit will be held intact through November 9, when the 
Junior Traffic Club of Chicago will hold a meeting and open 
house in connection therewith, at which there will be a speaker, 
yet to be announced, on “What Transportation Means to In- 
dustry.” 





The Ky-O-Va Traffic Club will hold a dinner meeting at 
the Henry Clay Hotel, Ashland, Ky., October 9. F. A. Keeling, 
traffic manager, National Colortype Company, Bellevue, Ky., 
will speak on “Professionalization of Traffic Management.” The 
annual fall outing of the club, scheduled to be held October 5 
at the Hillendale Country Club, Ashland, has been cancelled 
because of the probability that one of the games of the world’s 
championship baseball series will be played in Cincinnati on 
that day. 





The Traffic Club of Memphis will begin its fall activities 
with a luncheon meeting at the Hotel Gayoso September 25. 
There will be a program of entertainment. The luncheon 
scheduled for October 2 will be ladies’ day. 


N. |. T. L. MEETING 


Formally announcing that the thirty-second annual meet- 
ing of the National Industrial Traffic League would take place 
at the Palmer House, Chicago, November 21-22, Edward F. 
Lacey, executive secretary, said the dates were selected by the 
executive committee on the recommendations of the officers 
and the local committee on arrangements so as to avoid con- 
flict with President Roosevelt’s determination that Thanksgiv- 
ing Day should be November 23 instead of the last Thursday 
of the month. He said it was impossible to obtain adequate 
hotel accommodations on other dates without conflicting with 
other important functions. 


To make the matter of Thanksgiving Day more complex, 
Mr. Lacey observed that the governors of several states had 
indicated they would adhere to November 30, that being the day 
that had been observed for about seventy-five years. He said 
that, if necessary, a night session of the League could be held 
on the evening of November 21. That, he added, would permit 
early adjournment the following day, affording out of town 
members an opportunity to leave Chicago on early afternoon 
trains, Wednesday, in time to permit practically all to arrive 
at their homes early Thanksgiving Day. 


The annual luncheon, Mr. Lacey said, would be served at 
noon Tuesday, and the program for it would be announced 
shortly. 


COTTON BELT REORGANIZATION 


The Kansas City Southern and the Texarkana & Ft. Smith 
have asked the Commission, in Finance No. 11040, St. Louis 
Southwestern and St. Louis Southwestern Railway Company 
of Texas reorganization, to broaden the issues in that proceed- 
ing at the further hearing begun September 18 by receiving 
evidence on the issue whether any plan of reorganization of the 
debtors should be made expressly subject to the condition that 
the debtors or any reorganized or new railway company or 
companies should assume and continue the full and uncondi- 
tional liability of each for the full amount of principal and 
interest of the Texarkana Union Station trust certificates and 
the full and unconditional liability to their full extent of any 
and all other obligations of the railway companies under the 
indenture and lease of December 1, 1927, respecting the certi- 
ficates and the Texarkana Union Station facilities. 


ROCK ISLAND REORGANIZATION 


Proposing the wiping out of both preferred and common 
stock, Examiner Conway, in Finance No. 10028, Rock Island 
reorganization, has recommended that the carrier’s affairs be 
reorganized by reducing the capitalization from $458,838,944 to 
$306 497.380 and the fixed interest charges from $14,052,769 
to $2,438,547. The effective date of the plan is to be as of 
January 1, 1939. The case is to be argued December 7 and 8. 
Exceptions are to be filed not later than November 15 and 
replies not later than December 1. 
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Docket of the Commission 





NOTE—items in the docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Current cancel- 
lations and postponements announced too late to show the change in 
this docket will be noted elsewhere. 


September 25—Atlanta, Ga.—Atlanta Biltmore Hotel—Examiner Stiles: 
1. & S. 4684—Boots and shoes, Nashville, Tenn., to Chicago, Ill. 
September 25—Baltimore, Md.—Assn. of Com.—Examiner Colvin: 
1. & S. M-806—Iron and steel, Pittsburgh, Pa., to Baltimore, Md. 
September 25—Brooklyn, N. Y.—St. George Hotel—Examiner Price: 
1. & S. M-792—Carl’s Transportation, commodities from and to Mon- 
treal. 
September 25—Brooklyn, N. Y.—St. George Hotel—Examiner Myers: 
MC 94740—Gurian Trucking Corp., New York, N. Y. 
September 25—Charlotte, N. C.—U. S. Court—Examiner McCaslin: 
1. & S. M-799—Textile machinery—Milford, Mass., to Duncan, S. C. 
September 25—Davenport, la.—U. S. Court—Jt. Bds. 53 and 54: 
MC 17723—Pioneer Transfer and Warehouse Co., Moline, Ill., cer- 
tificate or permit. 
MC 91101—Tri-City Delivery Service, Davenport, Ia., certificate. 
September 25—Fort Wayne, Ind.—U. S. Court—Examiner Harrison: 
MC 37270—J. Ross & Sons Transit and Coal Co., Kokomo, Ind., cer- 
tificate or permit. 
September 25—Green Bay, Wis.—U. S. Court—Jt. Bd. 95: 
MC F-990—Northern Transportation Co., lease, Terminal Truck Lines. 
September 25—Shawnee, Okla.—Aldridge Hotel—Jt. Bd. 39: 
MC F-988—Luper Transportation Co., purchase, J. C. Gay and R. R. 
Luper. 
September 25—Lansing, Mich.—Federal Bldg.—Jt. Bd. 76: 
MC 12178 and MC 83899—United Motor Freight Terminal, Jackson, 
Mich., license and certificate. 
MC 100287—Stoddard Cartage, Battle Creek, Mich., certificate. 
September 25—Little Rock, Ark.—State Com.—Jt. Bd. 215: 
MC 89913, Sub. 4—Frisco Transportation Co., St. Louis, certificate to 
extend operations. 
September 25—Montpelier, Vt.—U. S. Court—Jt. Bd. 188: 
MC 45626, Sub. 3—Vermont Transit Co., Inc., Burlington, Vt., cer- 
tificate to extend operations. 
MC 100227—E. N. Schoolcraft, Enosburg Falls, Vt., certificate. 
September 25—New Orleans, La.—Jung Hotel—Examiner Frizzell: 
MC 12190—Deep South Tours, New Orleans, license. 
September 25—Reno, Nev.—Chamber of Com.—Jt. Bd. 78: 
MC 26, Sub. 1—Mono Basin Transport, Inc., Gardnerville, Nev., cer- 
tificate to extend operations. 
September 25—San Francisco, Calif.—Hotel Empire—Examiner Armes: 
1. & S. 4700—Mixed carloads between Pacific coast ports. 
September 25—Spokane, Wash.—Davenport Hotel—Jt. Bd. 81: 
MC 86962, Sub. 3—T. L. Cunningham, Spokane, certificate to extend 
operations. 
September 25—St. Louis, Mo.—Court & Customs Bldg.—Jt. Bds. 298 
and 135: 
MC 19079 and Sub. 1—Fruit Belt System, Inc., Anna, IIl., certificate 
and to extend operations. 
MC 73182—Fruit Belt System, Inc., Anna, IIl., certificate or permit. 
September 25—Toledo, O.—New Secor Hotel—Jt. Bd. 57: 
MC 59922, Sub. 1—Brown Avenue Transportation Co., Toledo, permit 
to extend operations. 
September 25—Washington, D. C.—Examiner Glover: 
Fourth section application 17866—Coal to points in Georgia. 


September 26—Aberdeen, S. D.—Alonzo-Ward Hotel—Examiner Peter- 


son: 
1. & S$. M-791—Groceries, Aberdeen, S. D., to Willmar, Minn. 


September 26—Brooklyn, N. Y.—St. George Hotel—Examiner Price: 
MC 2199—Kohler Coach Co., Inc., New York, certificate or permit. 


September 26—Davenport, la.—U. S. Court—Jt. Bd. 54: 
MC 93718—Henningsen Bros., Preston, Ia., certificate. 
MC 93724—L. Kohl, Martelle, Ia., certificate. 


September 26—Fort Wayne, Ind.—U. S. Court—Examiner Harrison: 
MC 51658, Subs. 1 and 2—Fairmount Trucking Co., Fairmount, Ind., 
permit to extend operations. 


September 26—Lansing, Mich.—Federal Bldg.—Jt. Bd. 23: 
MC 73701, Sub. 3—B. Glupker, Grand Rapids, Mich., certificate to 
extend operations. 
MC 100437—Kress and Sons, Grand Rapids, Mich., permit. 


September 26—Little Rock, Ark.—State Comm.—Examiner Simmons: 
MC 76118, Sub. 1—H. R. Cook Truck Line, Jonesboro, Ark., permit 
to extend operations. 


September 26—Montpelier, Vt.—U. S. Court—Jt. Bds. 132 and 332: 
MC 30501, Sub. 2—Greenwood’s Bus Line, Newport, Vt., certificate 
to extend operations. 
MC 50394, Sub. 3—Heartz Transportation Co., South Ryegate Vt., cer- 
tificate to extend operations. 
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September 26—Nashville, 
Bradford: 
|. & S. M-783—Signs, Nashville, Tenn., to points in the south. 
September 26—New Orleans, La.—Jung Hotel—Examiner Frizzell ang 
Jt. Bd. 28: 
MC 66685—A. L. Tucker Drayage, New Orleans, certificate. 
MC 95871, Sub. 1—G. W. Lawson, Jackson, La., permit to exten 
operations. 


September 26—New Richmond, Wis.—Federal Bldg.—Examiner Schv. 
trumpf: 
Finance 12387—Application of Wis. Cent. and receiver, and trustees 
of M. St. P. & S. S. M. for permission to abandon line extending 
from Cylon to Glenwood City, Wis. 


September 26—San Francisco, 
coran: 
MC 95903—W. V. Lord, San Francisco, permit. 


September 26—Spokane, Wash.—Davenport Hotel—Jt. Bd. 169: 
MC 29594, Sub. 1—Spokane-Priest Lake Motor Coach Line, Spokane, 
certificate to extend operations. 
MC 34457—R. H. Graham, Spokane, certificate or permit. 


September 26—St. Louis, Mo.—Court & Customs Bldg.—Jt. Bd. 298: 
MC 2332, Sub. 1—Illinois Film Service, Carbondale, IIl., certificate to 
extend operations. 
September 26—St. Louis, 
Smith: 
MC F-933—H. M. Florman, control and management, 
Transports, Inc., and Automobile Convoy Co. 
MC F-943—Bryant Truck Lines, purchase, D. R. Scott and C. Camp. 
bell. 
MC F-989—Yellow Cab Transit Co., purchase, F. L. Holsapple. 


September 26—Toledo, O.—New Secor Hotel—Examiner Borroughs: 
MC 43461, Sub. 2—Soldier Brothers Auto Body Transit Line, Toledo, 
permit to extend operations. 
* MC 20416, Sub. 1—Sentle Trucking Co., Toledo, certificate to extend 
operations. 
September 26—Washington, D. S.—Argument: 
Fourth section application 17844—Import rates on pineapple and pine 
apple juice, etc. 


September 26—Washington, D. C.—Examiner Devoe: 

Finance 12517—Application of Mont. Wyo. & Southern for authoriza- 
tion of partial payment on account of principal and for extension 
of time for payment of balance of principal of and modification of 
oe charges on its first mortgage gold bonds, under plan dated 

ay 1. 
September 27—Brooklyn, N. Y.—St. George Hotel—Examiner Price: 

MC 3168—Baker’s Horse Transportation, Inc., New York, certificate 
or permit. 


September 27—Chicago, I!!1.—Hotel Sherman—Examiner Snider: 
28298—Globe Oil & Refining Co. vs. A. C. & Y. et al. 
September 27—Columbia, S. C.—Federal Court—Jt. Bd. 177: 
MC 61599, Sub. 21—Queen City Coach Co., Charlotte, N. C., certificate 
to extend operations. 
September 27—Davenport, !a.—U. S. Court—Jt. Bd. 54: 
MC 95332—R. Bjorndahl, Moline, Ill., certificate or permit. 
MC 95342, Sub. 1—C. Leaf, Moline, Ill., permit to extend operations 


September 27—Fort Wayne, Ind.—U. S. Court—Jt. Bd. 58: 
MC 29858, Sub. 1—W. J. Frank, Columbia City, Ind., permit to ex 
tend operations. 


* MC 29858—W. J. Frank, Columbia City, Ind., certificate or permit. 
* MC 100735—W. J. Frank, Columbia City, Ind., certificate. 


September 27—Lansing, Mich.—Federal Bldg.—Jt. Bd. 73: 
MC 100319—R. Cooper, Dowagiac, Mich., certificate. 
MC 100559—Bouman Brothers, Hamilton, Mich., certificate. 


September 27—Little Rock, Ark.—State Comm.—Examiner Simmons: 
MC 100534—J. N. Thomas, Mena, Ark., certificate. 
MC 100634—Drummond Truck Line, Hampton, Ark., permit. 
September 27—Montpelier, Vt.—U. S. Court—Jt. Bd. 187 and Examiner 
Cunningham: 
MC 36440, Sub. 1—Morin & Pouliot, Inc., Barre, Vt., certificate to ex- 
tend operations. 
MC 93513—L. Stern, Springfield, Vt., certificate. 
September 27—New Orleans, La.—Jung Hotel—Jt. Bd. 164: 
MC 100691—Jim Tatum Trucking Service, New Iberia, La., certificate. 
September 27—San Francisco, Calif.—Empire Hotel—Jt. Bd. 75: 


MC 35395—Carley & Hamilton, Inc., San Francisco, certificate or 
permit. 


September 27—Spokane, Wash.—Davenport Hotel—Jt. Bd. 45: 
MC 100756, Sub. 1—J. J. Williams, Spokane, certificate. 
September 27—St. Louis, Mo.—Court & Customs Bldg.—Jt. Bd. 160: 
MC 29745—St. Louis-Eastern Truck Lines, Inc., St. Louis, certificate 
or permit. 


September 27—Toledo, O0.—New Secor Hotel—Examiner Borroughs: 

MC 93692—Blain’s Drive-A-Way System, West Toledo, O. 

MC 93692, Sub. 1—Blain Driveaway System, West Toledo, O. 
September 27—Washington, D. C.—Examiner Glover: 

Fourth section application 17771—Coal between points in the south. 
September 27—Washington, D. C.—Examiner Messer: 

1. & S. M-805—Butter substitutes—Baltimore to Washington. 
September 27—Washington, D. C.—Argument: 

Finance 12328—S. A. L. receivers extension of operation. 


Tenn.—Andrew Jackson Hotel—Examiner 


Calif.—Empire Hotel—Examiner Cor. 


Mo.—Court & Customs Bldg.—Examiner 
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september 28—Baton Rouge, La.—State Comm.—Jt. Bd. 28: 
MC 63094, Sub. 1—Tom John Truck Service, Crowley, La., permit 
to extend operations. 
MC 67025, Sub. 1—R. M. Shaddock, Crowley, La., permit to extend 
operations. 


September 28—Brooklyn, N. Y.—St. George Hotel—Examiner Price: 
MC 5716—Fall River & New York Transportation Co., New York, cer- 
tificate or permit. 
MC 8684—H. Werner, Irvington, N. J., certificate or permit. 


September 28—Chicago, II1.—Hotel Sherman.—Examiner Snider: 
28198—Hyman-Michaels Co. vs. B. & O. et al. 


September 28—Columbia, S. C.—Federal Court—Examiner McCaslin: 
MC 61623, Sub. 1—Gate City Transport Co., Inc., Greensboro, N. C. 
september 28—Davenport, la.—U. S. Court—Jt. Bd. 54: 
MC 95344—A. G. Kellberg, Rock Island, Ill., certificate or permit. 
MC 95562—J. H. Spach, Orion, IIl., certificate. 
MC 95844—G. Schneckloth, Davenport, certificate. 


September 28—Fort Wayne, Ind.—U. S. Court—Jt. Bds. 58 and 1: 
MC 90897, Subs. 1 and 2—G. Gaetz, Hudson, Ind., certificate to extend 
operations. 


September 28—Hartford, Conn.—Public Utilities—Jt. Bd. 227: 
MC 12176—R. G. Davis Sons, Inc., New Haven, Conn., license. 
MC 46965—Connecticut & Ohio Freight Lines, Hartford. 

September 28—Lakeland, Fla.—City Hall—Examiner Stiles: 
28240—McDonald Corp. vs. B. & O. et al. 


September 28—Lansing, Mich.—Federal Bldg.—Jt. Bd. 73: 
MC 59619—Weimaster Truck Co., Kalamazoo, Mich., certificate or 
permit. 


September 28—Little Rock, Ark.—State Comm.—Examiner Simmons: 
MC 100480, Sub. 1—Lee Brothers, Russellville, Ark., permit to ex- 
tend operations. 


September 28—Montpelier, Vt.—U. S. Court—Examiner Cunningham: 
MC 72894, Sub. 1—Hyde’s Transportation, Fair Haven, Vt., certif- 
icate to extend operations. 
MC 100228—J. Hughes, Poultney, Vt., certificate. 


September 28—Oklahoma City, Okla.—Skirvin Hotel—Examiner Hendon: 
MC F-1010—United Transports, Inc. (Deleware), purchase, W. O. 
Hawkins. 


September 28—Portland, Ore.—Multnomah Hotel—Examiner Armes: 
|. & S. 4634—Honey, Idaho to Portland and Seattle. 
September 28—Rapid City, S. D.—Harney Hotel—Examiner Peterson: 
MC 13333, Sub. 2—Buckingham Transportation Co., St. Paul, Minn., 
certificate to extend operations. 
September 28—San Francisco, Calif.—Empire Hotel—Jt. Bd. 47: 
MC 100454—Day and Co., Richmond, Calif., permit. 


September 28—Spokane, Wash.—Davenport Hotel—Jt. Bd. 45: 
MC 100570, Sub. 1—Model Transit Line, Spokane, certificate. 
September 28—St. Louis, Mo.—Court & Customs Bldg.—Jt. Bds. 135 
and 195: 
MC 1520i—B & D Transportation Co., St. Louis, certificate or permit. 
MC 42273—B & D Transportation Co., St. Louis, permit. 


September 28—Thief River Falls, 
Schutrumpf: 

Finance 12479—Application of Great Northern for certificate permit- 

ting abandonment of line extending from St. Hilaire to Wylie, Minn. 


September 29—Brooklyn, N. Y.—St. George Hotel—Examiner Price: 
MC 10876—Branch Storage Co., Inc., New York, certificate or permit. 


September 29—Columbia, S. C.—Federal Court—Examiner McCaslin: 
MC 29148—W. H. Hicklin Motor Freight Lines, Columbia. 
MC 18535—O. A. Hicklin, St. Matthews, S. C. 


September 29—Dallas, Tex.—Baker Hotel—Jt. Bd. 32: 
*MC F-1013—Henderson-Shreveport Motor Coaches, 
S. H. Day. 


September 29—Davenport, la.—U. S. Court—Jt. Bd. 54: 
MC 95896—E. F. Laetare, Oxford Junction, Ia., certificate. 
MC 100326—Hatfield Commission Co., Fruitland, Ia., permit. 
September 29—Davenport, la.—U. S. Court—Examiner Vinskey: 
|. & S. M-810—G. L. Peck—minimum charges. 
September 29—Fort Wayne, Ind.—U. S. Court—Jt. Bd. 60: 
MC 100591—C. C. Moody, Lynn, Ind., certificate. 
September 29—Fort Wayne, Ind.—U. S. Court—Examiner Harrison: 
MC 89689, Sub. 2—McClosky and Shaffer, Valparaiso, Ind., permit. 
September 29—Hartford, Conn.—Public Utilities—Jt. Bds. 22, 159 and 
191: 


Minn.—Federal Bldg.—Examiner 


Ine., purchase, 


MC 44027—Connecticut Motor Express, Bridgeport, Conn. 
MC 95891—DuFour’s Garage, Lakeville, Conn., certificate. 
September 29—Lansing, Mich.—Federal Bldg.—Jt. Bd. 76: 
MC 1733, Sub. 1—Lake Shore Motor Transit Lines, St. Joseph, Mich., 
certificate to extend operations. 


September 29—Little Rock, Ark.—State Comm.—Examiner Simmons: 
MC 64053, Sub. 1—J. H. Carlile, Stilwell, Okla., certificate to extend 
operations. 


September 29—Montpelier, Vt.—U. S. Court—Examiner Cunningham: 
MC 34708 and MC 40937—Green Mountain Express, Burlington, Vt., 
certificate or permit. 


September 29—Portland, Ore.—Multnomah Hotel—Examiner Armes: 
|. & S. 4659—Malt beverages between Portland and Wash. points. 
September 29—San Francisco, Calif.—Empire Hotel—Jt. Bd. 75: 


MC 52554, Sub. 1—C & M Trucking Co., Mountain View, Calif., cer- 
tificate to extend operations. 
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September 29—Shreveport, 
164 and 32: 
MC 45753—G. W. Hickey, Waskom, Tex., certificate. 
September 29—Spokane, Wash.—Davenport Hotel—Jt. Bd. 5: 
MC 12200—J. B. Wilson, Spokane, license. 
September 29—St. Louis, Mo.—Court & Customs Bldg.—Jt. Bds. 195 
and 135: 
MC 909, Sub. 1—Cornelius Service Co., St. Louis, permit to extend 
operations. 
MC 100016—E. Bisso, St. Louis, certificate. 


September 29—Toledo, O.—New Secor Hotel—Examiner Borroughs: 
MC 3341—Lake Motor Freight Lines, Inc., Port Clinton, O., certificate 
or permit. 
September 30—Aberdeen, S. D.—Alonzo Ward Hotel—Examiner Schu- 
trumpf: r 
Finance 12437—Application of receiver, M. & St. L. for certificate 
permitting abandonment of line extending from Aberdeen to Leola, 
Ss. D. 


La.—Washington Youree Hotel—Jt.. Bds. 


September 30—Alexandria, La.—U. S. Court—Jt. Bd. 32: 
* MC F-1000—T. S. C. Motor Freight Lines, Inc., purchase, Merchants 
Fast Freight Service, Inc. 
September 30—Ashland, Ky.—Federal Bldg.—Jt. Bd. 37: 
MC 86906, Sub. 1—J. F. Farson, Ashland, permit to extend operations. 
September 30—Brooklyn, N. Y.—St. George Hotel—Examiner Price: 
MC 16093—White Trucking Service, New York, certificate or permit. 
September 30—Hartford, Conn.—Public Utilities—Examiner Myers: 
MC 38385—W. L. Fitzgerald, Manchester, Conn. 
September 30—Hartford, Conn.—Publbic Utilities—Jt. Bd. 22: 
MC 5696, Sub. 1—Bassetti & Lawson, West Haven, Conn., permit to 
extend operations. ¢ 
September 30—Little Rock, Ark.—State Comm.—Examiner Simmons: 
* 1, & S. M-691—Lindley Truck Co., commodities in midwestern states. 
September 30—Montpelier, Vt.—U. S. Court—Examiner Cunningham: 
MC 50394, Sub. 2—Heartz Transportation Co., South Ryegate, Vt., 
certificate to extend operations. 
September 30—San Francisco, Calif.—Empire Hotel—Jt. Bd. 75: 
MC 83907—Haslett Warehouse Co., San Francisco, license. 
September 30—South Bend, Ind.—Federal Bldg.—Jt. Bd. 23: 
MC 100060—E. C. Ballard Driveaway, Mishawaka, Ind., certificate. 
September 30—Texarkana, Tex.—Federal Bldg.—Examiner Frizzell: 
MC 100587—L. B. Covington, Texarkana, Tex., permit. 
September 30—Walla Walla, Wash.—U. S. Court—Jt. Bd. 45: 
MC 87209, Sub. 1—Pearson Transfer, Freewater, Ore., certificate. 
October 2—Brooklyn, N. Y.—St. George Hotel—Examiner Price: 


MC 11018—Service Transportation Co., Inc., Secaucus, N. J., certif- 
icate. 


October 2—Brooklyn, N. Y.—Hotel St. George—Examiner Kephart: 
* MC 39085—Universal Cartage Co., New York. 
* MC 39086—Universal Carloading & Distributing Co., New York. 


& 
x 


: / 
A TRACK-LAYING gecoro wis 
WHEN THE FORCES OF THE CENTRAL PACIFIC, LABORING IN UTAH 
TO COMPLETE JUNCTION WITH THE UNION PACIFIC LAID OVER 
TEN MILES OF TRACK IN 11 WORKING HOURS, 
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Have You Read These Books? 


Public Warehouses in Distribution, by John H. Frederick 


Nine chapters analyzing the services of public ware- 
houses in distribution, covering storage and delivery 
services, warehouse receipts, field warehousing, pool car 
distribution, storage in transit, trucking and city deliv- 
ery, flexibility of leased warehouse space, how ware- 
houses solve the branch house problem, and how to 
select public warehouses. 50 cents. 


Industrial Traffic Management, by G. Lloyd Wilson 


Thirty-six chapters covering scope of traffic manage- 
ment, training, shipping and receiving, management of 
equipment, rates, rate adjustments, tariffs, routing, 
tracing, expediting, claims, express, parcel post, for- 
eign trade, procedure before I. C. C. and state commis. 
sions, federal regulation. Two volumes—75 cents. 


Principles of Freight Traffic, by G. Lloyd Wilson 


Sixteen chapters covering railroad freight traffic depart- 
ments, rules of freight classification, principles of rate 
making, tariff construction and interpretation, principles 
of rate structures, analysis of rate structures in freight 
rate territories, and the elements of export and import 
rates. 50 cents. 


Selling Highway Freight Transportation, by Charles E. 
Parks 


Eight chapters covering the effect of regulation on truck 
line merchandising methods, shipping motives, sales 
resistance and how to meet it, suggested techniques for 
personal solicitation, and the most profitable fields for 
selling highway freight transportation. 50 cents. 


Selling Railroad Transportation, by Charles E. Parks 


Ten chapters covering analysis of present selling meth- 
ods, qualifications of railroad salesman, and what he 
should know, four groups of prospects, buying motives, 
analysis of buying process. 50 cents. 
> Organization, Operation and Traffic, by G. Lloyd 
ilson 


Nineteen chapters covering railroad development, cor- 
porate organization, organization and personnel of traf- 
fic departments, operating departments, roadway and 
structures, rolling stock and equipment, yard and ter- 
minal operation, accounting, solicitation and traffic 
development, special and terminal services, passenger 
services and rates, freight rate making and changing, 
public relations. 5@ cents. 


Motor Freight Transportation and Regulation, by G. Lloyd 
Wilson 


Seventeen chapters covering development of motor 
transportation and highways, types of motor freight 
carriers, local and intercity services, principles of freight 
classifications and rate making, regulations governing 
tariffs and schedules, bills of lading and shipping docu- 
ments, liability and insurance, accounting principles, 
analysis of regulation. 50 cents. 


Air Transportation, by G. Lloyd Wilson 


Six chapters covering air mail services, the place of air 
express in present day distribution, passenger services, 
the regulation of air transportation by local, state, fed- 
eral and international agencies. Also a seventh chapter 
by Edgar S. Gorrell, President of the Air Transport 
Association of America, which summarizes the status 
of the air line industry of today. 50 cents. 
Traffic Law, by G. Lloyd Wilson 


Ten chapters covering duties and liability of carriers, spe- 
cial rates and rebates, claims, embargoes, freight pool- 
ing, payment of freight charges, as governed by the 
interstate commerce act and common law, and as ap- 
plied by the federal courts. 50 cents. 
TRAFFIC WORLD manuals may be ordered at the single copy 
prices listed; any two for 75 cents; three or more, 35 cents 
each ; _ lots of twenty-five or more, 30 cents each. Postage is 
prepaid. 


Complete Set of All Manuals. ........$3.25 


Send remittance with order to 


THE TRAFFIC WORLD 


418 South Market Street Chicago, Illinois 

















































































The Traffic World 





Vol. LXIV, No. 13 


October 2—Cedar Rapids, la.—U. S. Court—Jt. Bd. 92: 
* MC 12202—Lynch Transfer & Storage Co., Cedar Rapids, license. 
October 2—Chicago, !11.—Sherman Hotel—Jt. Bd. 21: 
MC 35596—Midway Motor Express, Chicago Heights, Ill., permit. 
MC 43878, Sub. 2—O. K. Motor Service, Chicago, certificate to exteng 
operations. 
October 2—Cincinnati, O.—New Federal Bldg—Examiner Colvin: 
* MC 1222—Reinhardt Transfer Co., Inc., Portsmouth, O., certificate 
or permit. 
October 2—Cleveland, O.—Hotel Carter—Examiner Borroughs: 
MC 20025—Heller & Lowry, Akron, O., certificate. 
MC 68813, Sub. 2—Brainard Freight Lines, Inc., Warren, O., permit 
to extend operations. 
October 2—Columbia, S. C.—Federal Court—Examiner McCaslin: 
MC 95998—Summers Truck Line, Jefferson, S. C., certificate. 


October 2—Cresbard, S. D.—Federal Bldg.—Examiner Schutrumpf: 
Finance 12436—Application of receiver, M. & St. L., for certificate 
permitting abandonment of line extending from Conde to Akaska, 
B.. 2. 


October 2—Dallas, Tex.—Baker Hotel—Examiner Frizzell: 
1. & S. M-789—Cotton yarn and piece goods, Texas to Missouri. 
MC 30212—O. K. Warehouse Co., Inc., Fort Worth, Tex., certificate 
or permit. 


October 2—Hartford, Conn.—Public Utilities—Examiner Myers: 
MC 5938—J. J. & E. D. Wellspeak, Springfield, Mass., permit. 


October 2—Hattiesburg, Miss.—Federal Bldg.—Examiner Hendon: 
* MC F-949—Gulf Transport Co., purchase, Teche Lines, Inc. 


October 2—Lansing, Mich.—Public Service Comm.—Examiner Linn: 
MC 25183 and MC 67390—Michigan Tri-State Motor Express, Benton 
Harbor, Mich., certificate or permit. 


October 2—Little Rock, Ark.—State Comm.—Jt. Bd. 217: 
MC 29557, Sub. 1—A. E. Adams Motor Service, Chicago, permit to 
extend operations. 


October 2—Madison, Wis.—Hotel Loraine—Examiner Snider: 
Fourth section appliction 17665—Coal and coke to and between points 
in Wisconsin. 


October 2—Montpelier, Vt.—U. S. Court—Examiner Cunningham: 
MC 92822 and Sub. 1—N. D. Williams, Poultney, Vt., certificate or 
permit and to extend operations. 


October 2—New Orleans, La.—Jung Hotel—Examiner Stiles: 
1. & S. 4677—Malt liquors, Texas ports to Louisiana. 


October 2—Portland, Ore.—Multnomah Hotel—Examiner Armes: 
1. & S. 4638—Plumbers’ goods, north Pacific ports to Aberdeen. 
1. & S. 4695—Paper boxes, Portland, Ore., to Seattle, Wash. 


October 2—San Francisco, Calif.—Empire Hotel—Jt. Bd. 75: 
McC 42179—Gunter Brothers, Morgan Hill, Calif., certificate or permit. 
MC 78786, Sub. 37—Pacific Motor Trucking Co., San Francisco, cer- 
tificate to extend operations. 
MC 83482—San Francisco Warehouse Co., San Francisco, license. 


October 2—San Francisco, Calif.—Empire Hotel—R. R. Comm. Calif: 
Finance 12405—Application of Northwestern Pacific for certificate per- 
mitting abandonment of its railroad ferry lines between (a) Sau- 
salito and San Francisco, Calif., and (b) Sausalito and Tiburon, 
Calif. 


October 2—St. Louis, Mo.—Court & Customs Bldg.—Jt. Bd. 135: 
MC 59734 and MC 59735—Ohley Transfer Co., Alton, IIl. 


October 2—Washington, D. C.—Examiner Dunn: 
MC 48972—Ashley Transfer, Winchester, Va., certificate or permit. 


October 2—Yakima, Wash.—Commercial Club—Jt. Bds. 80 and 45: 
MC 86952, Sub. 1—Vognild Yakima Chief Freight Lines, Yakima, cer: 
tificate or permit. 
MC 95733, Sub. 1—K. Fairchild, Yakima, certificate to extend opera- 
tions. 


October 3—Brooklyn, N. Y.—St. George Hotel—Examiner Price: 


MC 16513—Reisch Trucking & Transportation Co., Inc., Palisades 
Park, N. J., certificate or permit. 


October 3—Chicago, !!1.—Sherman Hotel—Jt. Bd. 21: 
MC 59685, Sub. 2—Distributors Service Co., Chicago, permit to extend 
operations. 
October 3—Chicago, II|.—Sherman Hotel—Jt. Bd. 1: 
MC 90034—Allen Transfer, Paxton, IIl., certificate. 
October 3—Chicago, IIl.—Hotel Morrison—Examiner Hosmer: 


15234—In the matter of divisions of freight rates in western and 
Mountain-Pacific territories. 


October 3—Cleveland, O.—Hotel Carter—Jt. Bd. 59: 
MC 31392, Sub. 1—M. & F. Cartage Co., Cleveland, permit to extend 
operations. 
MC 31601, Sub. 1—Steely Trucking Co., Cleveland, certificate to ex 
tend operations. 
October 3—Columbia, S. C.—Federal Court—Jt. Bd. 339: 
MC. 78170, Sub. 1—Parrish Dray Line, Inc., Sumter, S. C., certificate 
to extend operations. 
October 3—Dallas, Tex.—Baker Hotel—Jt. Bd. 77: 
MC 41432, Sub. 6—East Texas Motor Freight Lines, Dallas, certificate 
to extend operations. 
MC 100577—M. B. Shannon Warehouse Service, Dallas, certificate. 
MC 100642—C. M. Wortham, Mexia, Tex., permit. 
October 3—Des Moines, !a.—Hotel Kirkwood—Examiner Vinskey: 
1. & S. M-797—Hard surface flooring, east to mid-western states. 
MC 100449—F. Mallinger, Duncombe, Ia., certificate. 
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October 3—Des Moines, la.—Hotel Kirkwood—Jt. Bd. 92: 
* MC 44560, Sub. 2—Merriman Transfer, Melcher, Ia., certificate to 
extend operations. 


October 3—Grand Forks, N. D.—U. S. Court—Examiner Smith: 
MC F-959—Dakota Transfer & Storage Co., Inc., purchase, Elsholtz 
Tri-City Lines, Inc. 
MC-F 960—Elsholtz Tri-City Lines, Inc., purchase, Dakota Transfer 
& Storage Co., Inc. 
October 3—Hartford, Conn.—Public Utilities—Examiner Myers: 
McC 508, Sub. 3—H. F. Church, Inc., South Windsor, Conn., permit 
to extend operations. 
mc 19017—Frank X. Hald, Inc., New Haven, Conn., certificate or 
permit. 


October 3—Lansing, Mich.—Public Service Comm.—Examiner Linn: 
mc 100451—Cherryland Motor Transport, Traverse City, Mich., cer- 
tificate. 


October 3—Minneapolis, Minn.—Nicollet Hotel—Examiner Snider: 
1. & S. 4676—Concentration of dairy products at Twin Cities. 


October 3—Montpelier, Vt.—U. S. Court—Examiner Cunningham: 
MC 48791, Sub. 1—J. M. Giddings, North Springfield, Vt. 
October 3—New Orleans, La.—Jung Hotel—Examiner Stiles: 


Fourth section application 17953—Sugar to Nashville and Clarksville, 
Tenn. 


October 3—Philadelphia, Pa.—Penn Athletic Club—Examiner Mohundro: 

27921 and Subs. 1 to 16, incl.—Southwark Manufacturing Co. vs. P.- 
R. S. L. et al. 

27612—Intrastate rates on whiting in New Jersey. 

25220—American Lime and Stone Co. et al. vs. P. R. R. et al. 

24757—Limestone Products Corp. of America vs. L. & H. R. et al. 

24432 and Subs. 1 and 2—Washington Building Lime Co. et al. vs. 
A. C. et al. 


October 3—San Francisco, Calif.—Empire Hotel—Jt. Bd. 75 and Ex- 
aminer Corcoran: 
MC 67611—J. W. Tilly, Modesto, Calif., certificate. 
MC 75545—E. A. Stout, Sunnyvale, Calif. 
October 3—St. Louis, Mo.—Court & Customs Bldg.—Jt. Bds. 135 and 
179: 
MC 31935—United Terminals & Forwarding Co., Inc., St. Louis, lic- 
ense. 


October 3—Washington, D. C.—Examiner Pyne: 
1. & S. 3636—Cotton, woolen and knitting factory products between 
interstate points. 
24139—North Carolina Corp. Comm. et al. vs. A. & W. et al. 
24140—North Carolina Corp. Comm, et al. vs. A. & R. et al. 
24901—National Assn. of Cotton Manufacturers vs. B. & M. et al. 


October 3—Washington, D. C.—Examiner Pattison: 
Valuation 1238—In re tentative valuation of property of Pure Trans- 
portation Co. 


October 3—Washington, D. C.—Examiner Messer: 
1. & S. M-785—Boots and shoes, Baltimore and Harrisburg to N. C. 
October 3—Washington, D. C.—Jt. Bd. 68: 
MC 47698—Capitol Coach for Charter Co., Inc., Washington, license. 
October 3—Yakima, Wash.—Commercial Club—Jt. Bd. 5: 
MC 12130, Sub. 1—Varco Truck Brokerage, Yakima, license. 
MC 61748, Sub. 3—A. D. Paddison, Yakima, certificate to extend 
operations. 
October 4—Aberdeen, S. D.—Alonzo Ward Hotel—Examiner Schutrumpf: 
Finance 12430—Application of A. S. Trux for certificate permitting 
abandonment of line extending from Long Lake to Leola, S. D., 
being entire line formerly operated by Mound City & Eastern. 
October 4—Brooklyn, N. Y.—St. George Hotel—Examiner Price: 
MC 13730—Ph. Reilly Forwarding Co., Inc., Newark, N. J., cer- 
tificate or permit. 
MC 16827—T. Diebold, East Orange, N. J., certificate or permit. 


October 4—Chicago, IIl.—Hotel Sherman—Examiner Harrison: 
MC 44432—L. R. Rosenbery, Bryan, O., permit. 
MC 77782—Associated Freight Forwarders, Pittsburgh, Pa., certificate 
or permit. 
MC-FC 12096—Substitution of Chicago-Pittsburgh, purchaser, Pitts- 
burgh, Pa., and L. R. Rosenbery, seller, Bryan, Pa. 


October 4—Cleveland, O.—Hotel Carter—Jt. Bd. 330: 
MC 3551—Reliable Trucking Co., Cleveland, certificate or permit. 
October 4—Cleveland, O.—Hotel Carter—Jt. Bd. 27: 
MC 92550—Safeway Motor Freight Co., Warren, O. 
October 4—Columbia, S. C.—Federal Court—Jt. Bd. 131: 
MC 41480, Sub. 1—E. L. Long Motor Lines, Inc., Greenwood, S. C., 
certificate to extend operations. 
October 4—Dallas, Tex.—Baker Hotel—Jt. Bd. 16: 
MC 94227—W. B. Ballew, Gainesville, Tex. 
October 4—Des Moines, la.—Hotel Kirkwood—Examiner Vinskey: 
MC 63171, Sub. 1—C. King, Diagonal, Ia., certificate to extend op- 
erations. 
MC 95078, Sub. 1—M. Edvenson, Webster City, Ia., certificate to ex- 
tend operations. 
MC 95881—Renwick Community Creamery, Renwick, Ia., certificate. 
October 4—Hartford, Conn.—Public Utilities—Examiner Myers: 
MC 23502—Liberty Trucking Co., East Hartford, Conn., certificate 
or permit. 
MC 39966, Sub. 1—P. E. Segar, Willimantic, Conn., permit to extend 
operations. 
October 4—Lansing, Mich.—Public Service Comm.—Examiner Linn: 


» 59765, Sub. 2—M. Loebel, Otsego, Mich., permit to extend opera- 
ons, 
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1. Central Freight Association Docket 

2. Central Freight Association Hearings 

3. Central Freight Association Coal, Coke & Iron Ore Docket 
4. Eastern Commodity Rate Revision Committee Hearings 

5. Illinois Freight Association Docket 

6. National Diversion and Reconsignment Committee Hearings 
7. New England Freight Association Docket 

8. New England Freight Association Hearings 

9. Southern Freight Association Docket 

10. Southern Freight Association Dispositions 

11. Southern Freight Association Coal & Coke Committee Docket 
12. Southern Ports Foreign Freight Committee Docket 

13. Southwestern Freight Bureau Docket 

14. Southwestern Freight Bureau Hearings 

15. Texas-Louisiana Freight Bureau Docket 

16. Transcontinental Freight Bureau Applications 

17. Transcontinental Freight Bureau Dispositions 

18. Trunk Line Association Docket 

19. Trunk Line Association Hearings 

20. Trunk Line Coal & Coke Committee Docket 

21. Trunk Line Coal & Coke Committee Hearings 

22. Western Trunk Line Docket 

23. Western Trunk Line Hearings 

24. Western Trunk Line Dispositions 

25. Joint Hearings of Rate Committees 

26. Fourth Section Applications 

27. Fourth Section Orders 

28. Short Notice Applications of Railroads 

29. Short Notice Permissions, Railroad and Truck 


30. New Tariffs and Supplements Filed with the I. C. C. by Rail- 
roads and Trucks 

31. Tariffs Rejected by the I. C. C. 

32. Investigation and Suspension Orders 

33. Suspension Orders Vacated 

34. Released Rate Orders 

35. Express Tariffs Filed with the I. C. C. 

36. Air Tariffs 

37. U. S. Maritime Commission Tariffs 

38. U.S. Maritime Commission Short Notice Applications 

39. U.S. Maritime Commission Short Notice Permissions 

40. U.S. Maritime Suspension Orders 

41. U.S. Maritime Commission Orders Vacating Suspension 

42. Tariffs Returned by the Maritime Commission 

43. Consolidated Classification Docket 

44. Adoption Notices 

45. —- of Railroads, Trucks, Steamship Lines Filing First 

ari 
46. Embargo Notices, Modifications and Cancellations 
47. Intercoastal Steamship Docket 
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Personal Notes 





Norman A. Ryan, Chicago, has been appointed general 
manager of the Milwaukee Road’s western lines, with head- 
quarters at Seattle, Wash., effective October 1. He has been 
assistant general manager of the road’s eastern lines. A. J. 
Elder has been appointed to succeed him in that position, at 
Chicago. Mr. Ryan succeeds Charles H. Burford, who was 
elected vice-president of the Association of American Railroads, 
in charge of the operations and maintenance department. E. A. 
Witt has been appointed chief of the road’s pass bureau to fill 
a vacancy caused by the death of W. E. Tyler. 

C. J. Whipple, president, Hibbard, Spencer, Bartlett and 
Company, assumed chairmanship of the transportation com- 
mittee of the Chicago Association of Commerce September 18. 
He succeeds John T. Pirie, Chicago merchant. H. W. Arm- 
strong, president, Reid, Murdock and Company, becomes the 
new vice-chairman of the committee. 

The Atlantic Coast Line Railroad has announced the fol- 
lowing appointments: G. Milton LaRiviere, commercial agent, 
Washington, D. C.; H. F. Martin, commercial agent, Perry, 
Fla.; S. H. Reynolds, traveling freight agent; and K. M. Kerr, 
soliciting freight agent, both at Jacksonville, Fla. 

The Atlantic and East Carolina Railroad Company, suc- 
cessor to the Atlantic and North Carolina Railroad Company, 
has announced the following officials: H. P. Edwards, president 
and general manager; E. R. Buchan, vice-president; E. W. 
Dozier, traffic manager; C. J. Owensby, superintendent; B. W. 
Thomas, auditor; O. T. Brown, master mechanic; J. H. Bizzell, 
roadmaster. Headquarters are at New Bern, N. C. 

E. J. Glaeser, who was recently promoted to district traffic 
manager, Kansas City Southern, Louisville and Arkansas Lines, 
Kansas City, Mo., will be honored at a testimonial luncheon 
September 28 at the Biltmore Hotel, New York. Charles W. 
Braden is chairman of the arrangements committee. 

George F. Orlemann has been appointed acting superin- 
tendent of the Minnesota division of the Chicago Great West- 
ern, at St. Paul, Minn., to take the place of A. A. Freiberger, 
who has been granted a leave of absence. 

Harvey F. Krogman, now assistant traffic manager, Peoria, 
Ill., Association of Commerce, has been appointed traffic man- 
ager, St. Joseph, Mo., Chamber of Commerce, effective Oc- 
tober 1. 


The Atchison, Topeka and Santa Fe has announced the 
following appointments: Warren H. Turner, general freight 
agent, Topeka, Kan., succeeding J. C. Burnett, who will retire 
October 1 after 51 years of railroad service; Clarence C. 
Thompson, general passenger agent, Los Angeles, Cal.; Arthur 
C. Devlin, division passenger agent, Chicago; James R. Mori- 
arty, assistant passenger traffic manager, Chicago, to succeed 
A. P. Morison, who will retire October 1, after 50 years of 
service; Glenn Eddie, assistant passenger traffic manager, Chi- 
cago; Harry C. Vincent, general passenger agent, ‘Topeka. 


Following on the recent merger of the Kansas City South- 
ern and the Louisiana and Arkansas, the combined companies 
have announced the appointment of traffic officers and repre- 
sentatives. In most cases, the appointees have held comparable 
positions with one or the other of the merged railroads: 


Johnson O. Couch, assistant vice-president, Kansas City, Mo.; J. R. 
Mills, assistant to the vice-president, Kansas City; F. A. Key, Jr., 
southern district traffic manager, Shreveport, La.; G. H. Dougherty, 
assistant southern district traffic manager, Shreveport; C. P. Hoch, 
eastern district traffic manager, New York City; E. J. Glaeser, district 
traffic manager, Kansas City; Henry Dawes, assistant district traffic 
manager, Kansas City; H. B. Halsted, district traffic manager, Chicago; 
Ray Henry, general coal agent, Kansas City; H. H. Jordon, general 
agent, Chicago; C. H. Hanson, commercial agent; R. C. Riggins, trav- 
eling freight agent, Chicago; S. F. Smith, traveling freight agent, 
Chicago; L. R. Squire, city freight agent, Chicago; W. J. Seibert, gen- 
eral agent, Cleveland, O.; G. J. Slattery, traveling freight agent, Cleve- 
land; H. J. McCarthy, general agent, Detroit, Mich.; Henry Brown, 
general agent, Milwaukee, Wis.; E. C. Corban, traveling freight agent, 
Milwaukee; R. R. Feickert, general agent, Minneapolis, Minn.; P. N. 
Wickham, traveling freight agent, Minneapolis; W. H. McLaughlin, 
traveling freight agent, New York City; J. J. Muir, traveling freight 
agent, New York City; G. J. Wadlinger, general agent, Pittsburgh, 
Pa.; C. R. Cobbett, traveling freight agent, Pittsburgh; W. D. Burch, 
general agent, Washington, D. C.; T. F. Brennan, general agent, 
Cincinnati, O.; C. F. Westcott, commercial agent, Denver, Col.; J. T. 
Garrigues, general agent, Fort Smith, Ark.; J. W. Williams, city 
freight agent, Fort Smith; C. S. Cox, general agent, Joplin, Mo.; J. A. 
Christian, assistant general agent, Joplin; J. S. Hunsaker, traveling 
freight agent, Joplin; P. C. Lang, general agent, Kansas City; G. H. 
Batchelor, assistant general agent, Kansas City; G. S. Fuqua, com- 
mercial agent, Kansas City; J. W. Boysen, traveling freight agent, Kan- 
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sas City; F. D. Tracy, city freight agent, Kansas City; F. W. Eby, city 
freight agent, Kansas City; R. J. Snyder, commercial agent, Los Ap. 
geles, Cal.; N. R. Howe, traveling freight agent, Los Angeles; F. q. 
Walker, commercial agent, Oklahoma City, Okla.; L. L. Kratville 
commercial agent, Omaha, Neb.; C. H. Gilbert, traveling freight ang 
coal agent, Omaha; J. F. Griffitts, general agent, San Francisco, Cal,. 
P. C. Brown, general agent, Seattle, Wash.; B. A. Rogers, Jr., travel. 
ing freight agent, Seattle; Joe Hardin, general agent, Tulsa, Okla. 
M. J. Caldwell, traveling freight agent, Tulsa; D. S. Lambeth, genera} 
agent, Alexandria, La.; B. T. Harrison, city freight agent, Alexandria; 
J. Fiedler, general agent, Atlanta, Ga.; W. N. Adams, Jr., Traveling 
freight agent, Atlanta; R. M. Scott, general agent, Baton Rouge, La.: 
H. N. Malone, assistant general agent, Baton Rouge; A. D. Herring, 
city freight agent, Baton Rouge; William Schmidt, commercial agent. 
Baton Rouge; F. L. Colvin, general agent, Beaumont, Texas; D. Ww. 
Bird, general agent, Birmingham, Ala.; F. R. Lipscomb, traveling 
freight agent, Birmingham; H. R. Whiting, district freight agent, Dal. 
las, Texas; W. D. Grubb, general agent, Dallas; G. K. Hill, commercia| 
agent, Dallas; H. L. Sullivan, commercial agent, Dallas; O. B. Preston, 
traveling freight agent, Dallas; F. S. Miller, traveling freight agent, 
Dallas; R. T. Eatman, commercial agent, El Paso, Texas; G. A. Hen- 
sen, general agent, Fort Worth, Texas; J. R. Scott, commercial agent, 
Fort Worth; C. R. Dyer, commercial agent, Greenville, Texas; A, B, 
Patten, general agent, Hope, Ark.; R. E. Carter, general agent, Hous. 
ton, Texas; H. H. Scott, assistant general agent, Houston; N. G. Strip. 
ling, commercial agent, Houston; G. L. McVay, traveling freight agent, 
Houston; E. W. Button, traveling freight agent, Houston; H. H. Rid. 
dle, general agent, Lake Charles, La.; E. E. Greeson, commercial 
agent, Little Rock, Ark.; M. J. Duffy, general agent, Louisville, Ky: 
F. W. Danke, general agent, Memphis, Tenn.; S. O. Brubbs, Jr., com- 
mercial agent, Monroe, La.; F. H. Strong, general agent, New Or- 
leans, La.; E. A. Montgomery, assistant general agent, New Orleans: 
L. J. Rosentreter, commercial agent, New Orleans; T. F. Wilder, com- 
mercial agent, New Orleans; Frank Heinberger, traveling freight agent, 
New Orleans; J. M. Brennan, Jr., traveling freight agent, New Orleans: 
J. F. Driscoll, city freight agent, New Orleans; S. F. Browne, city 
freight agent, New Orleans; G. E. Condray, general agent, San An- 
tonio, Texas; E. B. Hickman, general agent, Shreveport, La.; E. 0, 
Sikes, assistant general agent, Shreveport; R. R. Bice, city freight 
agent, Shreveport; L. M. Dougherty, city freight agent, Shreveport: 
O. B. Batton, city freight agent, Shreveport; H. S. Weston, city freight 
agent, Shreveport; N. B. Marye, traveling freight agent, Shreveport; 
R. N. Mason, traveling freight agent, Shreveport; W. H. Larsen, gen- 
eral agent, Texarkana, Texas; L. Rickerson, general agent, Winnfield, 
La.; Paul Sensbach, commercial agent, Winston-Salem, N. C.; C. W, 
Wheeler, general agent, St. Louis, Mo.; H. A. McEnany, traveling 
freight agent, St. Louis. 








October 4—Minneapolis, Minn.—wNicollet Hotel—Examiner Snider: 
1. & S. 4630—Grain and products to Duluth, Minn. 
Fourth section application 17873—Grain and grain products from and 
to Duluth. 


October 4—Montpelier, Vt.—U. S. Court—Examiner Cunningham: 
MC 61486—Vermont Motor Express, St. Johnsbury, Vt. 


October 4—New Orleans, La.—Jung Hotel—Examiner Stiles: 
Fourth section application 17690—Corn—Cairo, Ill., to Gulf ports. 
Fourth section application 18016—Corn (not pop corn), shelled, and 

wheat from Cairo, Ill., to New Orleans, La., Gulfport, Miss., and 
Mobile, Ala. 


October 4—New Orleans, La.—Jung Hotel—Examiner Stiles: 
1. & S. 4701—Cotton linters, Arkansas to New Orleans, La. 


October 4—St. Louis, Mo.—Court & Customs Bldg.—Jt. Bd. 179: 
MC 7430—Mail Carrier of Star Route, Linn, Mo., permit. 


October 4—Washington, D. C.—Argument: 
27329—Lawrenceville Cooperage Co. et al. vs. A. C. & Y. et al. 
1. & S. 4599—Allowances on cottonseed at C. & G. Ry. points. 


October 4—Washington, D. C.—Jt. Bd. 68: 
MC 95913—Colonial Historic Tours, Washington, certificate. 


October 4—Yakima, Wash.—Commercial Club—Jt. Bd. 5: 
MC 94581, Sub. 1—I. A. Villaume, Outlook, Wash., certificate to ex 
tend operations. 
October 4—Yakima, Wash.—Commercial Club—Jt. Bd. 81: 
MC 12132, Sub. 1—Dulude Transfer & Storage Co., Yakima, license 
October 4 and 5—Los Angeles, Calif.—State Comm.—Examiner Cor 
coran: 
MC 8681, Sub. 5—Western Auto Transports, Inc., 
Heights, Ill., certificate to extend operations. 


October 5—Bismarck, N. D.—State Capitol—Jt. Bd. 24: 


* MC F-973—Roswick Greenstein Snyder, Inc., purchase, J. Greenstein 
et al. 


October 5—Brooklyn, N. Y.—Si. George Hotel—Examiner Price 
MC 17081-—Johnson Brothers, Newark, N. J., certificate or permit. 
MC 19300—Santini Moving Corp., New York, certificate. 


October 5—Chicago, II|.—Hotel Sherman—Jt. Bd. 13: 
MC 94884—M. C. Nixon, Antioch, Ill., certificate. 
MC 95120—C. E. Hennings, Antioch, IIl., certificate. 


October 5—Cincinnati, O.—New Federal Bldg.—Jt. Bds. 37, 208 and 60: 
MC 77152, Sub. 1—Porter’s Motor Express, Morrow, O., certificate t 
extend operations. 
MC 100410—R. B. Hiestand, Rossburg, O., permit. ; 
* MC 7716, Sub. 4—Germann Brothers Motor Transportation, Inc., RiP 
ley, O., certificate to extend operations. 


East Chicago 
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October 5—Cleveland, O.—Hotel Carter—Jt. Bd. 27: 
MC 40272, Sub. 1—D. H. Cunningham, Greenville, Pa., permit to 
extend operations. 


MC 59299, Sub. 1—W. A. Harshman, Mineral Ridge, O., permit to 
extend operations. 
October 5—Columbia, S. C.—Federal Court—Jt. Bd. 177: 
MC 38925, Sub. 2—New South Express Lines, Inc., Columbia, cer- 
tificate to extend operations. 
October 5—Dallas, Tex.—Baker Hotel—Jt. Bd. 16: 
MC 100601—Interstate Convoy, Inc., Dallas, permit. 
October 5—Des Moines, !a.—Hotel Kirkwood—Examiner Vinskey: 
MC 95901—O. T. Adams, Eagle Grove, Ia., certificate. 
MC 100392—Southern Iowa Transfer, Afton, Ia., certificate. 
October 5—Detroit, Mich.—Hotel Fort Shelby—Jt. Bd. 76: 
MC 10821—Detroit Truck Shipping Bureau, Detroit, license. 
October 5—Grand Island, Neb.—U. S. Court—Examiner Schutrumpf: 
Finance 12486—Application of C. B. & Q. for certificate permitting 
abandonment of line extending from Greeley Center to Ericson, 
Neb. 
October 5—Hartford, Conn.—Public Utilities—Examiner Myers: 


MC 69785—F. C. Davis Transportation Co., Danielson, Conn., cer- 
tificate or permit. 


MC 70974—Sheehy Bros., Shelton, Conn., certificate or permit. 


October 5—Montpelier, Vt.—U. S. Court—Examiner Cunningham: 


MC 40401, Sub. 1—Carman’s Transfer, East Franklin, Vt., certificate 
to extend operations. 


MC 92867—N. R. Wyman, Reading, Vt., certificate. 
October 5—New Orleans, La.—Jung Hotel—Examiner Stiles: 
1. & S. 4702—Confectionery, Pennsylvania to New Orleans and Mo- 
bile. 
October 5—Seattie, Wash.—Olympic Hotel—Jt. Bd. 45: 
MC 100471, Sub. 1—Dependable Tank Transport, Inc., Seattle, cer- 
tificate. 
October 5—Washington, D. C.—Argument: 
27161 and Subs. 1 and 2—Swift & Co. et al. vs. A. C. & Y. et al. 
October 5—Washington, D. C.—Examiner Dunn and Jt. Bd. 273: 


MC 100719 and Sub. 1—M. B. Jones, Shepherdstown, W. Va., certif- 
icate and to extend operations. 


October 5—Washington, D. C.—Jt. Bd. 108: 
* MC 100839—D. C. Weaver, Culpeper, Va., certificate. 


October 6—Bismarck, N. D.—State Capitol—Jt. Bd. 84: 
* MC F-918—Northern Truck Line, Inc., lease, Minot Transportation Co. 
October 6—Boise, !da.—Boise Hotel—Examiner Armes: 

|. & S. 4669—Fresh plums and prunes from the Pacific northwest. 
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October 6—Brooklyn, N. Y.—St. George Hotel—Examiner Price: 
MC 18282—B & J Trucking & Forwarding Co., Inc., Elizabeth, N. J., 
certificate. 
October 6—Chicago, I1|.—Sherman Hotel—Jt. Bd. 149: 
MC 12181—A. E. Norrlen, Highland Park, IIl., license. 
MC 77789—Truck Terminal Co. of Peoria, Peoria, Ill., license. 
MC 79389—E. J. Hanson, Chicago, license. 


October 6—Cincinnati, O.—New Federal Bldg.—Jt. Bd. 117: 
MC 100405—The Bee Line, Cincinnati, certificate. 
MC 100448—Buckeye Motor Service, Troy, O., permit. 
October 6—Cleveland, O.—Hotel Carter—Jt. Bd. 117: 
MC 59358, Sub. 2—Elmer C. Breuer, Inc., Cleveland, permit to ex- 
tend operations. 
October 6—Dallas, Tex.—Baker Hotel—Jt. Bd. 15: 
MC 100666—R. T. Nix, Texarkana, Tex., permit. 
October 6—Des Moines, ta.—Hotel Kirkwood—Examiner Vinskey: 
MC 842, Sub. 2—Willison Transportation Line, Ottumwa, Ia., certif- 
icate to extend operations. 
October 6—Dover, Del.—Federal Bldg.—Examiner Sullivan: 
* MC 66641—Superior Transportation System, Dover. 
October 6—Hartford, Conn.—Public Utilities—Examiner Myers: 
MC 63870—Woodmont Transportation Co., New Haven, Conn., cer- 
tificate. 
MC 87355, Sub. 1—A. H. Harris, New Britain, Conn., certificate to 
extend operations. ) 
MC 95124—C. F. Dickerman, Hamden, Conn., permit. 





Digest of Néw Complaints 





"A 
No. 28328, C. C. Winkler Co., Vincennes, Ind., vs. Alton et al. 

Rates and charges, watermelons, points in southeastern Missouri 
to points in Central Freight Association territory, in violation of 
sections 1 and 6. Asks reasonable rates, reparation, and waiver 
of outstanding undercharges. (R. W. Schapanski, 1421 South Ab- 
erdeen St., Chicago, Il.) 

No. 28329, Great Lakes Coal & Coke Co., Chicago, Ill., etal. vs. A. T. 
& S. F. et al. 

Unreasonable rate and charges, petroleum coke breeze, Lockport, 
Ill., to Fostoria, O. Asks reasonable rate and reparation. (Milton 
P. Bauman, 140 Cedar Street, New York, N. Y.) 











GALVESTON ....-- 


IS THE IDEAL PORT FOR EXPORTS, IMPORTS AND 


COASTWISE TRAFFIC 


MORE THAN SIXTY STEAMSHIP LINES OPERATING 
TO PRINCIPAL PORTS OF THE WORLD 


FAST SERVICE 


AND 


QUICK DISPATCH 


WRITE FOR SHIPPERS’ DIGEST OF GALVESTON—FREE 


GALVESTON WHARF COMPANY 


Geo. Sealey, Pres. 


— Established 1854 — 


F. W. Parker, V. P. & G. M. 


(Kansas City Office: 434 Board of Trade Bldg.) 
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“Dollar Days” 
for Traftic 


A touch of frost, the smell of woodsmoke, 
scurrying leaves, whisper that fall is here 
and winter is coming—and November 30 
is on the page after the next on your 
calendar. November 30 is the date on 
which we generally close navigation. 


Every day until then offers another oppor- 
portunity to get fall and winter stocks of 
merchandise to distant distribution points 
—at lake or lake-and-rail rates. That can 
total a sizable sum saved in the next two 
months, especially with fall and winter 
buying ‘dead ahead’. 


All important distribution centers on the 
Great Lakes, will be made on schedules by 
the G.L.T.C. fleet right up to the close of 
navigation. That means the same fast, safe 
and careful, economical service that ship- 
pers have used for years. If you have 
never used Great Lakes Transit Corpora- 
tion service before, now is a good time to 
try it—your experience will point the way 
to an opportunity for distribution savings 
in 1940. 


GREAT LAKES 


TRANSIT CORPORATION 
Buffalo New York 
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Dyigzel 
SERVICE 


|AYTON 
INDIANAPOLIS 
TERRE HAUTE 


ST.LOUIS 


MT.VERNON 


- TULSA CAIRO ipapuCcAH 
OKLAHOMA CITY 


JACKSON 
TENN 


MEMPHIS 


VIKING FREIGHT CO., General ©) irate) ee OLE 


CHICAGO DAYTON INDIANAPOLIS MEMPHIS 
OKLAHOMA CITY PADUCAH TULSA MT. VERNON, ILL. 








@ When you stay at Hotel Cleveland, your redcap 
takes you from train to hotel lobby in a moment, 


without going out-of-doors. No 
discomfort, no taxi fare. 


time wasted, no 


And at Hotel Cleveland, all the city is at your doorstep. 
All five buildings of the Terminal development under 
the same roof; stores and office buildings to the east; 
government buildings north; wholesale district west; 
industrial plants south. And comfort, 
friendliness, welcome, at home— 
in your room and all about you in 





A HOTEL _~>D 


CLEVELAND 


CLUE Name 
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Rate changes—for 45c per week 
Is immediate knowledge of rate changes important? Ata cost of 45¢ 
per week subscribers have had—for over twenty-four years—every 
major rate change to every agency station and thousands of inland and 
prepaid ee we “ before the effective date. 

for copy on approval—no obligation. 
NATIONAL FREIGHT RATE SERVICE P@eiteins 


Publishing Rates Since 1914 







TRAFFIC MANAGER 


Large, heavy chemical manufacturer with nation-wide 
branches and extensive owned transportation facilities 
requires executive about 35-40 with experience in identical 
industry or one having similar problems to take charge of 
traffic department. Unusual opportunity for accomplish- 
ment with appropriate salary. Give full details in strict 
confidence. Address Box IIN-1, Traffic World, 418S. Market 
St., Chicago, Ill. 


PORT OF TACOMA 


MUNICIPAL TERMINAL 


Where more vessels berth than 
at any other single Terminal in 


the Pacific Northwest. 
— INVESTIGATE — 
TACOMA, WASHINGTON 


P. O. Box 1612 Cable **Portacoma”’ 





QUAKER LINE 


and 


CALIFORNIA EASTERN LINE 


Coast to Coast Services 


Albany, New York, Philedelphia, —— sy.) Norfolk, 
Newport News, Savannah, Jacksonville, Cristobal 
end 


San Diego, Los Angeles, San Francisco, Ovitend, Stockton, Sacramento, 
Portlend, Seattle and Te Seattle and Tacoma 


DAWNIC STEAMSHIP CORP. 


General Eastern Agents 
17 Battery Place, New York 


Albany—D & H Building Chicago—327 . LaSalle St. 
ee er Bourse Pittsburgh—Gulf Bidg. 
Norfolk—111 E. Plume Street Detroit—General Motors Bids. 
Baltimore—Keyser Building Savannah—Cotton Exchange Bids. 
Boston—33 Broad Street Jacksonville—P. O. Box 1866 


Complete details on documentation, consular regula- 
tions, and shipping procedure to every country and 
political subdivision in the world. 1800 pages of exact 
information on export shipping. A standard service 
which has been saving export traffic men, time, 
trouble and mistakes for 35 years. 


Descriptive circular mailed on request 


EXPORTERS’ ENCYCLOPAEDIA 


20 Vesey Street New York 
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